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FREE HANDBOOK 3 


on Government Regulations 


OURS free with the compliments of 

Studebaker, this 52-page, illustrated 
handbook summarizes and interprets the 
Office of Defense Transportation’s rulings 
on wholesale and retail deliveries. 


Just what the busy delivery truck oper- 
ator needs —all the essential information on 
what, when and where you can deliver is 
now gathered together in this one concise, 
handy-size (6” x 9”) book. No more head- 
aches racking your brains on the interpre- 
tation of ODT 17 delivery restrictions. 


Valuable information, too, on 
truck care and maintenance 


This new book is filled with pages of sug- 
gestions on how to get top performance out 


STUDEBAKER 


PIONEER AND PACEMAKER 
IN AUTOMOTIVE PROGRESS 
Now building Wright Cyclone engines for the 


Boeing Flying Fortress . . . multiple-drive 
military trucks—other vital war matériel 
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of all makes of trucks. It is no advertising 
pamphlet but an unbiased daily maintenance 
reference for all types of truck operations. 


How to get free book 


Ask any Studebaker dealer for free copy of 
“Wartime Information for the Delivery 
Truck Operator’’ or mail coupon below 
direct to Studebaker Truck Division, Dept. 
TW-1, South Bend 27, Indiana. 


THE STUDEBAKER CORPORATION 
Dept. TW-1, South Bend 27, Indiana 


Send us free and postpaid your 52-page handbook, 
“Wartime Information for the Delivery Truck Opera- 
tor.” 
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Whole Number 1919 


Peers | RACK ‘EM UP! 
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@ FIRE APPARATUS 


The eewy Whecker 


leading the procession may be No. 
OOW212 to the Ordnance Department, 
but it's “Superman” to the fellow who 
drives it. If your eyes are sharp, maybe 
you can recognize the second truck as 
“MacArthur”. A “cute” little 28 thousand 
pound job in Tunisia was affectionately 
christened “Amapola” by its crew. 
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When our soldiers apply such nicknames 
to the planes, tanks and trucks they 
operate, it's a completely unofficial but 
particularly sincere endorsement of equip- 
ment they have come to like, respect and 
depend on. 

If we have the postwar privilege of sup- 
plying you with trucks engineered to the 
job they are to perform, we think you will 
find them similarly deserving of admira- 
tion and confidence of those who use them. 


Wand Larnllot 
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TRUCK DIVISION 
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THE TIRE SHORTAGE IS SERIOUS 


SAVE THE CAR 
CA 
TO SAVE YOUR io 


Save the Carcass sa 
to 35 mph. 


to Save Your Job — 





enough new truck tires to 9° around..- 
tread wears smooth—oFr your truck 
THE GENERAL TIRE & RUBBER COM 


not nearly enough. 


In 1944, there just aren't going to be Your tires must last, and last. and last. AVOID 7 
They must be recapped as soon a5 the BUMPS ‘ART-STOP 
EASY im 
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Military demands for tires have been may not roll. 
greatly increased. Civilian operators This is o fro nk warning of a crisis that 
“weit 


must take immediate conservation ed con put you gut of @ job: ut yes 
or many trucks will have to be laid up- A 
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Hold Speed to 35 m. p. bh. 
Check Air Pressure Daily 
Avoid Bumps and Sharp Objects 
Observe Payload Limit 
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Start and Stop Easily 
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Power and 
Performance fo 


“REEP ‘EM ROLLING" 


The Chicago Great Western Railway is adequately 


equipped to perform its full share in carrying out the 
Nation's war program. 


Serving 


5 
Important Gateways 


Tracks, motive power and all equipment are in first class 
condition. Operations are well organized and function- 
f ing efficiently and smoothly. 
Chicago ’ 
By virtue of its strategic location and its modern facili- 
ties, the Chicago Great Western Railway is prepared to 
Council Bluffs (Omaha) meet demands for added transportation for the Nation’s 
St. Joseph war program: and for the ordinary needs of America. 


At your service. 


Kansas City 


Minnesota Transfer 


(The Twin Cities) B. R. HARRIS, General Traffic Manager 


309 West Jackson Blvd., Chicago, IIl. 
Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILWAY | 


The Corn Belt Route 
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lhe Freight of Freedom rides in 
HIGHWAY 








AMERICA’S QUALITY 





N these war days, a decision made here at 
Highway “headquarters” twenty-six years 
ago is advancing the cause of Victory. 


That decision was never to compromise with 
quality. Today, thousands of staunch High- 
way Trailers are serving as Highway engi- 
neers and craftsmen never dreamed their 
product would be called upon to serve. 


They’re proving, as their service-miles pile 
up to almost incredible totals, that when rea- 
sonably cared for, their endurance will see 


ster” and -“Clipper’’ Trailers 
; merce as well as the Freight 
sedom in hundreds of great American fleets. 


TRAILERS 


their owners through to victory and beyond. 


And of the splendid Highway “Freight- 
master” and “Clipper” Trailers of tomorrow 
that will replace your war-worn veterans—be 
sure they will be, more than ever, America’s 
Quality Trailers. 


HIGHWAY TRAILER COMPANY 
Factory and General Offices, Edgerton, Wisconsin 






Truck Trailers and Bodies e Earth 
Boring Machinese Winches and 
other Public Utility Equipment 
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Who was it said. 


Democracy 
is inelticient ? 


VERYBODY knows who 
EK —and it was one of 
the worst of his wrong 
guesses — as many things 
are proving. 





One proof is the record of the American rail- 
roads. 


In the year just ended, they 
handled a volume of traffic 
which dwarfs anything in 
the history of transporta- 
tion. 





And this job was done—not under the arrogant 
compulsion of dictatorship, but by voluntary 
cooperation in the finest  ——# 
American tradition. | | 





There was first of all, the SE 
cooperation of railroad eee, 
men and railroad companies with one another. 


=i 





There was the surpassing 
cooperation of shippers 
and receivers of freight, 
who did their indispens- 
able part in keeping freight cars on the move. 


There was the helpful cooperation of govern- 
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ment agencies with rail- 
road management. 


And there was, on top of 
all this, the cooperation 
of the Army and Navy — 
the greatest shippers in the 
world. 


Without all these, the record would never 
have been possible. 


And finally, there was the friendly and patient 
cooperation of the traveling public — which 
accepted the inconveniences, and sometimes 
the hardships, of wartime travel, with typical 
American good humor and good sense. 


So far have we come together along the road 
to victory. The road ahead calls for still more 
effort, still closer cooperation, in getting the 
utmost transportation service out of our rail- 
road plant. 


And when the victory is won—as surely it 
shall be —it will have been won by free men, 
working together under the rules free men 
established for themselves—the thing we are 
fighting to preserve. 


BUY MORE WAR BONDS 
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11-YEARS-800,000 MILES! 
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HEN we began operations eleven 
years agqand bought this Diamond 
T Model 216,” writes Mr. Hanten, of 
Western Transportation Co., Water- 
town, South Dakota, ‘“‘we consid- 
ered 100,000 miles the life 
of a truck. Now we realize that 


is more or less a ‘breaking-in’ aie : 


This Diamond T has traveled more than 
800,000 miles since 1932. Mr. Hanten 
states, “It is today as dependable as any 
tractor we own.” He adds ““We are proud 
of all our Diamond T’s, as they have all 
given us service beyond expectations, 


ts dependable as any in the fleet!” 


with minimum replacement and repair.” 
Performance records such as this ex- 
plain why Diamond T’s are known as 
Super-Service Trucks—why they 
are backed by the strongest 
guarantee ever placed on 

any make of motor truck. 
Because of this Diamond T stamina, 
you can confidently plan on your present 
Diamond T’s serving you faithfully with or- 
dinary care, until Victory and Peace bring 
you the finest new Diamond T’s in history. 
DIAMOND T MOTOR CAR COMPANY 


Established 1905, 
CHICAGO, ILLINOIS 


DIAMOND T MOTOR TRUCKS 
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WEIGHED IN THE BALANCE... 


end found Ready and lible/ 


The new year is under way. What achieve- 
ments are to be recorded on its pages no 
one can say. 


In looking back on '43 there is great satis- 
faction in the transportation job that has 
been done. America’s railroads performed 
brilliantly. Millions of fighting men were 
moved with clock-like regularity... millions 
of tons of war materials were transported 
with amazing precision. 


But America’s railroads live in the present 
and plan for the future. The achievements of 
"43, however noteworthy, are history. Laud- 


IAE ROCK ISLAND LINES 


RAILROADS —ALL 


OF AMERIC A’S 


able, yes, but useful now only insofar as 
they provide the railroads with the experi- 
ence necessary for greater and still greater 
achievement. 


And so we have moved into another year, to 
face with confidence the war job still to be 
done. It’s a big task...a tremendous task. 
But every ROCK ISLAND employe is deter- 
mined to do his part to see it through. This 
War for Freedom is our war, too. 


As yesterday—and today—so tomorrow ROCK 
ISLAND’S sole purpose is to provide the finest 
in transportation. 
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FOR VICTORY 
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“Certain unalienable Rights, that among these are Life, Liberty and the pursuit of Happiness” 


The First of These is 


NE THING distinguishes American 
democracy most sharply from 
other forms of government—and that 


is its regard for human life. 
* * * 


Remember the historic dash to Nome, 
in 1925, with life-giving serum when 
death stalked in that far community? 


Remember the Sgualus—and the al- 
most superhuman efforts to save the 
lives of 33 men trapped in her sunken 


hull hundreds of feet below the surface ? 


Remember the items about iron lungs 
rushed to infantile paralysis victims who 


could not breathe without them ? 
* * * 


Think of the mercy ships of the last 
war, loaded to the gunwales with food 
for starving Belgians and Armenians— 
the medical supplies and other equip- 
ment shipped to the Japanese when the 
horror of earthquake struck in 1923— 
the development of blood plasma, peni- 
cillin and other ways and means of sav- 


ing and prolonging human life. 


Then think of nations where to take 
one’s life by hari-kari is a national 
honor. Nations where births are encour- 
aged only so that more and more lives 


can be spent in battle and conquest. Na- 





LIFE 


tions where those unpopular in govern- 
ment are removed not by ballots but by 
bullets. 


Do you begin to see the one great 
difference between American democracy 
and other forms of government? 


* * * 


In the midst of war, one of the great 
railroads of this country has been 
awarded the E. H. Harriman Memorial 
Gold Medal “for outstanding accom- 


plishment in railroad safety.” 


That railroad has been honored, not 
just because it hauls millions of tons 
of coal and other materials to keep the 
war production program rolling—bwt 


because ‘ 


‘with the greatest number of 
passengers carried since 1928, the 
Chesapeake and Ohio in 1942 attained 
the lowest passenger casualty rate in 
its history. It has not had a passenger 
fatality in a train accident in more than 
27 years, carrying 115,350,000 pas- 
sengers with a passenger mileage of 
more than 6,750,000,000.” 


It has been honored, not just because 
it has speeded to waiting ships the 
things of war for trans-shipment to the 
battle fronts—but because “the Chesa- 


peake and Ohio shows a reduction in 


CHESAPEAKE AND OHIO 


CLEVELAND; OHIO 


total employee casualty rate of 70 per 
cent for the past 5 years as compared 
to the 5 years, 1921 to 1926 inclusive, 
and it is one of the very few railroads 
which were able to reduce their em- 
ployee casualty rate in 1942 far below 
that of 1941, with a steady, continued, 
year-by-year reduction since 1936.” 


* * * 


In accepting the Harriman Medal, the 
Chesapeake and Ohio recognizes in the 
very existence of such an award the one 
thing above all others worth fighting 
for—the sanctity and dignity of human 
life—which, as history has repeatedly 
shown, exist only so long as govern- 
ment is in the hands of the people and 


not people in the hands of government. 





“NO PASSENGER FATALITY IN 
A TRAIN ACCIDENT 
IN MORE THAN 27 YEARS.” 


The Edward H. Harriman Memorial 
Medal, awarded annually to the railroad 
with the outstanding safety record — 
.awarded on June 24, 1943, to the Chesa- 
peake and Ohio Railway Company in 
‘recognition of its outstanding safety 
record for the year 1942 among Class I 
Railroads operating ten million or more 
locomotive miles.’’ 
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Dratting 


President Roosevelt, with his fine sense of timing, 
included in his message to Congress this week a 
request for the enactment of a “national service” law. 
Of course, Roosevelt, the politician and candidate for 
office, said little or nothing of the recent conduct of 
union labor that makes a proposal to “draft labor” 
more or less popular, but he, doubtless, had in mind 
that present popularity in making his request. Of 
course, also, being Roosevelt, he went a good deal 
farther and demanded legislation that would permit 
him to conscript everybody for work considered essen- 
tial to the winning of the war, and it is the wideness 
of his plan that will probably defeat it. There is too 
much doubt as to Roosevelt’s good faith and too much 
suspicion that he seeks to take advantage of every 
opportunity to increase the scope of his regimentation 
plans, to permit this new idea to win in Congress or 
with the public. 

The public, by the way, is not, as President Roose- 
velt would have us believe, anxiously seeking an oppor- 
tunity like this through which every member of it may 
participate in the war effort. That is not true, fine as 
it may sound, even of the men who are being drafted 
into the armed forces. If you don’t know that from 


of Labor 


your everyday contacts with men who are being drafted 
or who have the fear of being drafted hanging over 
them, ask any member of any draft board about it. 
Men of family, or who have businesses of their own, or 
good jobs, use every legitimate means to get exemp- 
tion or, at least, deferment, and they make no bones 
about it. How silly it is, then, to talk about men and 
women being anxious to be told where they shall serve 
in industry and how much they shall get for their work. 

Moreover, we do not believe the situation is so 
serious as to demand any such general regimentation. 
If it were, of course, or even if the public could believe 
that President Roosevelt were entirely sincere in his 
belief that it is, there could be little sound objection to 
the logic of his proposal. Certainly, if men can be taken 
from their homes and their businesses and their jobs 
to serve in the army at small pay, undergoing not only 
great hardships in their new way of life but the cer- 
tainty that many of them will be killed or maimed, it 
would not be too much to ask that other men—and 
women—not fit for combat duty, be drafted likewise 
for work essential to support the war effort, especially 
when they would be well paid for their services and, 
generally speaking, in most cases, probably suffer little. 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. : 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 


Move the Commission to Chicago. 


Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 


Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
Return railroads to their owners. 
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But no one likes to be “regimented” unless it is neces- 
sary; even then he does not like it, but submits more or 
less willingly to it. In this case it will be difficult to 
prove necessity and much easier to prove that it is be- 
ing pretended in order to take advantage of the situa- 
tion to carry out a social policy dear to the heart of the 
New Deal. 

We would, however, go along with a demand for 
legislation that would permit the government to con- 
script labor where strikes or threats of strikes inter- 
fered with the war effort, as in the recent threatened 
railroad strike because of which President Roosevelt 
took over the railroads and still has them, with small 
prospect of their being released soon. Such conscrip- 
tion of labor, as we view it, is the only alternative to 
the plan President Roosevelt has adopted of taking over 
essential industries the production from which is inter- 
fered with by strikes—unless, of course, it can be pro- 
_vided that strikers under such conditions shall be sent 
to prison or hanged. And when we suggest prison or 
hanging we are not joking. In our estimation, a labor 
saboteur who interferes with necessary war production 
in order to force an increase in pay is as much a traitor 
as a soldier who shirks his duty because fifty dollars 
a month is not enough to warrant his risking his life. 

But President Roosevelt, of course, could never 
deal directly with such an issue, nor could any other 
politician who is a candidate for office or expecting to 
be a candidate. Direct action, thus, can hardly be ex- 
pected, much as it is to be preferred to an all-enveloping 
policy that might cure the particular disease from which 
the body politic was suffering but that would, in the 
process, take all its legs and arms as well as the stomach 
ulcer that caused the trouble. We recommend a read- 
ing of Charles Lamb’s dissertation on roast pig. 


Political Rate Making 


Supporters of the bills now in Congress for the 

purpose of bringing about “uniformity” in freight 
rates are wasting breath in the effort to prove that 
Congress has the power to tell the Interstate Commerce 
Commission what to do. Nobody disputes that. The 
question is whether, in telling the Commission what to 
do in the matters now in controversy, it is or is not 
taking away from the Commission its prerogative of 
judging what is proper in the making of freight rates 
and telling it what it must do in order to favor a cer- 
tain section of the country. That is what we call po- 
litical rate-making. To lay down a transportation pol- 
icy for the Commission is quite within the power and 
the function of Congress, but to give it a sectional pol- 
icy is playing politics. One of the strong arguments 
for the Commission—which it has justified by a long 
record of integrity—is that it does not yield to politic 
pressure. The action of Congress, on the other hand, 
is controlled by whatever political or pressure party or 
faction can muster a majority of votes for or again 
a particular measure or policy. It was partly to insu 
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the country against that kind of rate-making that the 
Interstate Commerce Commission was set up. 

What we have said remains true whether or not 
the bills in question would bring about better condi- 
tions. If they would, it is still true that some other 
bills at some other time might bring about unfair and 
bad results. Either leave such questions to the Com- 
mission or abolish the Commission. A judge working 
under instructions other than contained in the funda- 
mental law is of less than no use. 
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Claim Division Report 


The flow of experienced men from railroads and shipping 
rooms into the armed forces; the necessity of finding substi- 
tutes for critical materials in container construction, and the 
necessity for especially careful handling to prevent lost pack- 
ages of war materials have greatly increased the railroads’ 
freight loss and damage problem in the last year, says a re- 
port of the 1943 activities of the freight claim division of the 
Association of American Railroads. 

In judging the rising claim figures several things must 
be taken into consideration, in addition to the rise in traffic, 
it says, including the fact that modification of Classification 
Rule 41, making possible the use of lighter packing material, 
was made at the request of the Office of Production Manage- 
ment and that ‘many shippers took advantage of this relaxation 
of the rule to use less protective shipping cases.” There have 
also, it says, “been severe curtailments of lumber and fibre- 
board for civilian use, as well as numerous substitutions of one 
type of container for another, thus multiplying the risks of 
damage.” 

Office of Defense Transportation general order No. 1, 
calling for the loading of merchandise cars to specified mini- 
mums, resulted in car conservation, says the report but it 
“increased the risk of damage to many kinds of freight.” The 
division made observations of such cars at break bulp points, 
it says, with the conclusion “that the increased merchandise 
carloadings need not increase damage or loss of freight, pro- 
vided the necessary care is used in stowing and bracing.” 

Containers are now responsible for damage “to a much 
greater extent than formerly,” it says, adding that “there is a 
marked deterioration in both the quality and preparation of 
containers, which should be corrected as the material supply 
situation improves.” 

Even under these conditions, however, it says, “it is still 
possible to adapt a container to the needs of the article it is 
designed to protect.” 

The division, in the year 1943, the report says, distributed 
100,000 copies of each poster intended to promote proper closing 
of corrugated containers and railroads have been urged to 
observe poor and insufficient gluing, stapling and taping and 
to send the posters to interested shippers. It has been and will 
continue to be “very difficult” to control the use of second- 
hand containers, it says, but the division is “pursuing a course 
designed to accomplish this objective.” 

The report says that “improper packing has reached epi- 
demic proportions, contributing to the loss of packages and 
often nullifying the efforts to match overs and shorts.’”’ Govern- 
ment and industrial traffic departments and the regional ship- 
pers’ advisory boards have been asked to assist in the effort 
to improve marking, “which should be a simple and routine 
good business practice,” it says. 

The report says the division’s prevention committee as- 
sisted the shippers’ advisory boards in the conduct of the 1943 
April Perfect Shipping Month campaign, in which the Associ- 
ated Traffic Clubs and individual traffic clubs also participated. 

The number of claims filed “has steadily increased in the 
past few years and has reached the highest total on record,” 
the report says. This has “put a severe test on the organizations 
in the claim offices of the carriers,” but ‘the record of prompt 
disposals with claimants has continued at a high level, thus 
i the maintenance of a good claim service t@ the 
blic.”’ 
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EASTMAN AND ROGERS NOMINATIONS * 
A public hearing would be held January 19 by the Senate® 
nterstate commerce committee on the nominations of Joseph 
B. Eastman and John L. Rogers for reappointment as members ° 
of the Commission, it was stated at the committee, January 11. 
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It was said that “some opposition” to confirmation by the rat 
Senate of the Eastman and Rogers nominations had developed. recto: 


President Roosevelt sent the nominations to the Senate D 
ember 2 (see Traffic World, December 25, p. 1597). TA4 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 
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Kansas Motor Rights 


The Commission, division 4, by a report and order in MC 
F-2200, J. M. Healzer—Operation—L. H. Danford, has ap- 
proved the operation of the motor-carrier properties of L. H. 
Danford, doing business as Central Kansas Transit Co., of 
Wichita, Kan., by J. W. Healzer, doing business as Healzer 
Cartage Co., of Hutchinson, Kan. The parties had entered into 
a contract under which Healzer agreed to act as “agent” for 
Danford, because, the report said, they had been informed by 
the Kansas authorities that present state laws did not permit 
leasing of intrastate rights. At the suggestion of those authori- 
ties, it said, the agency contract was negotiated. 

The report said Danford had authority from the Cominis- 
sion to operate as a motor common carrier of general com- 
modities between Wichita and Hutchinson, 57 miles, over 
Kansas highway 96, serving the intermediate points of Maize, 
Colwich, Andale, Mount Hope, and Haven, Kan., and that he 
had corresponding intrastate rights covered by Kansas certifi- 
cates. Healzer, the report said, was authorized to operate in 
interstate commerce over the identical highway between Wichita 
and Hutchinson, but that he was not authorized to serve inter- 
mediate points, and there were restrictions in his service at 
the termini. He had no intrastate rights over this route, it said. 

Although counsel for the parties did not believe Commis- 
sion approval was necessary, the Commission said the trans- 
action was unquestionably a contract to operate which it might 
approve and authorize under section 5(2)(a), and added: 


Although the practical separate maintenance of Healzer of his own 
operations and those of Danford over the identical route would appear 
difficult and, in some respects, uneconomical, we are not disposed to 
withhold our approval as the Danford operation under Healzer’s man- 
agement transports primarily intrastate freight between Wichita and 
Hutchinson, while Healzer’s operation is primarily interstate between 
those two points, on the one hand, and points outside of Kansas, on the 
other. Under the authority herein granted, the operations should be 
continued separately from each other although under common manage- 
ment. 


Monon Reorganization 


The Commission, by a supplemental report in Finance 
No. 10294, Chicago, Indianapolis & Louisville Railway Co. 
Reorganization, has modified the plan approved Sept. 20, 1943, 
in accordance with petitions of certain of the creditors, and 
has made further modifications on its own motion (see Traffic 
World, Oct. 2, p. 763). 


The modifications made on petition of the creditors pro- 
vided that the paragraph of the order relating to the new first 
mortgage bonds should be modified to make it clear that the 
default which would accord first mortgage bondholders the 
right to vote the stock of the Chicago & Western Indiana 
and the Belt Railway Co. of Chicago, and to receive the divi- 
dends on such stock, would be with respect to payment of 
any principal or any interest mandatorily payable under the 
mortgage, the right to continue only so long as such default 
continued; that the provisions of the plan in respect of com- 
mon stock should be clarified to show that dividends on class 
B stock, as well as on class A stock, might be paid out of 
earned surplus for prior years; that no redemption of class 
A stock should be permitted without the concurrence of a 
majority of the representatives of the class B stock. 


Provisions for election of voting trustees were also modi- 
fied, and the instant report also modified the plan to provide 
reasonable compensation for stock trustees. Another modifi- 
cation provided that the Railroad Credit Corporation should 
have a voice in the selection of the reorganization manager. 
A further modification granted was that the trustees for the 
Common stock would have the power to make proposals to 
purchasers of the trusteed stock that the reorganized com- 
Pany purchase and retire both class A and class B stock. 

The modifications made by the Commission on its own 
motion had to do with computing contingent interest in the 
redemption price of first mortgage bonds; postponement of 
interest payment on those bonds; the purchase price for re- 
demption of first and second mortgage bonds; election of di- 






Tectors by class B stockholders in the event all class A 





stock was retired; modification of the provisions of the second 
mortgage; payment of unpaid accumulations of interest for 
prior years on first mortgage bonds; and holding of new se- 
curities, released by payment of principal or interest prior to 
the time when allocations were made, by the reorganized 
company, as treasury securities. 


BRUCE MOTOR PURCHASE 


Because it was clear that the parties had presented for 
approval only one phase of a single transaction which contem- 
plated disposition of all of the seller’s rights and properties, 
the Commission said, it denied the application by a report and 
order in MC F-2378, Bruce Motor Freight, Inc.—Purchase, G. E. 
and E. I. Bruce. In that proceeding Bruce Motor Freight, Inc., 
of Des Moines, Ia., asked authority to acquire certain operating 
rights of G. E. Bruce and E. I. Bruce, partners, doing business 
as Bruce Transfer & Storage Co., also of Des Moines. 

As the agreement had provided for a consideration of one 
dollar, the report said, the Commission’s Bureau of Motor Car- 
riers had asked what other considerations were involved. A 
verified statement filed in answer to that query, it said, repre- 
sented that, “if the instant transaction should be approved, the 
partnership’s intrastate operating rights . . . would thereafter 
be sold to vendee under separate agreement.” The statement 
also said that it was likely the partnership would dispose of all 
its physical property to Bruce Motor Freight. 

The report said the Commission’s jurisdiction under section 
5 extended to all phases of a transaction involving purchase by 
one carrier of the properties of another and that carriers might 
not escape such jurisdiction, and withhold from the Commis- 
sion’s scrutiny certain aspects of a transaction through the 
simple expedient of making separate agreements. It said the 
Commission could not properly find a transaction consistent 
with the public interest unless it knew all terms and conditions 
and was aware of what the consequences of approval would be. 


Rock Island Reorganization 


Taking note of the improved cash position of the debtor, 
the Commission, with Commissioner Miller dissenting in part, 
has issued a supplementary report and order in Finance No. 
10028, Chicago, Rock Island & Pacific Railway Co. Reorganiza- 
tion, approving certain modifications of the plan of reorganiza- 
tion pursuant to an order of the federal district court at Chi- 
cago sending the plan back to the Commission for rehearing 
and possible revision (see Traffic World, June 5, p. 1331). 

Among the major modifications approved by the Commis- 
sion was a change in the effective date of the plan from Jan. 1, 
1942, to Jan. 1, 1944, and the distribution of $38,011,922 cash 
among the creditors. Because of the improved cash position of 
the railroad, the modifications also provide for the distribution 
to the creditors of an additional $12,409,600 of new first mort- 
gage bonds, comprised of $11,000,000 of bonds formerly re- 
served for sale or pledge to provide new money which, the 
Commission said, was no longer necessary and $1,409,600 of 
bonds released through the provision being made in the modi- 
fied plan to pay in cash accrued unpaid interest on Choctaw & 
Memphis bonds. 

The modifications included also a decrease of $376,651 of 
new common stock, taking the stock at $100 a share, in the al- 
lotment of such stock to the holders of the Kansas City Short 
Line bonds, being the amount, the Commission said, allotted to 
those bondholders for the deficiency in their principal claims. 
Also included was an increase in the allotment of new common 
stock to the unsecured creditors by an amount equal to the 
amount of such stock allotted as a block to the holders of Bur- 
lington, Cedar Rapids & Northern bonds, a total of $1,024,833, 
taking the new common stock at $100 a share. 

The Commission included among the modifications it de- 
scribed as “major” a provision that the designation of the re- 
organization managers should be subject to approval by the 
court. Other minor modifications, said to be “of a technical 
nature” were made by the Commission. 

As a result of the modifications, the report said the total 
capitalization of the company would be $356,117,327, made up 
of total debt, $125,850,060; preferred stock, 5 per cent, $75,- 
000,000; and common stock, no par value, $152,267,267. 

Annual requirements on the total fixed-interest debt would 
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be $1,934,972, according to the report; $1,614,038 capital fund; 
$3,600,000 for general mortgage 4% per cent income bonds; 
$400,000 for the sinking fund; and $37,500 contingent interest 
on Reconstruction Finance Corporation note, making annual 
requirements on the total debt $7,586,510. After providing 
$3,750,000 annually for the five per cent preferred stock, the 
report gave the total annual requirements as $11,336,510. 

The Commission said it was unable to agree with the 
debtor’s contention as to the surplus cash or the additional new 
first-mortgage bonds. Each security holder, said the Commis- 
sion, in the order of his priority, was entitled to receive from 
that which was available for the satisfaction of his claim the 
equitable equivalent of the rights surrendered, citing Ecker vs. 
Western Pacific Railroad Co., 318 U. S. 448, and Group of In- 
stitutional Investors vs. Chicago, Milwaukee, St. Paul & Pacific 
Railroad Co., 318 U. S. 523. The report continued: 


It is true that we previously found that the reorganization securities 
allotted to certain of the creditors accorded them full compensation for 
their claims. Those findings, however, were based upon the then ex- 
isting situation. The allotments necessarily were limited by the amount 
of reorganization securities available for distribution or by the total 
amount of the securities which we felt that the reorganized company 
would be justified in issuing in the reorganization. We do not con- 
strue our previous findings to be inconsistent with the allotment of a 
larger amount of new first mortgage bonds to the creditors from bonds 
which are now available for distribution, provided that the increased 
allotment does not overcompensate the creditrs. Nor do we believe that 
the distribution of the surplus cash among the creditors would be 
unfair or inequitable, provided that each receives his fair share. Cash 
of the debtor not needed in the administration of its railroad is an 
asset available for the satisfaction of creditors’ claims. Its distribution 
among the creditors would simply produce a reduction of their claims. 


In discussing the surplus cash to be distributed among the 
creditors, the Commission said the sum of $82,663,742 had been 
shown as the estimated balance of funds available as of Jan. 
1, 1944. Of this amount, it said, the trustees had estimated that 
$26,600,000 should be set aside as a reserve fund for federal 
excess profits and income taxes applicable to the year 1943; for 
payment for new equipment, $6,773,250; and for future replace- 
ments and improvements and working capital, $10,000,000, a 
total of $43,373,000. The further sum of $1,000,000 would be 
reserved as necessary for remaining reorganization expenses, 
the Commission said, and that these deductions would leave 
$38,290,742 available for distribution. 


The report pointed out that the federal court had stated 
that it was of the opinion that the appointment of the reor- 
ganization managers should be subject to ratification by the 
court. Creditor groups authorized to name members of the re- 
organization committee had said they had no objection to such 
ratification of members by the court, provided such a provision 
would not be construed to disqualify any person from acting as 
a member because of his connection with any of the present 
securities of the debtor, said the Commission. It pointed out 
that members of the reorganization committee must serve with- 
out compensation, and said they must not only be capable, but 
also have an interest in the speedy and effective carrying out 
of the plan. Ratification by the court should not, the Commis- 
sion said, preclude the appointment of: persons having a finan- 
cial interest in the reorganization. It would, in all probability, 
insure the appointment of a strong and capable committee, it 
said. 

Commissioner Miller said the Commission should not ap- 
prove a total capitalization less than that authorized in its 
supplemental report in the proceeding, 247 I. C. C. 533. The 
capitalization there approved was “approximately $368.000,000.” 
In other particulars, said Commissioner Miller, he adhered to 
the views stated in his separate expressions in the original re- 
port, 242 I. C. C. 298, 471. 


The Commission also issued an order in the proceeding 
denying the petition of the protective committee for the Rock 
Island 7 per cent and 6 per cent preferred stock, for recon- 
sideration of the Commission’s order of Oct. 4, which denied a 
petition of that committee that the proceedings as referred back 
to the Commission by the court be “de novo” and for an oppor- 
tunity to introduce evidence (see Traffic World, Oct. 16, p. 
923). 


Freight Forwarder Investigation 


By a second report on further consideration in No. 27365, 
Freight Forwarding Investigation, the Commission has modified 
its findings in prior reports, 229 I. C. C. 201; 232 I. C. C. 175; 
and 243 I. C. C. 53, so as to permit the respondent rail and 
motor carriers to advance published charges of freight for- 
warders subject to part IV of the interstate commerce act, prior 
to their collection from the consignee. Commissioner Porter 
wrote the report. Chairman Patterson dissented, saying that, 
on exactly the same evidence, the same practices found unlaw- 
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ful in the report on further hearing, 243 I. C. C. 53, were here 
found lawful “solely because of the subsequent subjection of 
forwarders to our regulation in certain respects as specified in 
part IV of the act.” 

The enactment of part IV had not changed the relation of 
the forwarder to the rail and motor common carriers, said he, 
adding that that relationship was still one of a shipper. Neither 
had the enactment of part IV in any manner changed the 
provisions of parts I and II prohibiting unjust discrimination 
and undue prejudice and preference between shippers by rail 
and motor common carriers, said the chairman, adding that 
“the practices of the latter found unlawful in our report on 
further hearing are unlawful now as they were then.” Commis- 
sioners Lee and Johnson joined in the chairman’s expression. 

After reviewing the proceeding, and referring to the fact 
that part IV of the act had become effective since the decision 


in the report on further hearing, the majority opinion con- 
tinued: 


Forwarders are not themselves the actual transporters of the goods 
covered by their contracts with shippers. Their ability to carry out 
those contracts is dependent upon the services of carriers which per- 
form the physical transportation. In the exercise of our power to 
prescribe just and reasonable rates and charges of freight forwarders, 
and classifications, regulations, and practices relating thereto, we are 
required under section 406 (d) to give due consideration, among other 
factors, to the inherent nature of freight forwarding; to the effect of 
rates upon the movements of traffic by the forwarders for which the 
rates and charges are prescribed; and to the need, in the public inter- 
est, of adequate and efficient forwarder service at the lowest cost con- 
sistent with the furnishing of such service. The forwarder as defined 
in the act is an agency which assembles and consolidates shipments 
and distributes the freight to the consignees at destination. It assumes 
responsibility for the freight from the time it is received from the 
shipper until it is delivered to the ultimate consign®e. While occupying 
a unique status in the field of transportation, the forwarder has been 
recognized by Congress as an agency of transportation, and forwarder 
rates, charges and practices have been made subject to our regulation 
in a manner similar to those of other transportation agencies subject 
to the act. Petitioners submit and we agree, that the enactment of 
part IV has removed the grounds upon which the findings of unlaw- 
fulness in the prior reports were based. 


A. C. & Y. REORGANIZATION 


By a report and order in Finance No. 9923, Akron, Canton 
& Youngstown Railway Co. and Northern Ohio Railway Co. 
Reorganization, the Commission, division 4, has approved maxi- 
mum limits of final allowances of compensation for services 
rendered or to be rendered and reimbursement of expenses 
incurred or to be incurred in connection with the debtor’s 
reorganization proceedings and plan. 

The Commission fixed a maximum total of $100,328.51 of 
the $130,082.34 claimed by the reorganization managers and 
others. Most of the reductions were made in the claims of 
law firms, the largest being a reduction from $25,045.51 to 
$11,545.51 for Mudge, Stern, Williams & Tucker; and Jones, 
Day, Cockley & Reavis. 


GRANITE 


No. 28950, Herstead Monument Co. vs. Southern Railway 
Co. et al. By the Commission, Commissioner Splawn. Rates 
charged on a mixed carload of polished and sawed granite 
from Rockton, S. C., to Scottsbluff, Neb., shipped Feb. 24, 1936, 
found unreasonable and reparation awarded. The report said 
the shipment consisted of 40,200 pounds of polished granite 
and 14,900 pounds of sawed granite, transported in two cars. 
A joint commodity rate of $16.20, minimum 50,000 pounds, 
contemporaneously applied on polished granite from and to 
the irivolved points, it said, and found that the rates assailed 
were unreasonable to the extent that they exceeded a rate of 
$16.20, plus the emergency charges, which were not in dispute 
and that the complainant was entitled to reparation in the sum 
of $95.81, with interest. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
ull may be obtained by prompt application to the Commission.) 


*MC 5903, Sub. 4, West Penn Forwarding Co., Pittsburgh, 
Pa., extension. Certificate granted. New automobiles, trucks, 
chassis, and parts and accessories therefor, by the truck-away 
method, restricted to initial movements from factories or as- 
sembly plants at Detroit, Mich., to Pittsburgh, Pa., over a pre- 
scribed route. Commissioner Lee .concurred in part. 

*MC 45127, J. D. Hinebaugh, Fairmount, W. Va., contract 
carrier. Certificate or permit denied. Continuance in opera- 
tion, all such commodities, goods, wares, and equipment as are 
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merchandised, produced, used, or required in the operation of 
stores, warehouses, bakeries, plants and offices; household goods 
and personal belongings for officials and employes of the 
Great Atlantic & Pacific Tea Co., and its subsidiaries, between 
points in Md., O., Pa., and W. Va. 

*MC 50307, Interstate Dress Carriers, Inc., New York, 
N. Y., extension. Certificate granted. Garments, and materials 
and supplies for the manufacture thereof, between New York, 
N. Y., on the one hand, and, on the other, points in a described 
area of Pa., over irregular routes, conditioned on surrender for 
cancellation of certificates issued in MC-50307 and MC-50307, 


b. 1. 

*MC 59583, Sub. 5, Mason & Dixon Lines, Inc., Kingsport, 
Tenn., extension, embracing MC 59583, Sub. 21, Same; MC 
59583, Sub. 23, Same; and MC 59583, Sub. 25, Same. Certificate 
denied. General commodities from and to (1) Alcoa, Tenn.; 
(2) points within 15 miles of Baltimore, Md.; and (3) points 
in the New York commercial zone, and points in N. Y., and 
N. J. within 15 miles thereof. 

*MC 59680, Jackson-Strickland Transportation Co., Hous- 
ton, Tex., Certificate granted on reconsideration, and findings 
in prior report, 42 M. C. C. 133, modified, to authorize opera- 
tion as a common carrier of general commodities, with excep- 
tions, between Hillsboro and Dallas, Tex., and between Austin 
and Giddings, Tex., over specified routes, with service at all 
intermediate points. 


*MC F-2280, Harry Ratner (Helen Lipson and Sidney R. 
Tarkoff, Executors), Maywood, III.,.Lease—Truck Transport, 
Inc. Lease by Harry Ratner (Helen Lipson and Sidney R. 
Tarkoff, Executors), doing business as Midwest Transfer Co., 
of certain operating rights and property of Truck Transport, 
Inc., also of Maywood, approved and authorized, with condi- 
tion that lessee preserve the separate nature of the regular- 
route and irregular-route rights under the unified operations. 

MC F-2196, John Suwak, Washington, Pa.,—Purchase— 
The Higley Forwarding Co. Purchase by John Suwak, doing 
business as Suwak Trucking Co., of certain operating rights of 
The Higley Forwarding Co., of Akron, O., approved and author- 
ized, subject to conditions. 


Railroad Abandonments 
A. T. & S. F. 


The Commission, on petition of the Kansas Corporation 
Commission, and the boards of county commissioners of Lyon, 
Greenwood, Elk, Woodson, and Wilson counties, Kan., has 
issued an order in Finance No. 13772, Atchison, Topeka & Santa 
Fe Railway Co. Abandonment, and Finance No. 13776, Same, 
reopening the proceedings for reargument and reconsideration. 
At the same time the Commission, by Commissioner Porter, 
issued an order in the two proceedings postponing the effective 


.date of the certificate and order dated Oct. 11, 1943, pending 


the further order of the Commission. In these proceedings, the 
Commission, division 4, authorized abandonment by the Santa 
Fe of the portion of a line of railroad extending from Benedict 
Junction to Virgil, in Wilson, Woodson, and Greenwood coun- 
ties, Kan., and of the portion of a line of railroad extending 
from the alfalfa mill of the W. J. Small Co., approximately 
three miles south of Eureka, to Moline, in Greenwood and 
Elk counties, Kan., and denied authority for the abandonment 
of that portion of the line extending from Virgil to Emporia 
in Greenwood and Lyon counties, and of the portion of the 
line extending from the Madison Junction to the Small plant 
(see Traffic World, Oct. 16, p. 910). 


Milwaukee 


The trustees of the Chicago, Milwaukee, St. Paul & Pacific 
Railroad Co. have filed an answer to the petition of the Rail- 
way Labor Executives’ Association in No. 13085, Chicago, Mil- 
waukee, St. Paul & Pacific, et al. Construction, et al., involving 
a petition of the Milwaukee, the Rock Island, and the Kansas 
City Southern for authority to construct a new line of railroad 
and certain connecting tracks, for acquisition of undivided in- 
terests in existing tracks, for extensions of operations, and 
for abandonment of a portion of a line of railroad in two 
Missouri counties and one Kansas county. The labor associa- 
tion had asked the Commission to amend its order in the case 
“so as to establish a protective period commencing upon the 
date an employe is adversely affected as a result of the author- 
ized transaction, or advise the employes why the protective 
period- should not be commenced on such date.” (See Traffic 
World, Dec. 18, p. 1516.) 

The Milwaukee said the petition of the association should 
be denied. The Commission’s order, relative to the effective 
date of the protective period for employes adversely affected, 
was in strict accord with the language of the statute, said the 
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railroad. It pointed out that coordination projects could seldom, 
if ever, be put into effect on the effective date of any order 
authorizing them. In a situation like the instant one, it said, 
“involving construction of approximately three and one-half 
miles of railroad, including a bridge across the Missouri River, 
obviously a period of from twelve to eighteen months would be 
required even in normal times.” 

Since a period of four years was prescribed, it said, it was 
immaterial whether the protection was given by retaining em- 
ployes in the employment enjoyed by them prior to the effective 
date of the order for the entire four-year period, or by providing 
them with sufficient additional compensation to retain their 
earning power for that portion of the four-year period during 
which any employe might be adversely affected. After pointing 
out that in the instant case employes were currently protected 
through their agreements, schedules, or contracts between the 
several applicants and their organizations, and that this protec- 
tion continued until they should have been adversely affected, 
the Milwaukee continued: 


In the petition of applicants herein, wherein the Commission was 
requested to extend the date fixed in the original order for the com- 
pletion of the work, it is pointed out that the competition of the work 
will be delayed due to the present war emergency. If the contention 
of the petitioners, to the effect that the protective period should not 
be operative until the plan of coordination has been put into effect as 
approved by the Commission, the protective period would run for six 
to seven years from the effective date of the order. The language of 
the statute itself clearty prohibits such an interpretation. 


The railroad pointed out that the contention had been made 
by the association that, under the Commission’s construction of 
the statute, employes who might be affected would not receive 
uniform protection because of the fact that not all the employes 
would be adversely affected on the same date. The fallacy 
of this argument was at once apparent, it said and, that under 
the terms of the statute and the Commission’s order, every 
employe would receive protection for a four-year period from 
the effective date of the order. To provide that the protective 
period should run from the day an employe was adversely 
affected would be to create the very discrimination which it 
was alleged in the petition would follow if the order remained 
unchanged, said the Milwaukee. Under the present order, it 
said, no employe would be placed in a worse position with 
respect to his employment than he was on the effective date 
of the order which, it added, was “exactly what the statute 
contemplated and provides.” 


Referring to the Commission’s order of Nov. 19, by which 
the Commission extended the date when the construction pro- 
vided for in its report and order should be completed, the 
Milwaukee, said that order had no bearing whatever on the 
effective date of the order, adding: 


The order has never become ineffective; in other words, the effec- 
tiv? date is what it has always been. The petition of the applicants 
to extend the date of completion set forth that the work authorized by 
the Commission was begun as promptly as circumstances permitted 
and has been carried on as rapidly as prevailing conditions permitted. 
Had it not been for conditions brought about by the war emergency, 
all work would have been finished well within the time originally fixed 
by the Commission. We fail to see how extending the date for com- 
pletion can possibly have any effect upon the main contention of the 
petitioners with respect to the date prescribed by the statute from 
which the so-called ‘‘protective period’’ should commence to run. 


A special three-judge federal court, consisting of Sherman 
Minton, circuit judge, and John P. Barnes and Michael L. Igoe, 
district judges, held a hearing at Chicago, January 10, in 43C 
1144, Carl Eliason and Ole Rismon vs. United States, Commis- 
sion, and the Milwaukee Road, in which the petitioners seek 
an injunction enjoining the government from enforcing the 
Commission’s decision of last July in Finance No. 14001, an 
abandonment case, and setting aside that decision (see Traffic 
World, Dec. 11, p. 1437). 

Division 4 of the Commission, in its report and order in the 
proceeding, authorized trustees of the railroad to abandon a 
16.8-mile branch line extending from a point near Woodruff, 
Wis., to Star Lake, Wis. Paul N. Dale, Chicago, counsel for 
the petitioners, both local business men, said the record made 
before the Commission represented traffic over the line in 
1940, 1941, and 1942, and that the record was misleading be- 
cause those were abnormal years in which the line’s earnings 
were lower than at any other time in the 48-year history of 
the line. Though he said he did not dispute the findings of 
fact made by the Commission, he said the railroad attributed 
unduly large costs to operation of the branch. The area 
served by the line was a summer resort area, principally; 
wartime travel restrictions had resulted in complete elimina- 
tion of less-carload freight movements to the area and in 
great reduction in passenger traffic to the points served; aban- 
donment would result in financial loss to resort owners and 
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other businessmen in the area, said he. It was the Commis- 
sion’s duty, he said, to balance the conflicting interests of the 
community served and of the railroad system, adding that the 
Commission had reached an erroneous conclusion from its 
study of the record. Judge Minton observed that the 1940- 
1942 period was no more abnormal than the allegedly abnormal 
period of the national depression in the last decade, and sug- 
gested, in questioning Mr. Dale, that the court did not have 
jurisdiction to “pass on the reasonableness” of the Commis- 
— > ema d of the various public and railroad interests 
involved. 


Robert L. Pierce, special assistant to the Attorney-General, 
admitted that it was the Commission’s duty to give weight to 
the effect of the abandonment on the business concerns served 
by the line, but asserted that the Commission had fulfilled 
that duty. The Commission had found not only that operation 
of the line had resulted in financial loss to the carrier in 
recent years, but also that there was little likelihood that a 
change for the better would take place in the foreseeable 
future. The record showed, said he, that only 4 per cent of 
summer vacationers in the area used the line. He took the 
position that the court had no jurisdiction to reexamine the 
facts on record, to reach a conclusion different from that 
reached by the Commission, and to reverse the Commission as 
a consequence. Similar statements were voiced by Nelson 
Thomas, Washington, D. C., for the Commission. 

The court gave Mr. Dale 10 days in which to file a brief, 
and gave an additional 10 days to the defendants in which to 
file replies. 

Southern 


The Commission, division 4, by an order in Finance No. 
14257, Southern Railway Co. Abandonment, has overruled the 
motion of the State of Alabama that the hearing assigned at 
Rome, Ga., on Jan. 21, and all further proceedings in the 
cause, be indefinitely postponed and continued. The state 
had contended that the issuance or nonissuance of the cer- 
tificate of abandonment was a moot question as long as the 
railroads remained in control of the Secretary of War (see 
Traffic World, Jan. 8). The proceeding involves an applica- 
tion of Southern to abandon that portion of its Rome-Attalla 
branch line extending from a point near Rome, Ga., to a point 
near Gadsden, Ala., approximately 50 miles. 


M-K-T of Texas 


Examiner Lucian Jordan, in a proposed report in Finance 
No. 14219, Missouri-Kansas-Texas Railroad Co. of Texas Aban- 
donment, has recommended that the M-K-T of Texas be author- 
ized to abandon its so-called Mineola branch, extending from 
Greenville to Mineola, approximately 54.21 miles, in Hunt, 
Rains, and Wood counties, Tex. The report said all points 
on the line were served by common carrier truck and bus 
operators, and by contract and private truck operators, over 
an improved highway that parallelled the branch throughout 
its length, connecting with other roads of the state system. It 
said the branch was in poor condition and that, although taxing 
authorities of the aforementioned counties had taken action 
looking to the reduction of local taxes on the line if it was 
continued in operation, if all the taxes were remitted operation 
of the branch could be conducted only at a substantial loss. 
The record showed, it added, that most of the traffic handled 
could be moved over railroads serving several of the points 
involved. 

The applicant had represented that the men employed on 
the branch could be given jobs on other portions of the system, 
the report said, commenting on a representation of the employes 
that one man employed at Mineola, and perhaps two employes 


of the Louisiana & Arkansas Railway, which, the report said,. 


performed some repair work for the applicant, might be dis- 
charged if the application was granted. The examiner recom- 
mended that the Commission retain jurisdiction for two years 
of the question of imposing conditions for the protection of 
employes. 


N. Y. C. 


By an order in Finance No. 13914, New York Central 
Railroad Co. Abandonment, involving abandonment by the 
New York Central of its so-called Yonkers branch, extending 
3.1 miles from Van Cortland Park Junction to Getty Square 
in Yonkers, and abandonment of operation of 7.8 miles of the 
branch from Getty Square to Sedgwick Avenue, has, on its 
own motion, reopened the proceeding for rehearing and re- 
consideration. Hearing was assigned before Examiner W. J. 
Schutrumpf, Jan. 24, at City Hall, Yonkers, N. Y. 


The order said the United States Supreme Court had held 
the Commission’s certificate permitting the abandonment in- 
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valid because of the absence of requisite jurisdictional findings 
(see Traffic World, Jan. 8, p. 77). 


COMMISSION ORDERS 

W-1, Erie & St. Lawrence Corp., contract carrier application. Ef- 
fective date of certificate and order of June 16, 1943, further postponed 
to March 15. 

W-154, Great Lakes Transit Corp. applications. Effective date of 
certificate and order of June 18, 1943, further postponed to March 15, 

W-514, Baltimore Insular Line, Inc., contract carrier application. 
Effective date of amended certificate and order of July 14, 1943, further 
postponed to March 15. 

W-726, John J. Boland & John J. Boland, Jr., contract carrier appli- 
cation, W-765, Steel Products Steamship Corp., contract carrier appli- 
cation, and W-772, Bison Steamship Corp., contract carrier application. 
Effective date of certificates and orders of March 31, 1943, further post- 
poned to March 15. 

MC F-1769, H. R. Priddy, purchase, H. E. Zeeveld, and MC F-1770, 
H. R. Priddy, lease, J. L. Naylor. Time within which authority granted 
in report and order of August 28, 1942, may be exercised, extended to 
March 1. 

MC F-2380, Karl J. Eisenhardt, control; Coastal Tank Lines, Inc., 
purchase, Wentworth Darcy Vedder and Vedder Oil Co., Inc. Applica- 
tion under section 210a(b) requesting approval of temporary operation 
by Coastal Tank Lines, Inc., of certain properties of Wentworth Darcy 
Vedder, dba Vedder Transportation Co., and Vedder Oil Co., Inc., 
denied. 

MC F-2399, William A. Schien, purchase, Clara T. Schien. Applica- 
tion filed by William A. Schien, dba Schien Truck Lines, seeking au- 
thority under section 5, interstate commerce act, to purchase operating 
rights and properties of Clara T. Schien, dba Schien Truck Lines, 
dismissed. 

MC 57641 Sub. 2, Cardinal Lines, Inc., extension, Wisconsin points. 
Report and order entered November 24, 1942, modified so as to delete 
therefrom words ‘‘Prairie Lake, Wis.,’’ and substitute in lieu thereof 
words ‘‘North Prairie, Wis.’’ This order shall become effective Feb- 
ruary 24, unless prior thereto any party-in-interest shall show cause, 
if any there be, in writing verified under oath, why report and order 
entered November 24, 1942, should not be modified in manner and to 
extent described above. 

MC 60165, Ralph Meinershagen, dba Nebraska-Wisconsin Truck 
Line, common carrier epplication, and MC 60165 Sub. 1, Ralph Meiners- 
hagen (successor to Herbert P. Smith), extension, Fond du Lac, Wis- 
consin, and additional routes. Reopened for reconsideration. 

W-896, Newtex Steamship Corp., common carrier application. Pe- 
tition of Bull Steamship Line, Pan-Atlantic Steamship Corp., Seatrain 
Lines, Inc., and Southern Steamship Co., for leave to intervene, 
dismissed. 

No. 27648 et al., Ashland Coal & Ice Co., Inc., et al. vs. A. C. L. 
et al. Interveners granted leave to file petition for reconsideration on 
or before February 1. 

No. 28856, Robbins Flooring Co. et al. vs. Ann Arbor et al. Pe- 
tition of complainants and Connor Lumber and Land Co., Copeland 
Lumber Co., and Rib Lake Lumber Co., interveners, for reconsideration, 
denied. 

No. 28859, Cooperative Mills, Inc., et al. vs. P. R. R., and No. 28832, 
Same vs. P. R. R. et al. Petitions of complainants for reconsideration 
and reargument, denied. 

MC 47874, A. W. Hawkins, Inc., common carrier application. Re- 
opened for reconsideration. Order of September 14, 1943, as subse- 
quently modified to become effective March 15, insofar as it denied 
application, vacated. 

No. 28823, Enid Board of Trade et al. vs. A. T. & S. F. et al. 
Reopened for reconsideration. 

W-655, Ross Towboat Co. application. Effective date of order, post- 
poned from January 23, to March 23. 

MC 69520 Sub. 3, B. C. Barnes, 
opened for further hearing. 

MC F-2349, R. M. Brown et al., purchase, G. E. and E. I. Bruce, 
and MC F-2350, R. A. Brown et al., control, Bruce Motor Freight, Inc. 
Applications under section 5, interstate commerce act, for (1) R. M. 
Brown, L. W. Iles, B. J. McKinney, and E. W. Harlan, to purchase 
operating rights of G. E. and E. I. Bruce, dba Bruce Transfer & Storage 
Co., and (2) R. A. Brown, Harold E. McKinney, Charles F. Iles, and 
E. W. Harlan, to acquire control of Bruce Motor Freight, Inc., through 
ownership of its capital stock, dismissed. 

MC F-2371, Leland R. Atherton and Fannie D. Atherton, purchase, 
A. W. Abel. The 20-day effective period specified in order of December 
18, 1943, granting temporary authority under section 210a(b), extended 
to expire January 22. 

W-414, Ohio River Co., contract carrier application. Reopened for 
reconsideration and hearing. Effective date of certificate and order of 
September 29, 1943, further postponed until further order of Com- 
mission. 

W-764, Upper Mississippi Towing Corp., common carrier applica- 
tions. Effective date of certificate and order of September 15, 1943, 
further postponed to February 25. 


UNCONTESTED FINANCE CASES 


Report and erder in F. D. No. 14420, Springfield & Southwestern 
Railroad Co. Stock, granting authority to issue not exceeding $88,500 
of common capital stock consisting of 885 shares of the par value of 
$100 a share, to be delivered at par in payment of outstanding indebted- 
ness or in satisfaction of advances used for such purpose. Approved. 


CHANGES IN DOCKET 
Hearing |. & S. M-2324, January 14, Boston, Mass., cancelled. 
Hearing MC 53580, January 12, at Tulsa, Okla., postponed to date 
to be fixed. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Track Minimum Weight Question 


Examiner Richard Yardley, in a proposed report in I. and 
S. M-2286, Printing Paper Over Dixie Freight Lines, Inc., has 
recommended finding just and reasonable higher class rates 
resulting from proposed cancellation of commodity rates on 
printing paper from Kingsport, Tenn., to Birmingham, Mont- 
gomery, and Tuskegee, Ala., and Columbus and Fort Benning, 
Ga. He recommended that the suspension order be vacated 
and the proceeding discontinued. 

In discussing the truck-mile earnings under the proposed 
rates for 36,000 pounds, the examiner said that this weight 
could be phys.cally loaded in the vehicles customarily operated 
by the respondent, but that, because of certain orders relating 
to tires issued by the Office of Defense Transportation, the 
record indicated that 36,000 pounds was not loaded in one 
vehicle. This, said he, raised the question of whether a minimum 
— that could not be loaded in one vehicle should be ap- 
proved. 

He pointed out that in Rugs and Matting from Eastern to 
W. T. L. Territory, 34 M. C. C. 641, the Commission had ap- 
proved the policy announced in the prior report, 31 M. C. C. 
193, that minimum weights greater than were physically pos- 
sible to load in the motor equipment usually used by common 
carriers were unjust and unreasonable, but said the policy 
should not be followed here. He said the respondent had shown 
that the commodity rates in which it participated were unduly 
depressed and that continued participation in those rates would 
result in further depletion of its revenue. The proposed can- 
cellation would result in increased rates in connection with a 
minimum of 36,000 pounds, said he, and that that minimum 
was now in effect in connection with some of the present rates. 
The examiner continued: 


The resulting rates are on a class basis which has long been in effect 
and are prima facie just and reasonable. In a proceeding of this scope, 
the policy announced by the Commission in Rugs and Matting from 
Eastern to W. T. L. Territory, supra, should not be followed because 
minimum weights published in connection with class weights apply 
over a wide territory and over the lines of numerous motor common car- 
riers which may or may not operate motor equipment in which it is 
physically possible to load the minimum weights. The examiner is 


of the opinion that respondent has shown that the resulting class rates 
are just and reasonable. 


By schedules filed to become effective Aug. 30, 1943, Dixie 
Freight Lines, Inc., proposed to restrict the application of com- 
modity rates on printing paper from Kingsport, Tenn., to 30 
destinations in Alabama, Georgia, North Carolina, South Car- 
dlina, and Virginia. The operation of the proposed schedule 
was suspended on protest of the Office of Price Administration 
until March 30. 

The report said the respondent participated, for alternative 
application, in two columns of commodity rates based on dif- 
ferent minimum weights applying on printing paper from Kings- 
port to 30 destinations in the aforementioned states. Under 
respondent’s operating authority, it said, it could participate 
in the transportation of shipments of printing paper received 
from connecting carriers at Atlanta, Ga., and destined to Bir- 
mingham, Montgomery, and Tuskegee, Ala., and Columbus and 
Fort Benning, Ga. 

_ The report sa‘d the O. P. A. had contended, among other 
things, that if the motor carriers were allowed to restrict their 
rates one by one, there would be no joint through rates and 
that this would result in a diversion of the traffic to the rail 
carriers whose facilities were primarily engaged in wartime 
transportation. The report said the respondent overlooked the 
fact that if the proposed restriction became effective, com- 
bination commodity rates would not be applicable, but joint 
through rates. In the instant proceeding, he said, it was pro- 
posed to cancel participation in joint through commodity rates 
resulting in increased class rates. 


John J. Casale, Inec., Application 


Examiner A. S. Parker has recommended, in MC 20314, 
John J. Casale, Inc., Cortract Carrier Application, that the 
Commiss'on find John J. Casale, Inc., of New York, N. Y., to 
be a contract carrier to the extent that it leased trucks with 

Ivers; but that, where the applicant leased trucks under cer- 
tain contracts, without drivers, the lessees and not the appli- 


cant were employers of the drivers, had full direction, control 
and responsibility for the operation of the vehicles, and that 
the operation was private carriage as defined in section 203(17) 
of the act. The examiner recommended issuance of a permit, 
under the “grandfather” clause, subject to the condition that 
the ‘applicant submit satisfactory proof that it and United 
States Trucking Corporation were no longer under the same 
control and that their interests were in no wise affiliated. The 
complete proposed findings were as follows: 


The examiner finds that to the extent that it leases trucks with 
drivers, applicant is a contract carrier by motor vehicle. 

The examiner further finds that applicant was, on July 1, 1935, and 
continuously since has been, in bona fide operation as a contract carrier 
by motor vehicle, in interstate or foreign commerce, of general com- 
modities, limited to a service wherein motor vehicles, accompanied by 
drivers employed by applicant and who operate such vehicles, are 
assigned to shippers under continuing contracts, for the exclusive use 
of such shippers in transporting such shippers’ property between points 
in New York, N. Y., and points in New York and New Jersey, within 
15 miles thereof, on the one hand, and, on the other, points in Connecti- 
cut, New Jersey, New York and Pennsylvania, over irregular routes; 
and that, subject to the condition hereafter specified, applicant is en- 
titled to a permit authorizing continuance of such operation, and in all 
other respects its application should be denied. 

The examiner further finds that the holding of such a permit by 
applicant while under the control of the same person or interests as 
United States Trucking Corporation, engaged in interstate or foreign 
commerce, aS a common carrier in the transportation of general com- 
modities, in the same territory, will not be consistent with the public 
interest and with the national transportation policy declared in the act, 
and wculd therefore, be unlawful as in contravention of section 210 
thereof. Upon the submission by applicant of satisfactory proof that 
it and United States Trucking Corporation are no longer under the 
same control and their interests are in no wise affiliated, one with the 
other, a permit should issue to applicant to continue the said operation. 


The proceeding has already been the subject of a suit in 


‘the federal court for the district of Delaware, in which a three- 


judge statutory court denied Casale’s request for an order set- 
ting aside an order of the Commission denying the applicant’s 
petition to withdraw its application to operate as a contract 
carrier (see Traffic World, Dec. 18, p. 1526). 

As to applicant’s relationship with United States Trucking 
Corporation, the report said that at the time of the hearing, 
Oct. 2, 1942, applicant was a wholly owned subsidiary of United 
States Trucking Corporation, the entire capital stock of which 
was then owned by the United States Distributing Corporation, 
and continued: 


The Pittston Co. then owned 62.93 per cent of the preferred, and 
89.76 of the common stock of United States Distributing Corporation. 
The Alleghany Corporation owned and still owns 46.15 per cent of the 
common stock of the Pittston Co. and 25.03 per cent of the common 
stock of the Chesapeake & Ohio Railway Co., which owns 35.46 per cent 
of the common stock of the Pittston Co. Since then the United States 
Distributing Corporation has been merged into the Pittston Co. and its 
identity has disappeared. It owned all the voting stock of Pattison & 
Bowns, Inc. (engaged in the business of coal distribution), and there- 
fore, all such stock and all stock of applicant which also was purchased 
from United States Trucking Corporation by Pattison & Bowns, Inc., 
subsequent to such hearing, is now controlled by the Pittston Co. 


The report said J. P. Rauth was chairman of the board 
of directors of the applicant, president and chairman of the 
board of directors of the Pittston Co., chairman of the board 
of Pattison & Bowns, chairman of the board of United States 
Trucking, and a member of the board of directors of the C. & O. 

United States Trucking, the report said, operated as a 
common carrier of general commodities, with exceptions, be- 
tween points in a number of New Jersey, New York, and Con- 
necticut counties and that, in addition it had a contract car- 
rier operation in the transportation of currency, securities, and 
other articles of unusual value, between points in New York, 
New Jersey, Pennsylvania, Connecticut, Massachusetts, Dela- 
ware, New Hampshire, Maryland, and the Distr’ct of Columbia. 

It said that if the applicant’s operations, in whole or in 
part, were found to be those of a contract carrier there was 
presented the situat‘on of a contract carrier of ~ener’] com- 
modities competing in the same territory with a com™on car- 
rier of general commodities, Urited States Trucking both of 
which were controlled by the same corporation or person, the 
Pittston Co. Under the circumstances, it added, the commonly 
controlled common carrier could, through concessions granted 
by the contract carrier to shippers of important quantities of 








134 


traffic, obtain traffic for itself, and thus discriminate against 
small shippers and have an unfair advantage in competition 
with motor carriers operating in the same area. This condi- 
tion, it said, section 210 of the interstate commerce act had 
been designed to prevent. 

While the applicant maintained that its operations did not 
come within the regulatory provisions of the act, the report said 
it seemed that before agreements between applicant and the 
users of its vehicles might be termed leases there must be “a 
passing of the possession and control of such vehicles from 
applicant to the other party to the contract. Certainly where 
the agreement is to furnish vehicles with drivers, the posses- 
sion and control of the vehicle and driver does not pass to the 
other party so that the drivers become employes of the latter.” 
The report continued: 


The fundamental charactertistic of a lease is the giving up of the 
-possession of the property so that the lessee controls it absolutely for 
the period of the lease. The only supervision exercised by such other 
party, is to direct the drivers what to take and where to take it. 
Applicant must keep the vehicles in repair, pay all expenses incident 
to their operation, including the cost of licenses and plates, all of which 
are issued in its name, carry compensation insurance on the drivers, 
and assume all responsibility for injury to third persons or damage to 
property by reason of their operation, and it is the only one that may 
hire and discharge the drivers. All such incidents give rise to the pre- 
sumption that exclusive control of the particular operation is not con- 
ferred on the other parties so as to make the operation private 
carriage... .. 


At another point in the report, in discussing the agree- 
ments between Casale and its customers, the report said the 
applicant might not divest itself of its legal responsibility by 
the words of an agreement or so-called lease. If the ultimate 
accomplishment of the arrangement was the transportation of 
property for compensation, it said, the operation was subject 
to the provisions of the act. 


Textiles, South to East 


An investigation broad enough to include all motor rates 
on textiles would seem to be necessary unless the “present 
chaotic conditions in the motor rates on textiles resulting from 
the maintenance of minimum rate restrictions by some carriers 
and the observance of commodity rates by others” could be 
adjusted along the lines he suggested, said Examiner H. C. 
Lawton in a proposed report in MC C-358, Minimum Rates on 
Textile Products to Eastern Ports. 

The proceeding involved an investigation by the Commis- 
sion, on its own motion, of the reasonableness and lawfulness 
otherwise of so-called minimum rate restrictions and stops 
applicable to the transportation of textile and textile products 
as published in Southern Motor Carriers Rate Conference MF- 
I. C. C. No. 282; Middle Atlantic States Motor Carrier Con- 
ference, Inc., MF-I. C. C. No. A-90, and R. S. Cooper, MF- 
I C. C. No. 87. The latter tariff, the report said, had been 
cancelled, effective Sept 28, 1943, by R. S. Cooper MF-I. C. C. 
121. Generally speaking, these tariffs named rates on textile 
and textile products from and to points in the south and the 
east, the examiner said. 


He recommended that the Commission find the minimum 
rate restrictions and stops, and rules, regulations and practices 
affecting such minimum restrictions and stops, which produced 
rates higher than the commodity rates on textiles and textile 
products from southern territory to destinations in trunk-line 
and New England territory, unjust and unreasonable in many 
instances, productive of unlawful preferences, prejudices and 
discriminations, not clearly expressive of the rates actually 
applicable, and therefore in violation of the Commission’s tariff 
rules and section 217 of the interstate commerce act. The 
tariffs should be ordered cancelled, he said, without prejudice 
to the establishment of minimum rate restrictions for general 
application by all carriers parties to the tariffs, which did not 
observe the commodity rates, not in excess of the bases found 
reasonable by him. His recommendations were as follows: 


In the opinion of the examiner, minimum rate restrictions are, and 
for the future will be, unreasonably high and unlawful for application 
on textiles, from the south to trunk-line and New England territories 
which, on finished cotton piece goods and related articles exceed (a) on 
single-line hauls, 47.5 per cent of the corresponding first-class rates to 
the eastern port cities, and 52.5 per cent of corresponding first-class 
rates to the interior points, (b) on two-line hauls, 52.5 per cent of first 
class to the port cities and 55 per cent of first class to interior points, 
and (c) on three-line hauls, 55 per cent of first class to the port cities 
and 60 per cent of first class to the interior points. This finding relates 
only to minimum rate restrictions. In the few instances where com- 
modity rates exceed these bases, the commodity rates are reasonable, 
and should not be disturbed. Rates on other descriptions of textiles 
should continue the present relation to the rates on the finished cotton 
piece goods and related articles. There would seem little need for bases 


re 
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of minimum rate restrictions over four-line routes. If carriers forming 
such routes are unable to maintain the bases recommended for three- 
line routes, they are not precluded from proposing higher bases. The 
bases herein recommended should be shown in the tariff as having gen- 
eral application over the lines of all carriers which do not maintain 
the commodity rates, together with the commodity rates to the extent 
maintained. Such a tariff would be much simpler than one necessary 
under present conditions, and should be free from the criticisms and 
contain the suggestions for improvement made herein. At least, the 
routes over which the rates apply should be clearly designated. 


The examiner said that, in his opinion, the commodity rates 
on finished and unfinished cotton piece goods, although far be- 
low maximum reasonable bases, were reasonable for most of 
the respondents, and should be maintained by them to the 
greatest possible extent; over the single-line routes of other 
carriers, however, and for joint hauls, somewhat higher bases 
were justified. Because of the non-application of the com- 
modity rates over many routes, said he, the cancellation of the 
present minimum rate restrictions would substantially reduce 
the service to the shippers in many instances, adding that the 


provisions of section 216(c) of the act, with respect to the}. 


establishment of through routes by motor common carriers of 
property were permissive, not mandatory. Respondents had 
threatened to cancel many of the through routes over which 
textiles moved if the restrictions were cancelled, he said, and 
that the circumstances required, at least during the present 
emergency, bases of class rate restrictions on these commodi- 
ties that would be remunerative for the carriers, not unreason- 
ably high from the standpoint of the shippers, and applied more 


equitably and uniformly than the present restrictions. In in- | 


stances where the commodity rates were on lower bases mini- 
mum rate restrictions of 47.5 per cent of first class to the port 
cities and 52.5 per cent of first class to interior points would 
appear to be reasonable for application over single-line routes, 
said the examiner. 

As to the result of his recommendations, he said that, with 
respect to two- and three-line routes, they should result in sub- 
stantial reductions from the present bases of third and second 
class which, he pointed out, appeared to apply over a majority 
of the routes. In the case of carriers not now observing the 
commodity rates over single-line routes, and which might be 
induced to do so by the maximum bases recommended, there 
would be few if any increases, compared with the present com- 
modity rates on short hauls, he said. Over the longer single- 
line routes, the examiner added, where the restrictions ap- 
peared to impose the greatest burden on the shippers, the in- 
creases would be negligible, and reasonably related to the 
length of the hauls. 

In his discussion of the general situation, the examiner 
said the classes applied as minima by the respondents differed 
between routes from and to the same points, between different 
origins to common destinations, and between two destinations 
from a common origin, citing carrier examples. Later in the 
report he said that, since the carriers had subjected the textile 
traffic to minimum rates restrictions, there had been no uni- 
formity in the classes observed as minima, either by the car- 
riers aS a group or individually, and that different bases had 
been applied from the various origins, or to the various desti- 
nations, again illustrating his statement by examples. 

The examiner pointed out that most of the minimum rate 
provisions applying on the traffic had been placed in the tariffs 
“by some 16 of the important carriers” whose routes extended 
to the eastern territory under consideration. Six of the prede- 
cessor carriers of the largest respondent, Associated Transport, 
had maintained class rate restrictions on this traffic prior to 
the merger, he said. 

He pointed out that the more important carriers performed 
the major portion of the hauls over joint routes to the north 
and east although, he added, they did not originate a great deal 
of the traffic. The examiner continued: 

Their minimum rate restrictions, however, control the through rates 
on joint hauls of textiles from the south to the east to a large extent 
through the following rules, published as item 70 of the textile tariff: 

Minimum Rates: Where two or more carriers with minimum rate 
provisions, or where one or more carriers having no minimum rate 
provisions in conjunction with one or more carriers with minimum rate 
provisions, participate in a joint haul of traffic moving under rates in 
this tariff, the rate resulting from the highest minimum rate applicable 
to any portion of the through movement will apply on the entire haul. 

A large part of the traffic originates with smaller carriers operating 
within the south, who may be regarded as feeder lines. These appal- 
ently do not maintain restrictions on textiles, and undoubtedly would 
be willing to adhere to the commodity rates of lower class rates in 
many instances, but are precluded from doing so by the foregoing pro- 
vision, in which they acquiesce through appropriate powers of attorney 
to the tariff publishing agent. It does not appear, however, that they 
separately concur in the minimum rate restrictions, as such. . 


The examiner pointed out that, because of the aforemen- 
tioned rule, it was necessary for shippers to check motor routes 
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carefully, as well as the individual restrictions of the long-haul 
carriers, and referred again to the differences in the restric- 
tions. The intent of many restrictions, said he, was clouded by 
vague, ambiguous and conflicting provisions. 

In his discussion of the cost studies introduced by the re- 
spondents, the examiner said it was well known that operating 
costs based on system averages might not be indicative of the 
expenses of handling any particular commodity, and pointed out 
that the volume of traffic transported by the carriers included 
in the cost studies was not furnished, and that there was no 
showing of the manner in which typical textile shipments were 
handled as compared with other commodities. 


The examiner said that, whether the commodity rates 
under consideration were maximum or minimum reasonable 
rates, and whether and to what extent minimum rate restric- 
tions thereon might be justified, depended on many factors, but 
principally on whether the commodity rates were reasonably 
compensatory. Shippers stressed the earnings yielded by the 
rates, based on truckloads of 20,000 pounds, he said, and that 
on that weight the truck-mile earnings ranged from about 18.8 
cents under a rate of $1.17 for 1,248 miles, to about 34 cents, 
under a rate of 71 cents for 424 miles, and added that they 
were undoubtedly substantial and compensatory. But, he said, 
the record did not indicate that the shippers desired the main- 
tenance of these rates subject to a reasonable truckload mini- 
mum. On the contrary, said he, they appeared to favor the 
continuance of the rates as any-quantity rates and pointed out 
that the great bulk of the movement from individual plants 
had been in small lots, and that the traffic as a whole for the 
motor carriers was essentially less-than-truckload traffic. This 
would make it proper to measure the compensatory character 
of the rates by the ton-mile earnings under them, he said, and 
that the commodity rate of $1.17, aforementioned, would yield 
1.8 cents a ton-mile. A commodity rate of 56 cents for 336 miles 
would yield about 3.3 cents a ton-mile, he said, adding that 
these revenues indicated that the commodity rates were prob- 
ably compensatory for most carriers, particularly for the 
shorter hauls, but did not establish that the commodity rates 
were maximum reasonable rates for all carriers or for all dis- 
tances for which they were published. A little later in the re- 
port, he said: 


Considering the length of the motor hauls here involved, rates 
which could be considered on maximum reasonable bases from the 
more distant milling points, ought to be on at least the same basis, 
distance considered, as the rates from the less distant points, and 
should in no event reflect a lower relation to first class. To the extent 
the commodity rates here considered fail to meet this desideratum they 
fall below reasonable maxima. For the majority of the long-haul car- 
tiers the commodity rates on the finished and unfinished cotton piece 
goods are probably close to minimum reasonable rates, and at the pres- 
ent time, when the carriers are confronted with unusually high operat- 
ing costs, some of them may require some relief from this situation. 
It is well recognized that there is a zone of reasonableness between 
maxima and minima. In Rugs and Matting from East to W. T. Terri- 
tory, 34 M. C. C. 641, 649, the Commission said that two bases of motor 
common carrier rates, minimum 20,000 pounds, on the same commodity 
and from and to the same points, one 45 per cent of first class, and the 
other 47.5 per cent of first class, were within the zone of reasonableness. 


Proposed Reports 
Tar in Southeast 


I. and S. No. 5199, Tar in Southeast. By Examiner M. J. 
Walsh. Proposed increased rates on asphalt, tar, and pitch, in 
tank cars, from Virginia and south Atlantic ports and Augusta, 
Ga., to destinations in the southeast, just and reasonable and 
hot otherwise unlawful. Recommends vacation of suspension 
order and discontinuance. By schedules filed to become effec- 
tive March 1, 1943, rail carriers serving southeastern territory 
proposed to increase the rates on asphalt, tar, and pitch, in 
tank cars, as aforementioned. The operation of the schedules 
was suspended until Oct. 1 on protest of southeastern state 
Commissions, and others, and voluntarily postponed by re- 
spondents pending determination of the proceeding. The report 
sald the proposed rates reflected generally the basis found 
justified by the Commission, division 3, in Asphalt, Tar, and 
Pitch from, to, and between Points in the South, 191 I. C. C. 
659. That basis had been in effect since 1933, it said, and that 
no complaint had been filed against it with the Commission, 
adding that it had been referred to by the Commission as a 
teasonable basis in many proceedings. The present rates, it 
sald, had been established in the managerial discretion of re- 
spondents to recover the movement of the considered commodi- 
ties from the motor trucks. Having failed in that purpose, and 
also because of the light volume of the movement incident to 
the lack of tankers in coastwise waters, respondents might 
exercise the same discretion in increasing the rates on those 
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commodities to the basis heretofore found justified, said the 
report. 





Stopping in Transit 








Stopping In Transit 
. Kassel. Proposed dis- 
continuance of motor common-carrtier Atop-off arrangements 
partially to unload or to complete loading of truckload ship- 
ments on joint-line movements in connection with Michigan 
Motor Freight Lines, Inc., between eastern territory points, on 
the one hand, and points in the upper peninsula of Michigan, 
Minnesota, North Dakota, South Dakota, and Wisconsin, on 
the other, and between points in Kentucky, New York; Ohio, 
Pennsylvania, and West Virginia, found justified. Recommends 
vacation of suspension order and discontinuance. By schedules 
filed in I. and S. M-2267 to become effective July 29, 1943, 
carriers parties to the tariff of Central States Motor Freight 
Bureau, Inc., proposed to cancel the stop-in-transit rule par- 
tially to unload, or to complete loading, on joint-line move- 
ments in connection with Michigan Motor Freight Lines, Inc., 
between points in the east, on the one hand, and points in the 
upper peninsula of Michigan, Minnesota, North Dakota, South 
Dakota, and Wisconsin, on the other. In I. and S. M-2289, by 
schedules filed to become effective Sept. 1, 1943, the carriers 
parties to another tariff of the bureau proposed to discontinue 
a similar rule on joint-line movements in connection with 
Michigan Motor between points in Kentucky, New York, Ohio, 
Pennsylvania, and West Virginia. The report said that, at 
Chicago, because of lack .of equipment, respondent’s connec- 
tions did not promptly accept joint-line traffic, and that there 
appeared to be some disinclination to accept such traffic when 
it required stop-offs under the rule. The respondent, too, had 
more traffic than it had facilities to transport, the report said, 
and that the delays resulting from inability of connecting lines 
promptly to accept joint-line traffic unduly utilized its equip- 
ment and facilities and that they could better be used for mov- 
ing additional traffic over the road. These circumstances, in 
part at least, had led to the proposed schedules, said the report. 


Groceries 


MC C-364, Middlewest Motor Freight Bureau vs. Laura I. 
Lee, dba Red Truck Line. By Joint Board No. 24. Truckload 
rates on groceries from Minneapolis and St. Paul, Minn., and 
certain adjacent points, to Fargo and Grand Forks, N. D., and 
on all commodities between the same points, unjust and un- 
reasonable. Minimum reasonable rates for the future proposed. 
Less-than-truckload and volume rates, minimum 2,000 pounds, 
on groceries from Minneapolis and St. Paul and the same ad- 
jacent points, to Fargo and Grand Forks, unjust and unrea- 
sonable. Recommends rates be ordered cancelled without prej- 
udice to publication of reasonable rates in connection with 
reasonable minimum weights. The board recommended find- 
ing that the assailed truckload rates were and for the future 
would be unjust and unreasonable to the extent they were 
less on all commodities, including groceries, but with certain 
general exceptions, than 37 cents, minimum 20,000 pounds, be- 
tween the Twin Cities and Fargo, and 45 cents, minimum 
20,000 pounds, between the Twin Cities and Grand Forks. As 
to the less-than-truckload and volume rates, minimum 2,000 
pounds, the report said they were too low and should be can- 
celled, without prejudice, and without prejudice to the findings 
to be made in Ex Parte No. MC-34, Minnesota-North Dakota 
Motor Carrier rates, including MC C-101, Northwest Tariff 
Bureau vs. Adams Transfer & Storage Co., et al., “now pend- 
ing a final report.” 

By-Product Coke 


No. 29016, Board of Directors for Utilities of the Depart- 
ment of Utilities of the City of Indianapolis, Ind., dba Citizens 
Gas & Coke Utility vs. Missouri-Kansas-Texas Railroad Co. 
et al. By Examiner Leland F. James. Rates on egg-size by- 
product coke, in carloads, from Indianapolis, Ind., to Pryor, 
Okla., unreasonable, but not otherwise unlawful. Recom- 
mends reparation. Reparation based on a rate of $6.59 was 
sought on shipments, aggregating 771.5 tons, for which charges 
were collected at the applicable combination rate of $7.84, 
said the report. It said the rate assailed was out of line 
when compared with rates in effect on coke from and to 
points in the same general territory. This, it added, was for- 
cibly demonstrated by the rate of $6.59 applying on coke from 
Chicago and Milwaukee to Pryor, 651 and 738 miles, respec- 
tively, compared with 625 miles from Indianapolis to the 
same point, and cited further examples. The best evidence 
in determining the reasonableness of rates was a comparison 
of the rates on like traffic moving under like circumstances 
in the same territory, the report said, and noted that the de- 
fendants had introduced no evidence. Complainant was en- 
titled to reparation of $964.38, with interest, it said. 

























Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have bee filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postpuned by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


New York (Hyde Park)—MC 104637, William J. Ortung, 
common carrier. Denial of certificate proposed. Refrigerators, 
from Hudson, N. Y., to points in Conn., N. J., N. Y., Md., Pa., 
and D: C., over irregular routes, and rejected shipments of 
refrigerators on return movements. 

New York (Penn Yan)—MC 88464, Sub. 7, Pierce Freight 
Lines, Inc., extension. Denial of certificate proposed. General 
commodities, between Corning and Wellsville, N. Y.; between 
Bath and Penn Yan, N. Y.; and between Elmira and Penn Yan, 
over specified routes, serving all intermediate points, and 
Prattsburg, Arkport, and Dundee, N. Y.; and petroleum prod- 
ucts, in packages and containers, between Wellsville and New 
York, N. Y., via Elmira, Binghamton, Hancock, Liberty, Mid- 
dletown, and Sloatsburg, N. Y., and Newark, N. J.; and be- 
tween Wellsville and New York, via Binghamton, N. Y., Scran- 
ton and Portland, Pa., and Annandale, North Branch, and New- 
ark, N. J., including service to and from the intermediate points 
of Newark and Jersey City, N. J., and the off-route points of 
Little Ferry, Irvington, Wallington, and Tremly Point, N. J., 
and empty containers on return movements. 

New York (Elmira)—MC 60016, Sub. 2, A. C. Rice Storage 
Corporation, extension. Certificate proposed. General com- 
modities, with exceptions, from points in N. Y. and Pa., within 
65 miles of Elmira, N. Y., to Elmira, over irregular routes. 

IMinois (Chicago)—The Southern Limited, Inc., common 
carrier. Certificate proposed. Continuance in operation, pas- 
sengers and their baggage, express, and newspapers, between 
Chicago, Ill., and Paducah, Ky., and between Chicago and 
Evansville, Ind., over specified regular routes, serving Kanka- 
kee, Ill., as an off-route point. 

Pennsylvania (Philadelphia)—-MC 1475, Sub. 1, James 
Gallagher, Inc., extension. Denial of certificate proposed. Gen- 
eral commodities, with exception, from points in Pa. within 
100 miles of Philadelphia and those in Del. and N. J., within 
30 miles of Philadelphia, to Philadelphia, over irregular routes. 

Missouri (St. Louis)—MC 54452, Sub. 1, New Orleans, 
Texas & Mexico Railway Co. (Guy A. Thompson, Trustee), 
common carrier. Certificate proposed. General commodities, 
between Baton Rouge, La., and junction Louisiana-Texas state 
line and La. highway 7, serving all intermediate points and off- 
route points Anchorage and Blanks; between Eunice and Crow- 
ley, La., serving all intermediate points; between Mix and 
junction U. S. highway 190 and La. highway 93, serving all 
intermediate points; between Erwinville, La., and junction La. 
highways 93 and 90, via Lakeland, La., serving all intermediate 
points, over specified highways. Service to be limited to that 
which is auxiliary to or supplemental of rail service of the 
N. O. T. & M.; applicant not to serve, or interchange traffic 
at, any point not a station on the rail line of the N. O. T. & M.: 
shipments transported to be limited to those involving a prior 
or subsequent movement by rail or water. 


New York (Owego)—MC 104673, Robert W. Wolfe, com- 
mon carrier. Denial of certificate proposed, for want of prose- 
cution. Coal, from Old Forge and Pittston, Pa., to Owego, 
N. Y., and farm machinery or machines, silos, and farm sup- 
plies, between Honesdale. Pa., on the one hand, and Owego, 
N. Y., and points within 20 miles of Owego, on the other, over 
irregular routes. 

New Jersey (Trenton)—MC 104732, A. J. Cunningham, 
contract carrier. Permit proposed. Passengers restricted to 
the transportation of railroad maintenance and repair crews 
and railroad train crews, in connection with repair and opera- 
tion of railroads, between points and places in Pa. along the 
lines of the Pennsylvania Railroad Co. from Morrisville, Pa., 
to Philadelphia, and from Morrisville to Glen Loch, Pa.. on 
the one hand, and, on the other, points in N. J. along the lines 
of the Pennsylvania, over irregular routes. 

New Jersey (Trerton)—MC 104731, A. J. Cunningham, 
contract carrier. Permit proposed. Railroad maintenance ma- 
terials, equipment and supplies for construction and repair of 
railroads, restricted to shipments accompanied by maintenance 
or construction men necessary to work with those commodities, 
between points and places in Pa. along the lines of the Penn- 
sylvania Railroad Co. from Morrisville, Pa.. to Philadelphia, 
and from Morrisv'lle to Glen Loch, Pa., on the one hand, and 
on the other, points in N. J. along the lines of the Pennsylvania, 
over irregular routes. 

New York (Saugerties)—-MC 104714, Clarence B. Lasher, 
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common carrier. Certificate proposed. Household goods, be- 
tween Saugerties, N. Y., and points within 20 miles thereof, 
excluding Dutchess county, N. Y., on the one hand, and, on 
the other, points in Conn., Mass., N. J., N. Y., N. H., Pa., O., 
and Vt., over irregular routes. 

Florida (Perry)—MC 104564, Leroy Bowden, common car- 
rier. Certificate proposed. Household goods, b tween all points 
in a described area of Fla., on the one hand, and, on the other, 
all points in Ala., Ga., and S. C., over irregular routes. 

Tennessee (Springfield)—-MC 57770, Sub. 1, Forrest Mil- 
ton Durrett, extension. Denial of certificate proposed. General 
commodities, between Nashville, Tenn., and Adairsville, Ky., 
over a described route, and return over the same route, serving 
all intermediate points. 

Alabama (Birmingham)—MC 39, Sub. 1, Eula M. Harrell, 
extension. Certificate proposed. Household goods, between 
points in a described area of Ala., on the one hand, and, on the 
other, points in Ark. and Tex., over irregular routes. 

Texas (Houston)—MC 75706, Sub. 16, J.-Harold Bell and 
J. L. Newlin, extension. Denial of certificate proposed. Ma- 
chinery, materials, supplies, and equipment, incidertial to or 
used in the construction, development, operation, and mainte- 
nance of facilities for the discovery, development, and produc- 
tion of natural gas and petroleum, between ponts in La. and 
Tex., over irregular routes. Applicant asked relief from pres- 
ently existing restriction which compelled it to move all traffic 
between La. and Tex. through Houston. 

New York (Canastota)—-MC 104610, Howard L. Switzer, 
common carrier. Denial of certificate proposed, for want of 
prosecution. General commodities, between points in Madison, 
Cayuga, Cortland, and Chenango counties, N. Y., on the one 
hand, and, on the other, points in Pa., over irregular routes. 

New Jersey (Bayonne)—MC 51160, Standard Motor Freight 
Co., common carrier. Certificate proposed on further hearing. 
Continuance in operation, general commodities, with exceptions, 
over irregular routes, between points in Hudson, Essex, Bergen, 
Union, and Middlesex counties, N. J., on the one hand, and, 
on the other, New York, N. Y., and Philadelphia, Pa.; and 
between New York, N. Y., and Philadelphia. 

Ilinois (Chicago)—MC 3881, Sub. 1, Lincoln Storage & 
Moving Co., Inc., extension. Certificate proposed. Household 
goods, between points in the Chicago commercial zone, on the 
one hand, and points in Wis. within 100 miles of Chicago, on 
the other, over irregular routes. 

Ohio (Cleveland)—MC 70614, Sub. 2, Barnett Trucking 
Co., extension. Certificate proposed. General commodities, with 
exceptions, between specified points in N. Y., Pa., and O., over 
irregular routes, in the transportation of commodities moving 
on bills of lading of freight forwarders. 


Missouri (Versailles)—MC 95983, Sub. 2, Charles Earl 
Bennett, extension. Certificate proposed. General commodities, 
with exceptions, (a) between Kansas City, Kan., and Eldon, 
Mo., serving the intermediate points of Kansas City, Cole 
Camp, Stover, Barnett, and Versailles, Mo.; (b) between East 
St. Louis, Ill., and Cole Camp, Mo., serving St. Louis, Eldon, 
Barnett, Stover, and Versailles, Mo., as intermediate points, 
over prescribed routes. Applicant not authorized to transport 
shipments originating at, or interchanged with him at East St. 
Louis, Ill., or St. Louis, Mo., when destined to Kansas City, 
Mo.-Kan., or points beyond, or to transport shipments orig'nat- 
ing at or interchanged with him at Kansas City, Mo.-Kan., 
when destined to St. Louis, Mo., East St. Louis, Ill., or points 
beyond. 























































PETITIONS FOR REHEARING, ETC. 

No. 28763, Houghland & Hardy, Inc., et al. vs. Ahnapee & Western 
et al. Central Freight Assoc., Iliinois Freight Assoc., Western Trunk 
Lines, Southern Freight Assoc., and southwestern carriers, defendants, 
ask for reconsideration of Commission’s findings of November 8, 1943, 
awarding reparation to complainants. 

W-551, Blaske Lines, contract carrier application. American Barge 
Line Co. asks for hearing and leave to intervene, for vacation pendente 
lite of findings and orders, and for revised findings and orders con- 
forming to evidence to be hereafter adduced. 

No. 28899, Gaines Food Co., Inc., petitioner vs. A. & R. et al. Gaines 
Food Company, Inc., complainant, asks Commission to reopen proceed- 
ing and amend its decision. 

FF-78, Truck Rail Terminals, Inc., freight forwarder application. 
Merchants Shippers Association, Inc., and Pacific and Atlantic Shippers 
Association, Inc., ask Commission to vacate Division 4 order of October 
4, 1943, and for hearing. 

W-551, Blaske Lines contract carrier application. Union Barge Line 
Corp. asks for leave to intervene, for reopening and hearing, and for 
modification of report and order. : 

1. & S. M-2330, Petroleum products, Jacksonville, Fla., to Georgia 
points. Respondent, Motor Fuels Transport, Inc., asks for vacation of 
order of November 13, 1943, suspending tariff of Motor Fuels Transport, 
Inc., MF ICC 10. 

MC F-2354, Garrett Freightlines, Inc., control, Cotant Truck Lines, 
Inc. Applicants ask for reconsideration, 
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{Central Territory Motor Rates 


The board of directors of the Central States Motor Freight 


/ Bureau, meeting in Chicago, January 11, adopted a resolution 


instructing the staff of the bureau to “proceed immediately” 
with the publication of tariffs increasing all rates and charges 
for accessorial services in Central Territory, between Central 
and Eastern Trunk Line and New England territories, and be- 
tween Central and Southern territor'es by 4 per cent. The 
board voted to except minimum charges from the increase. The 
latter are now under consideration by the Commission in I. and 
S. M-2240, minimum charges in Central Territory (see Traffic 
World, December 11, 1943, p. 1442). It also voted to request 
the Middlewest Motor Freight Bureau, which publishes inter- 
territorial rates between Central and Western Trunk Line ter- 
ritories, to apply a 4 per cent increase on those rates. 

The action of the board was on recommendations of the 
bureau’s special committee appointed to study the revenue 
needs of motor carriers in Central Territory and to recommend 
steps to be taken. That committee met January 8 and presented 
its recommendations in the form of a resolution containing the 
above instructions. 

Following the adoption of the resolution, the board voted 
to submit the matter, “as expeditiously as possible,” to the 


Office of Price Administration before publication of the tariffs. ~ 


It was expected that the O. P. A. would raise no objections. 
The special committee pointed out that it had made no objec- 
tions to recent increases in rates by individual truck lines in the 
territory and that the Commission had approved a 4 per cent 
general increase in motor truck rates in the east. C. John 
Viking, reported:as chairman of the committee. 

His committee, he said, had considered suggestions from a 
number of truck operators as to the best method for increasing 
revenues. There was no question, he said, about such an in- 
crease being necessary, because many of the truckers in the 
territory were operating on ratios close to 100 per cent. Some 
of them had been operating at a loss over a period of months, 
he said. The attitude of the Commission as to the increase 
in the east had something to do with deciding on 4 per cent 
in Central Territory, he said, but another factor was the 
existing level of truck rates. He pointed out that these were 
presently 6 per cent above the rail rates because they had not 
been reduced to parallel the suspension of the rail Ex Parte 
148 increases. The thought was that a truck rate level more 
than 10 per cent over the rail level would cut seriously into 
truck traffic. 

The board adopted another recommendation of the com- 
mittee recommending that “all activities of the bureau designed 
to expedite the fixing of proper classification ratings and ex- 
ception ratings be expedited, and that the rules committee be 
urged to submit a rule which will in essence provide that, 
where a shipment occupies the full capacity of a truck, the 
rate to be assessed shall be the truckload rate in instances 
where the less-truckload charges would otherwise be lower than 
the truckload charges.” 


~~—PRACTICES-OF HOUSEHOLD CARRIERS 


Greyvan Lines, Inc., has filed exceptions to the proposed 
report of Examiner A. S. Parker on further hearing in Ex 
Parte MC-19, Practices of Motor Common Carriers of House- 
hold Goods, an investigation instituted by the Commission into 
the practices of household goods carriers. Greyvan addressed 
its exceptions to rules 7, 9, 10, 11, and 12, in the proposed 
report (see Traffic World, Nov. 13, p. 1185). 

As to rule 7, covering the obtaining of insurance for ship- 
pers by the carriers, Greyvan said the proposed rule was 
unreasonable, unnecessary, and above all, unlawful. It con- 
tended that there was a contract between the insurance com- 
pany and the shipper when the shipper accepted the advice 
of insurance. It said Greyvan and its agents merely acted as 
agents of the shipper in obtaining insurance. 

Greyvan said the examiner’s proposed rule 9, with refer- 
ence to estimates, was in the main satisfactory, as it was the 
practice followed by Greyvan. However, it said, since there 
was a possibility that the company would be penalized by the 
provisions of rule 10, dealing with weight in excess of the 
estimated weight, it felt that the provision in the proposed 
rule 10 to permit a 15-day open account, or the placing in 
storage of items sufficient to cover the amount over 120 per 
cent, should be voided, as the original rule proposed and the 
examiner’s proposed rule seemed to place the entire burden 
for an under-estimate on the carrier. 

With reference to suggested reweighing, Greyvan said it 
had no objections to reweighing and that, in fact, it was the 
company’s policy to reweigh if it thought the first weight 
in error, even though reweighing was not requested by the 
shipper. It suggested clarification of the rule so that the truck 
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could be reweighed gross before delivery, and the collection 
made on that basis. After delivery, it said, the truck would 
then be weighed empty and if there was any discrepancy, re- 
fund would be made to the shipper. Greyvan suggested a 
revision of rule 12, to the effect that no motor carrier might 
absorb any dock charges except by a warehouseman, but would 
have to get a receipt for the charge paid and make collection 
from the shipper. 


Interstate Motor Freight Control 


Respondents in MC F-2181, United States Freight Co.— 
Investigation of Control—Interstate Motor Freight System, em- 
bracing MC F-2224, A. S. Hickok—Investigation of Control— 
Interstate Motor Freight System, have filed exceptions to the 
proposed report of Examiners O. L. Mohundro and James L. 
Smith. In those proceedings, the examiners recommended a 
finding that certain of the respondents had effectuated control 
of Interstate Motor Freight System in a common interest with 
other motor carriers and with freight forwarders, that such 
control was continuing, and that they should be required to 
terminate it (see Traffic World, Dec. 18, p. 1519). 

A. S. Kickok, Jérome V. Sanner, Hickok Oil Corporation, 
W. G. Kirkbride, C. F. Eisenhour, United States Freight Co., 
Morris Forgash, its president, and other executives of United 
States Freight asked in their exceptions that the examiners’ 
report and order not be adopted. 

Balthasar H. Meyer, a former member of the Commission, 
and a trustee for 148,476 shares of United States Freight stock, 
also filed exceptions, asking that he be dismissed as a re- 
spondent. He said he was not a party to the transaction and 
had no authority to become a party. . 

The Commission’s attorneys, after tracing the history of 
the trusteeship of the United States Freight stock, said that 
Mr. Meyer had the power to control United States Freight, 
that the evidence and findings of the examiners were relevant 
to the issues, and that Mr. Meyer, having such power, had 
failed to exercise it to cause a termination of the law violation 
“as he could and should have done.” Accordingly, and as found 
by the examiners, said the Commission’s attorneys, Mr. Meyer, 
with the other respondents, had “perpetuated the law violation.” 

After reviewing the contentions of the four groups that 
had filed exceptions to the examiners’ proposed report, the 
Commission’s attorneys said the findings of the examiners as to 
both fact and law were amply supported by the record and 
should be affirmed by the Commission. 


MOTOR TARIFF RULE POSTPONEMENT 


The Commission, division 2, has issued an order postpon- 
ing the effective date of rule 18 of Tariff Circular MF No. 3, 
from April 1, 1944, to April 1, 1945. The rule requires motor 
common carriers to publish tariff indexes in a prescribed form. 


Forwarder Bills of Lading 


Briefs discussing the status of forwarder shipments, orig- 
inated by carriers not concurring in forwarder tariffs, under a 
tariff rule proposed by Acme Fast Freight, Inc., have been 
filed with the Commission in No. 28990, Bills of Lading of 
Freight Forwarders. The proceeding was instituted by the 
Commission, on its own motion, as an investigation into the 
reasonableness and lawfulness otherwise of the practices of 
forwarders affecting the issuance of bills of lading or shipping 
receipts for forwarder traffic, by forwarders or their agents 
(see Traffic World, Nov. 20, p. 1260). 

Those filing briefs were in agreement that the Commis- 
sion’s order in the proceeding should require the respondent 
forwarders to publish clear, precise, just, and reasonable tariff 
rules governing the receipt and acceptance of freight and the 
issuance or adoption of bills of lading, but should not at this 
time prescribe the provisions of such rules. They agreed also 
that the issuance of a duplicate bill of lading by the freight 
forwarder for a shipment covered by a bill of lading issued by 
the originating carrier was uneconomical and wasteful, and 
led to confusion. 

Disagreement arose concerning that portion of rule No. 3, 
governing adoption of bills of lading by Acme covering ship- 
ments originated by non-concurring carriers. That portion of 
the rule was as follows: 


(c) By an ‘‘other’’ carrier at point of delivery in its own name, in 
the case of shipments delivered to such carrier, which bills of lading 
will be adopted by Acme as its bills of lading for the through move- 
ment from origin to destination, provided that: (1) Acme, at an Acme 
agency which is in direct route of movement, is named as the consignee 
of such shipments, and that (2) There be endorsed upon such bill of 
lading the name and address of the receiver to whom such shipment 
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is to be transported by Acme, or that (3) The original bill of lading 
shows the ultimate receiver as consignee routed via or in care of Acme, 


Acme; Universal Carloading & Distributing Co.; and Na- 
tional Carloading Co., filed a joint brief asking the Commission 
to make the following findings: 


1. With respect to the issuance of the bill of lading, the transpor- 
tation and the liability for the carriage of shipments, the freight for- 
warder has carrier status identical with that of railroads and common 
carriers by motor vehicle. 


2. Any transportation agency, subject to the interstate commerce 
act, receiving a shipment routed by or in connection with any freight 
forwarder, must issue a through bill of lading providing for the trans- 
portation of the shipment from origin to ultimate destination. 

3. A bill of lading, executed by a motor carrier or railroad for 
movement of a shipment to or in care of a forwarder for delivery to 


an ultimate consignee and destination shown thereon, is a through bill 
of lading. 


4. A bill of lading issued by a rail or motor carrier in its own 
name, indicating on its face that it is made under a forwarder tariff, is 
in fact the bill of lading of the fowarder. 

5. The issuance of a duplicate bill of lading by a freight forwarder 
for a shipment covered by a bill of lading issued by the originating 
transportation agency is uneconomical and wasteful transportation serv- 
ice and leads to unnecessary confusion on the part of shippers and 
carriers with respect to the billing papers relating to such shipment. 

6. The tariff rule which Acme Fast Freight, Inc., proposes to pub- 
lish is just, reasonable and lawful in all respects. 

7. The Commission’s order in this case should require each of the 
respondents to publish in its tariffs clear, precise, just and reasonable 
rules governing the receipt and acceptance of freight and the issuance 
or adoption of bills of lading, but should not at this time pescribe the 
provisions of such rules. 


Lone Star Package Car Co., Inc., and American Trucking 
Associations, Inc., contended that the effect of the Acme rule 
would be to require the consignor to close the route, which 
would have the effect of depriving the owner of the goods of 
his right to control the routing. As matters were now han- 
dled, said Lone Star, the owner of the goods might, by silence, 
constructively designate the consignor as his agent for the 
designation of the initial carrier. The consignor, by his silence, 
might constructively designate the initial carrier the agent for 
the owner of the goods, for further routing. In this way, it 
said, the owner of the goods might, through one or more agents, 
obtain the benefit of conditions and circumstances of carriage 
which would be operative to give the owner the most favor- 
able rates and services. The proposal by Acme would deprive 
the owner of the goods of flexibility of discretion, said Lone 
Star, and that it “would put him in a routing strait jacket, the 
moment the original bill of lading is issued.” 

It said that the proposed rules were bottomed on the no- 
tion that the routing would be done by some one acting as 
agent for the forwarder. What became of the owners right to 
route? asked Lone Star. It contended that when a forwarder 
published a through overhead rate the shipper was entitled to 
the through rate from actual point of origin of the shipment 
to actual point of delivery, if the forwarder part’c’pated in 
any part of the movement, and that the shipper’s right to the 
legal through rate published by a forwarder might not be 
made contingent on closed routing as a condition precedent 
under tariff rules. On this point, Lone Star said: 


We contend that there is neither reason nor authority for requiring 
any consignor, consignee or owner of the goods to do more, either di- 
rectly or through an agent, than to deliver the shipment to an originat- 
ing carrier in order to be entitled to a legal rate. The present and long 
established open routing practices by shippers should be preserved and 
there is no economic reason or statutory authority for doing otherwise. 
The cases dealing with routing via carriers having joint rates are not 
in point because forwarders will have no joint rates, but will have only 
through rates. Shippers have the right to route shipments moving in 
express service. 


American Trucking Associations suggested the following 
substitute for the disputed Acme provision: 


(c) By an “‘other’’ carrier, at point of delivery, in carrier’s own 
name, in the case of shipments delivered to such carrier, which bills 
of lading whether or not containing routing via Acme will be adopted by 
Acme as its bills of lading for the through movement from original 
point of origin to ultimate destination. 


The association said that, if the Commission believed the 
suggested provision was inconsistent with another paragraph 
in Acme’s proposal, and that the motor carrier was the “bill 
of lading carrier” for the original movement, a proviso to that 
effect would be acceptable to the association. It added that 
while, of course, the bills of lading were a Commission respon- 
sibility, ultimate liability would be decided by the courts. 

The shipper was entitled to the through rate because it 
was the legal rate, binding on both forwarder and shipper, 
said the association. The forwarders had not made clear how 
they would nullify the joint rate through the proposed rule 
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limiting application to participating carriers or to those mak- 
ing an election at the origin point it said, adding that “if the 
rate applies in one case, it applies in the other; it is not made 
applicable or lawful by the carrier’s concurrence, nor by in- 
sertion of the forwarder’s name on the bill of lading. tiene 
Certainly, it said, if a forwarder adopted the bill of lading of. a 
non-participating carrier who inserted the forwarder’s name, it 
could not lawfully refuse to adopt a similar bill for the same 
shipper’s goods, picked up by the same non-participating car- 
rier and travelling between the same origin and destination 
points solely because the bill lacked “the magic words ‘via 
——— Forwarding Company.’ Any such magic must be 
darkly colored.” 

Discussing the situation as to the originating motor car- 
riers, the association said: 


The economic factor is not to be winked at. Motor carriers orig- 
inate much of this traffic independently and wish to retain their identity 
with the shipper; in many instances the forwarders are not known, as 
they cannot possibly establish agencies at every off-line point in the 
country; where the shipper can have the bill of lading signed by a 
carrier well known to him, confidence is generated in the service to 
be rendered . . Besides, if the Acme ‘‘exclusivity’’ provision were 
adopted, the large forwarders would be able, with larger resources, to 
so establish themselves in many places that small forwarders would 
find business lodgment exceedingly difficult. 


Forwarder Tariff Protest 


Difficulties arising out of an attempt to meet the require- 
ments of the Commission’s ruling as to a correct tariff provi- 
sion in connection with forwarder consolidation of minimum 
lots, and two other items in a tariff of Arthur J. Brown, doing 
business as A. B. C. Freight Forwarding, have led to a request 
for suspension by the Eastern-Central Motor Carriers Associa- 
tion. The association asked suspension of rule 17, consolidation 
of minimum lots; of item 5-A, naming a 124-cent rate on books, 
Chicago to New York; and item 30, of supplement No. 2 to 
A. B. C. Freight Forwarding I. C. C.-FF No. 3, effective Jan. 
14. The last-named item reduced the A. B. C. rate on wine, 
n.0.i.b.n., from New York to Chicago. 

The association pointed out that the rule in connection 
with the consolidation of minimum lots had been published by 
A. B. C. in purported compliance with the Commission’s deci- 
sion in No. 28894, Consolidation of Shipments by Freight For- 
warders, although both A. B. C. and Acme Fast Freight had 
told the Commission that the order was not clear and was not 
susceptible of non-discriminatory compliance (see Traffic 
World, Nov. 30, p. 1261). The rule prescribed by the Commis- 
sion was not clear and promoted the very violations of the act 
it was intended to preclude, said the association. 

It quoted the rule (see Traffic World, Sept. 18, p. 636), 
and said it provided, first, a minimum charge a consolidated 
shipment of 75 cents, not a minimum consolidation charge of 
75 cents to be added to the applicable line-haul freight charge. 
Secondly, said the association, it failed to indicate how the 
line-haul freight charges should be determined, thus resulting 
in unreasonableness, unjust discrimination and the indefinite- 
ness intended to be eliminated. It was to prevent just what 
respondent had done that had prompted Acme to ask for modi- 
fication of the paragraph, which modification the Commission 
had denied, it added. Discussing the operation of the Commis- 
sion’s prescribed rule, the association said: 


Let’s see how the rule works on a first class rated consolidated 
shipment from New York to Chicago, respondent’s first class rate being 
167 cents. There are supposedly 4 lots each weighing 15 pounds. At 
actual weight the freight charge on each would be 25 cents, or $1.00 
for the 4 packages, plus a consolidation charge of 10 cents per package, 
or 40 cents, making a total charge of $1.40 on the consolidated shipment 
of 4 small packages, or lots, each weighing 15 pounds and aggregating 
60 pounds. If that same quantity (60 pounds) of first class merchandise 
were tendered by one consignor as a single shipment for one consignee 
the charge would be $1.67—the first class rate for one hundred pounds 
being a minimum charge on single shipments. 

On sheet 28 of the mimeographed report (in No. 28894), third 
sentence, the Commission says, ‘‘This consolidation service is of value 
to shippers and consignees and a reasonable charge should be made 
therefor.’’ Respondent’s ‘‘reasonable charge’’ for consolidation service 
on the four lots above referred to be would be 40 cents but its freight 
charges would be 67 cents less than on a single 60-pound shipment 
involving far less policing and paper work than embraced in handling 
the 4 small 15-pound lots. 

It is protestant’s belief that what the order contemplates on this 
same consolidated shipment. so far as A. B. C. is concerned, is a 
freight charge of $1.67 (which would apply on a single 60-pound ship- 
ment) plus a service, or consolidation charge of 75 cents. making 3 
total of $2.42 rather than $1.40 as now provided for under a literal 
reading of the rule as published. 


In protesting the item on books, the association said A. B. 
C, had named a rate of 124 cents on books, n.o.i.b.n from 
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Chicago to New York and that the rail rate was 131 cents, and 
the motor common carrier Lt.l. rate was 139 cents, making 
the A.B.C. proposed rate seven cents less than rail and 15 
cents less than truck although, said the association, the normal 
basis was second class as named in both the rail and motor 
carrier classifications. By rail, it said, second class was 142 
cents, and by truck, 151 cents. It called attention to the fact 
that in I. and S. No. 5152, Books, Drugs and Cotton Goods, 
New York to Chicago, the Commission had condemned sched- 
ules of Lifschultz Fast Freight naming a rate of 124 cents on 
ag as the reverse direction (see Traffic World, Aug. 14, 
p. ‘ 

As to the rate on wine, the association said the respondent 
would probably say that its proposed rate was the same as 
now in effect on alcoholic liquors, n.o.i.b.n., and that any such 
contention would have merit if its liquor rate was on a rea- 
sonable basis. The contrary was true, it said, and that the 
proposed rate on wine should be suspended and an opportu- 
nity afforded the Commission to determine in formal proceed- 
ings whether it was reasonable and justified from either a 
competitive or commercial standpoint. 

By an order in I. and S. No. 5278, Books Between Chicago 
and New York, the Commission, division 2, has suspended from 
Jan. 14 until Aug. 14 the operation of the A. B. C. Freight For- 
warding supplement No. 2 to tariff I. C. C—FF No. 3, pro- 
posing to reduce the rate on books, n. o. i. b. n., between Chi- 
cago and New York. 


CORPUS CHRISTI FORWARDER RIGHTS 


The Commission, division 4, has issued a corrected permit 
and order in FF-100, Corpus Christi Distributing Service, Inc. 
Application, effective March 3, authorizing the Baltimore com- 
pany to operate as a freight forwarder of commodities gen- 
erally from points in Connecticut, Delaware, Maine, Maryland, 
Massachusetts, New Hampshire, New Jersey, New York, North 
Carolina, Ohio, Pennsylvania, Rhode Island, Vermont, Virginia, 
West Virginia, and the District of Columbia to points in Texas 


south and west of and including the counties of Winkler, Ector, ° 


Midland, Reagon, Irion, Tom Green, Menard, Kimble, Gillespie, 
Blanco, Travis, Bastrop, Fayette, Colorado, Wharton, and Mata- 
gorda (see Traffic World, Jan. 8). 


WEST COAST FORWARDERS’ STATUS 


Encinal Terminals has filed exceptions to the examiner’s 
report in FF-8, Howard Terminal Freight Forwarder Applica- 
tion, embracing FF-21, Encinal Terminals Freight Forwarder 
Application, and FF-27, George C. Schaefer, dba Consolidated 
Freight Forwarding Co. Freight Forwarder Application, in which 
the examiner recommended issuance of permits to operate as 
freight forwarders “for the duration” to the three companies 
(see Traffic World, Dec. 18, p. 1519). Howard Terminal also 
filed exceptions to the proposed report in FF-8, repeating in 
substance the Encinal contentions. 

Encinal said that, contrary to the statement of the ex- 
aminer, it did not assume responsibility for the transportation 
from point of receipt to point of destination, but that it had 
said it would assume whatever responsibility might be entailed 
if the Commission held it to be a freight forwarder. However, 
it added, this concession had been coupled with the under- 
standing that its operation as a freight forwarder would not 
be so burdensome as to prevent profitable operation at present 
rates or otherwise. 

In this connection, Encinal said that the bills of lading 
or shipping receipts that the Commission might prescribe for 
forwarder traffic as a result of its investigation in No. 28990, 
Bills of Lading of Freight Forwarders, might be so onerous 
or burdensome as to preclude its profitable operation as a 


freight forwarder. A similar result might be brought about, 


it said, by the prescription of insurance regulations that might 
add materially to its expense of doing business. 

Until such time as these matters had been definitely set- 
tled by the Commission, said Encinal, it was at a loss to know 
just what position to assume with respect to this proceeding. 
In the meantime, it said, the Commission should find that its 
Operations were not subject to the Commission’s jurisdiction, 
and that its request that the proceedings be dismissed should 
have been granted. 


DANGEROUS ARTICLES REGULATIONS 

The Commission, division 3, has issued two orders in No. 
3666, In the Matter of Regulations for Transportation of Ex- 
plosives and Other Dangerous Articles. 

The first of these orders, effective Jan. 8, amended the 
Commission’s order of Aug. 13, 1943, as to containers for zir- 
conium, metallic, wet, or sludge; and amended the Commis- 
Slon’s order of Aug. 16, 1940, by additions to the table and 
notes in that order dealing with compressed gases in tank cars. 
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The order also amended the Commission’s order of Oct. 14, 
1943, relating to the loading and transportation, by way of 
common, contract, or private carriers by public highway, of 
explosives. 

The second order, effective Dec. 31, was issued in Ex Parte 
MC-13, Motor Carrier Safety Regulations Revised, and in No. 
3666, Ex Parte MC-3, dealing with safety of operation of mo- 
tor vehicles by private carriers. The instant order revises rules 
197.01 (a) and (b) of part 7 of the Motor Carrier Safety Regu- 
lations, Revised, by omitting therefrom the words “without 
exception or exemption,” so that the rules may more clearly 
state the purpose of the Commission with respect to their 
application to the transportation of dangerous articles in all 
vehicles of motor carriers “whether or not operating wholy 
within a municipality or between continguous municipalities 
or within a zone adjacent to and commercially a part of any 
such municipality or municipalities; and so that the exceptions 
contained within various of the rules themselves may apply as 
they read.” The order also amends parts 3 and 7, order of 
Nov. 8, 1941, as amended, dealing with the transportation of 
inflammable liquids by private carriers. 


*“Exelusive” Rail Proportionals 


Defendant railroads in No. 28731, Coast Transportation Co., 
Inc. et al. vs. Aberdeen & Rockfish Railroad Co. et al., involv- 
ing a controversy between barge lines and railroads over the 
exclusion of the barge lines by the railroads from participa- 
tion in proportional rates on certain traffic as to which the 
barge lines sought interchange with the railroads, have filed 
their reply to the petitions of the water carrier interests, and 
of New Orleans Joint Traffic Bureau. These latter had asked 
for reopening, reconsideration, and reargument, contending that 
the decision of the Commission, division 3, with Commissioner 
Johnson dissenting, was in conflict with previous findings and 
orders of the Commission. The division had found the pro- 
portional rates not shown to be unjust and unreasonable, or 
otherwise unlawful, and dismissed the complaint (see Traffic 
World, Dec. 11, p. 1447). 

The defendant carriers said the petitions should be dis- 
missed. They said that when all of the provisions of the inter- 
state commerce act covering water-rail service were considered, 
and decisions of the Commission involving such service had been 
reviewed in order to develop what factors were important and 
were made to reflect differences in treatment, the pertinency 
of the statement made by the United States Supreme Court 
in its review of the Ex Barge Grain case, 319 U. S. 671, became 
clear. That statement it quoted as follows: 

“It requires administration to ‘recognize and preserve the 
inherent advantages of each’—rail, water, and motor transport.” 

It was not violative of the act for rail carriers to maintain 
rail proportionals restricted to all rail traffic, said the carriers. 
There were ample provisions in the act under which water- 
rail service might be considered by the Commission and proper 
provision made therefore in accordance with the particular 
circumstances and conditions pertaining to that service, in the 
particular case, they said, and continued: 


But it is necessary that each situation be considered on its merits 
in order that the Commission may administer the provisions of the act 
covering water-rail service. A mere hap-chance group of through 
routes and through rates resulting from throwing open all of the rail 
proportionals—built up for all-rail traffic—to water-rail traffic will be 
just neither to rail nor water lines. Petitioners—as stated by the 
Supreme Court (319 U. S. 371, 391)—should pursue their rights rather 
than contend for ‘‘the fortuitous and in many respects unlawful benefits 
of the existing rate structure.’’ 


FINANCE APPLICATIONS 


MC F-2414, Interstate Motor Lines, Inc., of Salt Lake City, Utah, 
asks authority to acquire control of Northern Transportation Co., of 
Los Angeles, Calif., through purchase of capital stock. 

MC F-2415, Liberty Trucking Co., Inc., of Chicago, Ill., asks au- 
thority to purchase certain operating rights of W. J. Thibodeau Motor 
Express, Inc., also of Chicago, and temporarily to operate. 

Finance No. 14448, Pennsylvania Railroad Co. asks authority to 
assume, as guarantor, obligation and liability in respect of Pennsylvania 
Railroad equipment trust certificates, series O, in the principal amount 
of $4,155,000, and to sell the certificates, covering 18 steam locomotives 
and 500 freight cars, at a cost estimated to aggregate not less than 
$59193,750. The application said it was proposed to provide for not 
exceeding 80 per cent of the estimated cost of such equipment, or of 
other equipment substituted for any portion of it, in the event the 
imposition or removal of restrictions made desirable or necessary the 
acquisition of substituted equipment. 

MC F-2412, Airline Motor Coaches, Inc., of Nacogdoches, Tex., asks 
authority to lease, with option to purchase, certain operating rights of 
Forest S. Whittlesey, dba East Texas Motor Coaches, of Jasper, Tex. 

Finance No, 14449, Pere Marquette Railway Co. asks authority to 
assume obligation and liability in respect of $2,220,000 par amount of 
serial equipment trust certificates of 1944 (a) by entering into an equip- 
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ment trust agreement under which the certificates will be issued, (b) 
by entering into a lease of the rolling stock and equipment to be 
acquired, and (c) by endorsing on each of said certificates its uncon- 
ditional guaranty. The certificates are to be dated Feb. 1, to mature 
annually in 15 installments, to bear such rate of dividend, not in excess 
of 3 per cent per annum, as shall be named by the successful bidder. 
Equipment to be covered by the certificate consists of 12 freight loco- 
motives, 100 gondola cars and 100 70-ton composite flat cars. 

MC F-2413, Frisco Transportation Co., and J. M. Kurn and Frank A. 
Thompson, trustees, St. Louis-San Francisco Railway Co., of St. Louis, 
Mo., ask authority to purchase certain operating rights and equipment 
of Righter Trucking Co., Inc., of Charleston, Mo., and temporarily to 
operate. 

Finance No. 14450, Baltimore & Ohio Railroad Co. asks authority 
to lease and operate the railroad and physical properties of the Strouds 
Creek & Muddlety Railroad Co., including its future extensions and 
branches. The Strouds Creek line connects at Allingdale, W. Va., with 
the B. & O. West Virginia and Pittsburgh branch and extends to a 
point beyond the mine of the Nicholas-Webster Coal Corporation, about 
12.4 miles, with about 2.8 miles of switches, sidings and yard track, 
all in Nicholas county and Webster county, W. Va. 

MC F-2416, Howard Morf, of Boise, Ida., asks authority to purchase 
certain operating rights of Blake Messinger, dba Messinger Truck, of 
Salt Lake City, Utah, and temporarily to operate. 

MC F-2417, Rulon C. Ashworth, Josephine G, Ashworth, Ralph Glen 
Ashworth, and Rulon C. Ashworth, Jr., dba Ashworth Transfer Co., of 
Salt Lake City, Utah, ask authority to purchase certain operating rights 
of Hadley Transfer & Storage Co., also of Salt Lake City, and tempo- 
rarily to operate. 

MC F-1108, Amended, Keeshin Freight Lines, Inc., of Chicago, IIll., 
asks authority for the assignment and transfer by Yellow Truck & 
Coach Mfg. Co. to General Motors Corporation of $75,000 principal 
amount of series III notes of Keeshin Freight Lines, evidenced by note 
numbered III-18, Inc., and for authority to reissue to General Motors 
Corporation series III notes in the same amount in lieu of the note 
numbered III-18. General Motors, said the application, had acquired 
all the property and assets of Yellow Truck & Coach Mfg. Co., including 
the aforementioned note. 

MC F-2418, Cincinnati, Newport & Covington Railway Co., of Cov- 
ington, Ky., asks authority to issue a $1,000,000 3% per cent first mort- 
gage note, for the purpose of partially refunding existing $1,304,596.68 
6 per cent demand notes. 

MC F-2419, Allen & Co., and Lowe Co., of New York, N. Y., and 
New Orleans, La., respectively, ask authority to acquire control of 
Cincinnati, Newport & Covington Railway Co., and Dixie Traction Co., 
of Covington and Elsmere, Ky., respectively, through ownership of 
capital stock. 


MOTOR FINANCE CASES 


MC F-2174, P. B. Mutrie et al.—Control; P. B. Mutrie Motor Trans- 
portation, Inc.—Purchase—Pioneer Trucking Corp. Purchase by P. B. 
Mutrie Motor Transportation, Inc., of Boston,. Mass., of operating 
rights of Pioneer Trucking Corp., of New York, N. Y., and acquisition 
of control of said operating rights by P. B. Francis P., George J. and 
James E. Mutrie, all of Boston, through said purchase, approved and 
authorized, subject to condition. 

MC F-2376, C. Paul and Charles H. Sandifur—Purchase—Caater’s 
Motor Freight System, Inc. Application for authority under section 
210a(b) of C. Paul and Charles H. Sandifur, doing business as Cater 
Motor Freight System, of Spokane, Wash., for temporary oepration of 
motor carrier rights and properties of Cater’s Motor Freight System, 
Inc., also of Spokane, granted with conditions. 

MC F-2371, Leland R. Atherton and Fannie D. Atherton—Purchase— 
A. W. Abel. Extension granted to January 22, 1944, of time for com- 
pliance with conditions of order of December 18, 1943, granting tempo- 
rary authority under section 210a(b). 

MC F-2352, Fred E. Tucker et al.—Control; East Texas Motor 
Freight Lines—Lease—Potashnick Local Truck System, Inc. Upon 
reconsideration; application for authority under section 210a(b) of East 
Texas Motor Freight Lines, of Dallas, Tex., for temporary operation of 
a portion of the motor carrier rights and properties of Potashnick 
Local Truck System, Inc., of Sikeston, Mo., granted with conditions. 


FREIGHT RATE INCREASE REMOVAL 


The Commission, division 2, by an order in the matter of 
the Petition of Rail Carriers Operating from Lake Superior and 
Lake Michigan Docks to Adjust Charges on Ex-Lake Interstate 
Carload Shipments of Anthracite and Bituminous Coal Moving 
During the Period May 15, 1943, to July 6, 1943, has issued an 
order superseding its order of Oct. 9 (see Traffic World, Oct. 
16, p. 913). 

The instant order authorizes the aforementioned rail car- 
riers to adjust charges on interstate carload shipments of 
anthracite and bituminous coal moving from Lake Superior 
and Lake Michigan docks in the period May 15, 1943, to July %, 
1943, inclusive, when such coal originated at the mines during 
the period March 18, 1942, to May 14, 1943, inclusive, to basis 
4 oe rates which became effective June 20, July 3, and July 

, 1943. 

The order said that effective on June 20, July 3, and July 
7, 1943, the rail carriers had so amended their tariffs as to 
remove the increases authorized by the Commission in Ex 
Parte 148 on such shipments of coal moving on and after those 
dates, when such coal had originated at the mines in the period 
March 18, 1942, to May 14, 1943. The order said it further ap- 
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peared that in the period May 15, 1943, to July 6, 1943, in- 
clusive, numerous carload shipments of coal had moved from 
the Lake Superior and Lake Michigan docks, which coal had 
originated at the mines in the period March 18, 1942, to May 
14, 1943. inclusive, on which charges had been assessed at rates 
including the increases authorized in Ex Parte 148. The order 
said the Commission was of the opinion that it would be unjust 
and unreasonable to collect charges on such shipments in 
excess of those accruing on basis of the charges made effective 
June 20, July 3, and July 7, 1943. 


Southern Pacifie Water Rights 


Seatrain Lines, Inc., protestant, has filed a petition for re- 
consideration and rehearing, and for recission and modification 
of the order of the Commission, division 4, in W-352, Southern 
Pacific Co.—Southern Pacific Steamship Lines, “Morgan Line” 
Common Carrier Application. Southern Pacific Co. filed a reply 
asking the Commission to deny the petition. 

In that proceeding, the Morgan Line was granted authority 
as a common carrier of property, between New York and 
Galveston and Houston, and between Baltimore and Galveston 
and Houston (see Traffic World, Aug. 22, 1942, p. 425). 

The Seatrain petition asked the Commission to reverse 
the decision, and to find that the cessation of the Morgan Line 
operations, following the sale of its vessels to the Maritime 
Commission in June-July, 1941, was an interruption over which 
the applicant had control and that, therefore, it was not en- 
titled to a “grandfather” certificate. Seatrain admitted that its 
petition was filed late, but asked permission to file it because, 
it said, it had been informed that certain information about 
the sale of the Morgan Line vessels to the Maritime Commis- 
sion might now become available in reports by the commission 
and the War Shipping Administration to the House committee 
on merchant marine and fisheries. Seatrain contended that the 
sale of the Morgan Line vessels to the Maritime Commission 


_had not been “forced,” and that in 1940 the line had sought to 


sell its ships to the British Ministry of Shipping. It had not 
sought reconsideration earlier, it said, because it had no means, 
without the Commission’s assistance, of developing all the facts, 
and that the Commission had not granted its request to call 
on the Maritime Commission for a complete report of the 
transaction. 

Southern Pacific Co. said the Seatrain petition was “friv- 
olous,”’ and pointed out that it was made one year, four and a 
half months, after the decision of the Commission. The present 
contention of Seatrain was the same as its past contention, it 
said, and that the ‘sworn testimony of Mr. H. M. Lull contains 
the details of what occurred, shows that the Southern Pacific 
had no control over the requisition of its vessels and therefore 
the interruption of its service was beyond its control, as cor- 
rectly found by the Commission.” It said that three other 
representatives of Southern Pacific Co., who had been present 
with Mr. Lull when he was notified by the representative of 
the Maritime Commission that “they intended to requisition 
the Morgan Line vessels and who were familiar with everything 
that transpired,” had been present at the hearing and could 
have testified to the facts as covered in Mr. Lull’s testimony. 
Counsel for applicant had offered to place those three witnesses 
on the stand for any interrogation desired by protestants, said 
Southern Pacific, but that, “all protestants, including the 
present counsel for Seatrain Lines, Inc., cautiously refrained 
from asking any one of the three additional representatives 
of the Morgan Line a single question. 

“Tf the astute counsel for protestant Seatrain Lines, Inc., 
entertained any idea or suspicion that the testimony of Mr. 
Lull, in any respect was not so,” the reply continued, “or that, 
for some imagined reason, the memory of this witness as to 
what in fact transpired was faulty, surely it would strain one’s 
credulity to believe that he would have refrained from inter- 
rogating the other three representatives of the Morgan Line 
offered for such purpose, or at least one of them.” 


HUDSON & MANHATTAN FARES 


The Commission has been advised that a federal court for 
the New Jersey district, by a two-to-one decision, has held in- 
valid its order in I. and S. No. 4394, Passenger Fares of Hudson 
& Manhattan Railroad Co. In that proceeding the Commission, 
by Commissioner Porter, found reasonable and otherwise law- 
ful an alternative basis of 11 tokens for one dollar, or of one 
dime in cash, for the period of the war and six months there- 
after, for local interstate application on the H. & M. downtown 
line (see Traffic World, Dec. 11, p. 1455). 


SHORT LINE DIRECTORS’ MEETING 


The board of directors of the American Short Line Rail- 
road Association will meet February 4 at the Morrison Hotel, 
Chicago, Ill. 






Jani 


to .« 
wai 
cour 
subj 
only 


in tl 
boat 
(see 
inte: 


t for 
id in- 
idson 
ssion, 
law- 
f one 
here- 
i1town 


Rail- 
Hotel, 


January 15, 1944 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
%. it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2353, the Commission has suspended from 
Jan. 10 until Aug. 10 the operation of tariff MF-I. C. C. No. 7 
of Bromberg’s Express Co., Lynn, Mass. The suspended sched- 
ules propose to increase any-quantity commodity rates, and 
minimum charges a shipment, on various articles between 


Beverly, Boston, Chelsea, Everett, Lynn, Peabody, Revere, and. 


Salem, Mass. 

In I. and S. M-2354, the Commission has suspended from 
Jan. 10 until Aug. 10 the operation of certain schedules as pub- 
lished in supplement No. 8 to tariff MF-I. C. C. No. 24 of 
Middlewest Motor Freight Bureau, Agent, Kansas City, Mo. 
The suspended schedules propose, in connection with the pres- 
ent less-truckload classification exceptions rating of fourth 
class on bags and boxes from Omaha, South Omaha, Neb., and 
Council Bluffs, Ia., to points in Iowa and Illinois, to confine 
the application to single-line traffic, and then only over the 
lines of ten named carriers, and to leave for application on all 
joint-line traffic as well as local traffic over other lines parties 
to ~~ the higher class 55-A rating (see Traffic World, 
Jan. 8). 

In I. and S. M-2355 the Commission has suspended from 
Jan. 10 until Aug. 10 the operation of certain schedules pub- 
lished in supplement No. 37 to Tariff MF-I. C. C. No. 293 of 
the Southern Motor Carriers Rate Conference, Agent, Atlanta, 
Ga. The suspended schedules propose to cancel commodity 
rates on imported newsprint paper, from Newport News, Nor- 
folk, Portsmouth and Richmond, Va., to Goldsboro, Kinston 
and Winston-Salem, N. C., and in lieu thereof to apply higher 
class rates. 

In I. and S. M-2356, the Commission has suspended from 
Jan. 10 until Aug. 10 the operation of certain schedules as pub- 
lished in supplement No. 20 to tariff MF-I. C. C. No. 94, and 
others, of Central States Motor Freight Bureau, Inc., Agent, 
Chicago, Ill. The suspended schedules provide that where both 
origin and destination are served by Keeshin Motor Express 
Co., Inc., and its affiliates, rates will be restricted not to apply 
jointly over its lines in connection with other carriers. 

In I. and S. M-2357, the Commission has suspended from 
Jan. 10 until Aug. 10 the operation of certain schedules pub- 
lished in tariff MF-I. C. C. No. A-25 of A. R. Fowler, Agent, 
St. Paul, Minn. The suspended schedules propose to establish 
on fresh fruit, cold packed (frozen), from Sawyer and Stur- 
geon Bay, Wis., to St. Paul, and Minneapolis, Minn., and other 
nearby points, a commodity rate of 37 cents a 100 pounds, 
minimum 18,000 pounds, in lieu of a higher class rate; also a 
rule authorizing pick-ups and deliveries of part shipments at 
carriers’ terminals at Chicago, Ill., or St. Paul, Minn., without 
charge. 

In I. and S. M-2358, the Commission has suspended from 
Jan. 13 until Aug. 13, the operation of schedules published 
in supplement No. 1 to MF-I. C. C. No. 6 of O. T. and C. A. 
Nelson, doing business as Nelson Brothers, Colorado Springs, 
Colo., and supplement No. 9 to MF-I. C. C. No. 10 (W. K. 
Carroll d/b/a Carroll Line Oil Co., series) of W. K. Carroll, 
doing business as Carroll Line, Pueblo, Colo. 

The suspended schedules propose to increase or cancel rates 
on certain petroleum products from Amarillo and Borger, Tex., 
to three army bases in Colorado; also to establish a new de- 
murrage rule to apply in connection with the proposed rates. 


REGULATION OF TOWERS QUESTION 


The Commission, by Commissioner Porter, has issued an 
order postponing the effective date of the order in W-412, 
Boston Towboat Co. Contract Carrier Application, from Jan. 23 
to March 23. The order said the action was taken because a 
similar case was pending in the United States Supreme Court 
involving substantially the same issues as those presented in 
the suit filed by Boston Towboat in the federal court for the 
Massachusetts district. In that suit, Boston Towboat asked 
the court to set aside the Commission’s order authorizing it 
to continue in operation as a common carrier. While not 
waiving its contention that it was not a carrier, it asked the 
court to rule that it was not a common carrier and could be 
subjected to the provisions of the interstate commerce act 
only as a contract carrier (see Traffic World, Aug. 28, p. 481). 

The reference in the Commission’s order to a similar case 
in the Supreme Court was to the suit filed by Cornell Steam- 
boat Co., in which the court noted probable jur'sdiction Oct. 25 
(see Traffic World, Oct. 30, p. 1063). Boston Towboat had 
intervened in the Cornell suit, and was preparing an appeal 
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on the issue whether independent towers were carriers under 
part III of the act, it told the Massachusetts court. 


EXPORT RATES ON GOVERNMENT TRAFFIC 


Rail traffic executives who attended meetings in Chicago 
last week at which westbound transcontinental export rates on 
government traffic were under consideration (see Traffic World, 
January 8, p. 75), said there was a fair prospect of reaching 
a settlement on the question before the date set for the hear- 
ing in the Commission’s investigation into export rates to. the 
Pacific Coast, Docket 29006, February 21 at Washington. The 
dispute between the transcontinental railroads and the govern- 
ment revolves around the application of land-grant reductions 
to Section 22 rates. It was said, January 10, that the Navy 
had indicated it would not press for the application of the land- 
grant reductions where special rates were made for the gov- 
ernment under Section 22. The Army, it was said, had not as 
yet agreed to that position although there was a distinct feel- 
ing that it might do so. Representatives of the transcontinental 
railroads were scheduled to meet with government representa- 
tives for a further discussion of the matter at the offices of 
the - joes of American Railroads in Washington, Janu- 
ary 15. 


MULTIPLE CARLOADING RULE 
I. and S. 5268, Rule 33—Multiple Loading, involving sus- 
pension of certain schedules published as supplements Nos. 1 
and 37 to Consolidated Freight Classifications Nos. 16 and 15, 
respectively, has been assigned for oral argument Feb. 4, at 
10 a. m., before division 2 of the Commission. A hearing in the 


matter was held at Chicago in December (see Traffic World, 
Dec. 25, p. 1581). 


B. & O. DEPOSIT AGREEMENT 


The Commission, by an order in No. 21012, Interstate Com- 
merce Commission vs. Baltimore & Ohio Railroad Co., embrac- . 
ing also No. 21012, Sub. 1, Same vs. New York Central Rail- 
road Co.; No. 21012, Sub. 2, Same vs. New York, Chicago & 
St. Louis Railroad Co.; and Finance No. 14367, Wheeling & 
Lake Erie Railway Co. Control, has approved a supplemental 
deposit and trust agreement, dated Dec. 8, 1943, between the 
C. & O., the N. Y. C. & St. L., and the Alleghany Corporation, 
and the successors of each other, and with J. Crawford Biggs, 
successor trustee. 

The order pointed out that the Commission’s report and 
order in Finance No. 14367 had subjected the purchase by the 
C. & O. of certain capital stock of the W. & L. E., to a condi- 
tion, among others, that all of such stock now owned or here- 
after acquired by the C. & O., the N. Y. C. & St. L., or any 
affiliated company, including the Alleghany Corporation, should 
be deposited with the trustee under the deposit and trust agree- 
ment dated June 30, 1929 (see Traffic World, Nov. 20, p. 1254). 


Allied Van Anti-Trust Suit 


The anti-trust division of the Department of Justice filed 
an injunction suit in the federal district court at Chicago 
January 11 against the National Furniture Warehousemen’s 
Association, Allied Van Lines, Inc., and members of Allied and 
the association. The civil suit charges that the defendants 
have, since 1928, engaged in an unlawful and illegal continuous 
combination and conspiracy in restraint of trade and com- 
merce in the transportation of household goods by motor ve- 
hicles for hire among the several states and the District of 
Columbia; that they are parties to unlawful and illegal con- 
tracts in restraint of such trade, and have continuously monop- 
olized or sought to monopolize a part of such trade. 

A group of household goods movers and warehousemen, 
not members of Allied or the Association, recently filed suit 
in the federal court for the District of Columbia asking for an 
order requiring the Commission forthwith to determine the 
claims of Allied for authority to operate as a common carrier 
under the grandfather clause of the interstate commerce act 
(see Traffic World, Dec. 11, p. 1454). 

The Department of Justice complaint says that the asso- 
ciation is sole owner and holder of all shares of Allied common 
stocks. It names as defendants not only Allied ard the asso- 
ciation, but also 21 member companies and 42 individuals who 
are officers or directors of either the member lines or of the 
two controlling organizations. The complaint savs there are 
approximately 591 members of the association, 547 of which 
are members of Allied, and that all such members are sued as 
a class under the action. 

It alleges that the association, through Allied, has obtained 
control of the business and operations of numerous motor 
common carriers of household goods operating throughout the 
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nation, and that such control was and is achieved by the asso- 
ciation’s nationwide control of warehouse space and facilities. 

It says Allied is not a common carrier; that it has 22 mem- 
bers on its board of directors, all nominated by the warehouse 
association. It says Allied has jurisdiction generally over all 
shipments contracted by its agents for hauls of more than 100 
miles. It says there are two classes of members in Allied— 
hauling agents and non-hauling agents. The hauling agents, it 
says, book shipments in Allied’s name and also have equipment 
available for the transportation of household goods registered 
with Allied. The non-hauling agents, it continues, contribute 
no transportation facilities. They merely book shipments in the 
name of Allied, it points out, adding that approximately 40 per 
cent of Allied’s traffic is handled by the agents booking such 
traffic, with the remainder hauled by an agent or agents other 
than those doing the booking. 

It says that, under Allied contracts, the hauling member 
turn over loads to other agents; maintain at least one van 
with Allied’s name; carry public liability, property, and cargo 
insurance on the vans with Allied’s name, and solicit business 
under the name of Allied. The non-hauling members have sub- 
stantially the same contracts, except that they do not agree to 
provide transportation, it says. It adds, however, that “such 
contracts do require the payment of large commissions to 
non-hauling or booking agents, which commissions are paid 
out of revenues received by the carriers under their published 
tariff rates, and result in a dissipation of carrier revenues and 
higher rates to the public.” It says Allied’s rates are from 
15 to 25 per cent higher than those of independent motor car- 
riers of household goods. 

Among the offenses against the anti-trust act alleged are: 


Allied’s by-laws provide that only members of the warehouse asso- 
ciation may be members of Allied; the by-laws result in fixing of the 
terms, rates and conditions as well as the rules of service of the mem- 
bers; the by-laws force Allied agents to have tariffs on file naming the 
same rates as provided in tariffs issued by the Household Goods Car- 
riers Bureau and the Western States Movers Conference, in which 
Allied participates; by-laws provide that sub-agents shall not be used 
by Allied members in territories where there is a resident agent and 
sub-agents shall not transport household goods. 


The alleged violations have resulted, the complaint says, 
in unlawful restraining of competition generally and among 
the members; in stifling the members’ individual competition 
in the making of rates, and in high, arbitrary, and non-com- 
petitive rates to the public. 


It asks the court to declare that such a conspiracy exists, 
in violation of the anti-trust act; to find that the contracts are 
unlawful; to enjoin all officers of Allied and the association to 
discontinue such activities involved, and to order the associa- 
tion to divest itself of Allied’s stock. 

Specifically named in the complaint are the following 
companies and individuals: 


Allied; National Furniture Warehousemen’s Association; Werner 
Brothers-Kennelly Company, Inc., Chicago; Empire Warehouses, Inc., 
Chicago; Hartford, Conn., Dispatch and Warehouse, Inc.; General 
Van and Storage Company, Inc., St. Louis; LaBelle Safety Storage 
and Moving Company, Memphis, Tenn.; Carolina Transfer and Storage 
Company, Charlotte, N. C.; A. B. C. Fireproof Warehouse Company, 
Kansas City, Mo.; Lincoln Storage Company, Cleveland; Terminal Van 
and Storage Company, Little Rock, Ark.; Petry Express and Storage 
Company, Trenton, N. J.; Chelsea Fireproof Storage and Warehouse, 
Inc., New York; Clark and Reid Company, Inc., Cambridge, Mass.; 
Security Storage Company, Washington, D. C.; O. K. Storage and 
Transfer Company, Inc., New Orleans; Binyon-O’Keefe Fireproof Stor- 
age Company, Fort Worth, Tex.; Weicker Transfer and Storage Com- 
pany, Denver; Redman Van and Storage Company, Inc., Salt Lake 
City, Utah; Lyon Van and Storage Company, San Diego, Calif.; Bekins 
Van and Storage Company, Los Angeles; Federal Storage and Moving 
Company, Chicago; Bengson Fireproof Warehouse Company, Chicago; 
Cc. A. Werner, doing business as Ed Werner Transfer and Storage 
Company, Pittsburgh; E. C. Lowry and R. W. Lowry, doing business 
as Alabama Transfer and Warehouse Company, Montgomery, Ala.; 
F. G. Fuhr, New York, an individual; E. G. Moeney, president and 
treasurer of Hartford Warehouse; M. H. Kennelly, president and 
treasurer, Warner Brothers-Kennelly; Joseph H. Meyer, president, 
Federal; Merrion W. Niedringhaus, president, General Van; George 
LaBelle, president, LaBelle Company; John L. Wilkinson, president, 
Carolina Transfer; O. W. Thomas, vice-president and treasurer, A. B. 
C.; William R. Thomas, president, Lincoln; James J. Barrett, president, 
Empire; S. J. Beauchamp, Jr., president, Terminal; Frederick Petrey, 
Jr., president, Petrey Express; Louis Schramm, Jr., vice-president, 
Chelsea; George E. Martin, president and treasurer, Clark and Reid; 
Cc. W. Pimper, vice-president and treasurer, Security; George E. Butler, 
president, O. K. Transfer; Roscoe Carnrike, president, Binyon-O’Keefe; 
R. V. Weicker, president, Weicker Transfer; D. S. Woolley, president, 
Redmond; E. B. Gould, associated with Lyon Van; H. B. Holt, secre- 
tary and general manager, Bekins. The following officers of the 
N. F. W. A.: President, Frank A. Payne, Los Angeles; vice-president, 
John A. Creamer, Providence, R. I.; vice-president, Ernest T. Chadwell, 
Nashville; vice-president, Harmon Tanner, Detroit; vice-president, 
Reed J. Bekins, San Francisco; secretary, Joseph A. Hollander, Chi- 
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cago; treasurer, Charles J. Blanck, Pittsburgh. The following directors 


of N. F. W. A.: Sam M. Gaddis, Portland, Ore.; M. A. Compton, 
Boise, Ida.; Rodney S. Sprigg, Los Angeles; Chester E. Bradley, 
Dallas, Tex.; E. C. Palmer, New Haven, Conn.; A. D. Bullock, Cin- 
cinnati; A. V. Cresto, Kansas City, Mo.; W. T. Bostwick, New York; 
W. E. Sweeting, Philadelphia; E. D. Byrnes, Chicago. 


NEW YORK BUS SUIT 


Three New York and two New Jersey bus companies have 
filed suit in the federal court for the southern New York dis- 
trict asking annulment of the certificate issued by the Commis- 
sion in MC 29783, Rockland Bus Lines, Inc., Common Carrier 
Application. In that proceeding, the Commission, division 5, 
granted Rockland Bus Lines authority to continue in operation 
as a common carrier of passengers and their baggage between 
Stony Point, Letchworth Village, and New York, N. Y.; and 
found that public convenience and necessity required a like 
operation between Grassy Point and Stony Point, N. Y. The 
plaintiff bus companies ask that the application and amended 
application be returned to the Commission for further hearing 
and that they be given an opportunity to submit evidence to 
Show that Rockland Bus Lines had not, on June 1, 1935, and 
continuously thereafter, served intermediate points between 
Haverstraw, N. Y., and New York City. 

They said the Commission had denied their petition for 
further hearing in order to present additional evidence. That 
evidence, said they, had not been produced at an earlier hearing 
because they had “relied on a written stipulation between them- 
selves and counsel for Rockland Bus Lines, Inc. .. .” The Com- 
mission had refused to accept the stipulation, or to grant an ad- 
journment so that they might produce their evidence, the bus 
companies said. The application to serve intermediate points 
between Haverstraw and New York City should be denied, they 
said, and that before any rights were granted they should have 
opportunity to submit all their evidence “in opposition or limi- 
tation thereof.” 

The case was docketed as civil action No. 23-591, Rockland 
Coaches, Inc.; Spring. Valley Motor Coach Co., Inc.; Rockland 
Transit Corporation; Tappan & Nyack Bus, Inc.; and Hill Bus 


Co. vs. United States of America and Interstate Commerce 
Commission. 


C. AND N. W. REORGANIZATION 


Judge John P. Barnes of the federal district court at Chi- 
cago, has appointed Claude A. Roth, Chicago attorney, as trus- 
tee for the Chicago and North Western Railroad, succeeding 
Charles M. Thomson, who died December 30. Mr. Roth is a 
member of the firm of Gottlieb and Schwartz. In his order 
appointing Mr. Roth, Judge Barnes paid tribute to Mr. Thom- 
son, who, he said, had had “all of the characteristics of a great 
executive and administrator” and who “constantly and un- 
stintingly for a period of 10 years .. . gave of his great and 
abounding energies” to the trusteeship. The court suggested 
that, since the new trustee was himself a lawyer, no lawyer 
should be retained as counsel for the trustee. 

The court amended its order of December 30 (see Traffic 
World, Jan. 8, p. 79), requiring officers of the company to 
cooperate with the reorganization managers in their effort 
to put the reorganization plan into effect, so as to restrain the 
debtor, its attorneys, officers, directors, and agents, as well as 
its secured and unsecured creditors and stockholders, from 
“taking any action in opposition to the plan of reorganization 
confirmed herein, and from instituting or prosecuting any suit 
or proceeding with respect thereto in any other court or 
tribunal.” The order was for the purpose of preventing any 
additional court action by any of the parties to change the 
approved plan or to delay the completion of reorganization 
work. Judge Barnes said he believed the plan would be put into 
effect within three or four months. 

Claude A. Roth has petitioned the Commission, in Finance 
No. 10881, Chicago & North Western Railway Co. Reorganiza- 
tion, for ratification of his appointment as sole trustee of the 
debtor railroad. 


WEST COAST PORT UTILIZATION 


Port facilities of Tacoma Harbor, Willapa Harbor and 
Grays Harbor should be more effectively utilized by the armed 
forces, said the House naval affairs committee’s subcommittee 
investigating congested areas, in a report on war production 
problems in the Puget Sound area. 

“In view of the anticipated Pacific push,” said the subcom- 
mittee, “serious consideration must be given to the utilization 
of harbors and ports in this area that are not presently being 
used to their full capacity. Tacoma Harbor, with its 14 miles 
of waterfront, is not yet being utilized to its full capacity. The 
ports of Grays Harbor and Willapa Harbor should be fully 
utilized by the armed services, as their locations offer trans- 
portation savings of time and distance.” 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Court of Civil Appeals of Texas.) Consignor is respon- 
sible for all transportation charges in absence of some agree- 
ment to the contrary with the carrier, and obligation to pay 
arises upon an implied as well as express contract. 

Railroads are charged with public duty to collect full 
amount of freight charges, according to rate fixed by Railroad 
Commission, and they cannot escape performance of such duty. 

Where railroad accepted shipment in transit with bills of 
lading showing true legal through rate fixed by Railroad Com- 
mission and order of consignor to collect freight before delivery 
and railroad issued over protest of consignor bills of lading 
showing closer point of origin and lower freight rate to be col- 
lected from consignee, railroad was not entitled to collect bal- 
ance of freight from consignor, though consignor failed to sign 
bills of lading as required to limit consignor’s liability on ground 
that means employed by railroad was tantamount to “release” 
of consignor as obligor for the balance of the charges. (Texas 
oat O. R. Co. vs. East Texas Gravel Co., 175 S. W. Rep. 2d 
435. 





e om 
Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Municipal Court of City of New York, Borough of Man- 
hattan, First District.) Where indorsement for motor carrier 
policy made part of policy of cargo insurance was executed in 
compliance with Motor Carrier Act to assure compliance with 
provisions with reference to making compensation to shippers 
or consignees for all property belonging to them in connection 
with transportation service, the indorsement was to be read 
in conjunction with policy. Interstate Commerce Act Secs. 201 
et seq., 215, 49 U. S. C. A. Secs. 301 et seq., 315. 

Liability of insurer under policy of cargo insurance and 
indorsement executed to protect shipper or consignee for loss 
of or damage to merchandise in transportation service of motor 
carrier terminated with safe delivery of merchandise to the 
designated consignee, and insurer could not be held liable for 
C. O. D. charges collected from consignee by motor carrier 
which failed to transmit the funds to the shipper. Interstate 
Commerce Act Secs. 201 et seq., 215, 49 U. S. C. A. Secs. 301 
et seq., 315. 

An express company or other carrier receiving merchandise 
on a C. O. D. shipment acts as a bailee to transport the goods 
and as an agent to collect the price. (Ontra vs. Automobile 
Insurance Co. of Hartford, Conn., 44 N. Y. S. 2d 838.) 


(Municipal Court of Appeals for the District of Columbia.) 
Contracts limiting liability for the negligent loss of goods in 
carriage or storage are not regarded as against public policy. 

Where at time warehouse company accepted plaintiff’s 
household goods for shipment plaintiff executed a declaration 
of value for insurance and rate purposes which limited liability 
in event of loss, but while goods were in transit plaintiff directed 
delivery of goods to another warehouse at point of destination, 
the contract limiting liability terminated and second ware- 
house was liable for full value of goods lost through its negli- 
gence. 


Where character of article accepted by a carrier or ware- 
houseman for carriage or storage is made known, a representa- 
tion of its value does not create a limitation upon the liability 
of carrier or warehouseman unless it is so provided by contract. 

In action against warehouseman for loss of goods which 
had been represented as household goods, plaintiff was estopped 
to recover for valuable wearing apparel and other items not 
Classed as household goods. 
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Warehouse company which collected for its service in de- 
livering goods to owner, in addition to collecting transportation 
charges due connecting carriers for transporting goods from 
another state, was not a gratuitous bailee which was liable 
only for gross negligence. 

Degree of care which a carrier may reasonably be expected 
to exercise with regard to a particular package entrusted to it 
for transportation is proportionate to the value of the package, 
and owner’s representations as to its value is admissible as 
bearing upon issue of carrier’s negligence. 

The measure of liability for the loss of used household 
goods is not the cash or market value but the actual value to 
the owner. 

In action against warehouse company for loss of house- 
hold goods, the actual value of goods to the owner was the 
proper measure of recovery, though owner’s representations 
of value to initial carrier for insurance and rate purposes was 
of a lesser amount. 

The fact that a valuation of 10 cents per pound was set as 
a limitation of carrier’s liability for loss of household goods, 
was not contradicted in the same instrument giving a cash 
value for insurance purposes more than 6 times greater, did 
not authorize warehouse company which accepted goods from 
carrier for final delivery to regard shipment as of negligible 
value to the owner, but it was bound to exercise reasonable 
care. 

Where warehouse company accepted two shipments of 
household goods for final delivery, that the arrival notice failed 
to contain plaintiff’s name as owner of one shipment did not 
excuse warehouse company’s failure to identify plaintiff’s goods 
or justify their confusion with goods in other shipment, where 
check as to weight, number of items and freight charges ap- 
peared to have been ignored, and plaintiff was entitled to 
recover actual value of goods lost through warehouse com- 
pany’s negligence. (Smith’s Transfer & Storage Co. vs. Batigna, 
34 Atl. Rep. 2d 705.) 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder. appear below.) : 


Northern Georgia district, Atlanta division, at Atlanta. 
A permanent injunction was entered against O. F. Taylor, 
doing business as Pennsylvania Oil Co., of Atlanta, Ga., Jan. 6, 
enjoining him from operating as a motor carrier in interstate 
commerce, for compensation, until such time as he shall have 
obtained authority from the Commission to engage in such 
operations, and shall have filed rates with the Commission 
covering that transportation and shall have complied with the 
insurance regulations prescribed by the Commission for the 
protection of the public. The judgment was entered on the 
defendant’s consent. The complaint filed by the Commission 
alleged, and the defendant admitted, that he had transported 
gasoline in truckloads from Birmingham, Ala., to Atlanta and 
other Georgia points, under an arrangement whereby he ac- 
quired title to the gasoline at Birmingham, transported it to 
dealers in Georgia to fill orders he had previously received 
from them, and on delivery collected from the dealers the cost 
price of the gasoline in Birmingham plus a transportation 
charge. Prior to institution of the proceedings, the defendant 
had contended that his operations were those of a private 
carrier. 

District of Maryland, at Baltimore. James R. Hahn, of 
New Market, Md., was fined $250 and costs, Jan. 3, following 
his plea of guilty to an information containing 10 counts charg- 
ing him with engaging in business as a common carrier of 
property for compensation without having his rates on file 
with the Commission and published; with rate overcharges; 
with failing to require his drivers to keep drivers’ logs, in 
violation of the Commission’s safety regulations; and with 
unlawful extensions of credit. The entire fine was required to 
be paid. 

District of Maryland, at Baltimore. Roger A. Etzler, of 
Frederick, Md., was fined $250 and costs, Jan. 3, following 
his plea of guilty to an information containing 10 counts 
charging him with operating as a common carrier of property 
for compensation without a certificate having been issued to 
him by the Commission authorizing the particular operations. 
The entire fine was required to be paid. 

District of Maryland, at Baltimore. Carbaugh Van Service, 
Inc., of Hagerstown, Md., was fined $250 and costs, Jan. 3, 
following its plea of guilty to an information containing 25 
counts charging it with operating as a common carrier of prop- 
erty for compensation without a certificate having been issued 
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to it by the Commission authorizing the particular operations 
performed, and with operating as such carrier without having 
its rates on file with the Commission. The court required pay- 
ment of all of the fine. 

District of Maryland, at Baltimore. National Truckload- 
ing & Terminals, Inc., and Frederic Weiss, each of Baltimore, 
were fined a total of $500 and costs following their separate 
pleas of nolo contendere to an information charging them with 
violations of part II of the act. National Truckloading & Ter- 
minals, Inc., was charged with operating as a common carrier 
of property for compensation without a certificate having been 
issued to it by the Commission authorizing such operations, 
and with operating as such carrier without having its rates 
and evidence of insurance on file with the Commission. Fred- 
eric Weiss, president of the corporation, was charged with 
aiding and abetting it in the commission of the offenses. Each 
defendant was required to pay $250 of the aggregate fine. 

Northern Alabama district, southern division, at Birming- 
ham. Geo. Strange Freight Lines, Inc., of Birmingham, was 
fined $200, Dec. 23, following its plea of guilty to an informa- 
tion containing 10 counts charging it with failing to remit to 
shippers C. O. D. moneys within 10 days after collection there- 
of, as it was required to do by a rule published in its tariff. 
The fine was imposed on counts 1 and 2 of the information, 
all of which the court required the defendant to pay, and the 
defendant was placed on probation on the remaining counts. 

District of Massachusetts, at Boston. Peter Picknelly, a 
passenger motor carrier, doing business as Peter Pan Bus Lines, 
of; Springfield, Mass., was fined $750, Jan. 4, following entry 
of his plea of guilty to an information charging him with 
failing to require the keeping of correct drivers’ logs, with 
permitting and requiring drivers to drive and operate motor 
vehicles in excess of the daily hours of service limitations, and 
with failing to have on file doctors’ certificates for new drivers. 
The fine was required to be paid. 

Distriet of New Jersey, at Newark. Murray Feigenbaum, 
a motor carrier of Brooklyn, N. Y., and Benjamin Miller, co- 
partner of Monroe Upholstering Co., of Baltimore, Md., were 
fined $500 following entries of their pleas of guilty to separate 
informations charging them with violations of part II of the 
interstate commerce act. The defendant carrier was charged 
with operating as a contract carrier of property for compensa- 
tion without a permit having been issued to him by the Com- 
mission authorizing the particular operations described, and 
with demanding, charging and collecting lesser compensation 
than specified in his schedules. Benjamin Miller was charged 
with aiding and abetting the carrier in the violations of col- 
lecting lesser compensation than specified in the schedules. Of 
the total fine, Murray Feigenbaum was required to pay $300, 
and Benjamin Miller was required to pay $200. 


RAILROADS AND CONDEMNATION AWARD 


A claim by the Milwaukee to nearly half of the amount 
of a condemnation award received by the Rock Island from the 
federal government is the subject of controversy in a case in 
which the Supreme Court of the United States has granted re- 
view. The court granted the petition for certiorari in No. 526, 
Chicago, Milwaukee, St. Paul & Pacific Railroad Co. et al., 
Petitioners, vs. the Chicago, Rock Island & Pacific Railway 
Co. et al. 

Documents in the proceeding showed that the respondents 
granted to the petitioners, under a 99-year indenture in 1901, 
full, joint and equal use of the respondents’ railroad, and that 
the indenture contained a provision that the petitioners were 
required to pay 46.346 per cent of the cost of repairs of the 
road. In connection with construction of a lock and dam on the 
Mississippi, the federal government condemned a_ perpetual 
flowage easement along the railroad in question. The federal 
district court of jurisdiction ordered payment of the entire con- 
demnation award to the respondents, and the Circuit Court of 
Appeals for the Eighth circuit, in its decision of October 11, 
1943, affirmed. The petitioners had asked for 46.346 per cent 
of the amount on the theory that the award was exclusively for 
repairs. They contended in their petition that the appeals 
court erred in holding that they had no property interest in 
the property condemned. 


CENTRAL OF N. J. AND TAX CLAIMS 


The Supreme Court of the United States has denied a 
petititon for certiorari in No. 534, Shelton Pitney and Walter 
P. Gardner, trustees of the Central Railroad Co. of New 
Jersey, Petitioners, vs. the State of New Jersey, and No. 535, 
Same vs. State of New Jersey and City of Jersey City. The 
two cases involved the settlement of state tax claims against 
the debtor. railroad. 

According to the trustees’ petition for certiorari, the 
state’s claims for property taxes and interest penalties 
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against the railroad, covering a period of ten years, totaled 
about $20,000,000. The trustees said that the New Jersey 
legislature enacted a settlement act in 1941, while the trus- 
tees were contesting most of the tax claims in state courts, 
and that under that act the penalties were canceled and pay- 
ment of the taxes was authorized over a period of 20 years, 
with 3 per cent interest on the unpaid balances, but the prin- 
cipal amount of taxes was not reduced. Acting on the direc- 
tion of the federal district court, the trustees said, they ac- 
cepted the state’s offer as set forth in the settlement act. 
Subsequently, according to the petition, the Circuit Court of 
Appeals for the Third circuit reversed the orders of the dis- 
trict court and the settlement act was declared by the state 
court of chancery to be unconstitutional under the state con- 
stitution. The petitioners asked the Supreme Court to de- 
cide, among other things, whether the appeals court erred 
in reversing the orders of the court below “in the face of 
the established doctrine in local New Jersey law that a 
statute, though later declared unconstitutional, will support 
rights acquired in good faith under it.” 


NEGRO DISCRIMINATION CASE 


The Cook County, Ill., Bar Association, composed of Ne- 
groes, has adopted a resolution in opposition to the Commis- 
sion’s decision in December in No. 28898, Clarence Brown et al. 
vs. Atlantic Coast Line Railroad, in which division 3 dismissed 
the complaint, filed on behalf of 18 Negroes traveling from 
Tampa, Fla., to New York, alleging that the railroad had been 
unreasonably or unduly prejudicial in failing to accord certain 
dining-car service to the complainants (see Traffic World, Jan. 1, 
p. 9). The complainants had breakfast in their Pullman car, 
luncheon in the train’s diner after white passengers had been 
served, and were not able to obtain an evening meal on the 
train. The complainants took the position that separation of 
the two races was in violation of section 3 of the act, which they 
said, provided for equality of treatment for all persons paying 
like fares. The railroad’s contention that such separation pre- 
sented no violation of the section was upheld. 

The resolution says that there can be no equal accommoda- 
tion in interstate travel where separateness or segregation is 
based on race or color. It sets out that the complainants were 
Negro seamen who “are asked to fight and die” and that ‘“‘sim- 
ple justice” demands that at least they “get rights to equal 
protection of the laws of interstate travel which comes within 
the purview of the United States government.” Copies of the 
resolution have been sent to President Roosevelt, members of 
the Commission, and Illinois members of Congress. 

Henry C. Ferguson, president, has appointed a committee, 
headed by Richard E. Westbrooks, to study the matter and 
make recommendations for action toward obtaining a reversal 
of the decision. 


AIR SAFETY RECORD 


The sixteen domestic airlines had established a safety 
record of scheduled operations for the calendar year 1943 un- 
equaled in any year since 1939, said the Civil Aeronautics 
Board this week. It said that the lines flew approximately 
1,650,000,000 passenger-miles and suffered only two fatal acci- 
dents with 23 passenger fatalities in that time. This averaged 
approximately 1.4 passenger fatality for every 100,000,000 pas- 
senger-miles flown, it added. 

Although passenger fatalities in 1939 averaged approxi- 
mately 1.2 passenger for every 100,000,000 passenger-miles 
flown, said the board, about 900,000,000 more passenger-miles 
were flown in 1943 ‘“‘which made the present record even more 
outstanding.” 

The board pointed out that the 1943 safety record set by 
the domestic airlines was accomplished with approximately 
one-half of their prewar flight equipment. By increasing plane 
utilization to meet increased wartime demand for air trans- 
portation the mileage flown increased from approximately 1,100 
miles a day a plane at the time of Pearl Harbor, the board 
said, to nearly 1,750 miles by the end of 1943. 


PAN AMERICAN SERVICE ADDITIONS 

Panair do Brazil, affiliate of Pan American World Air- 
ways, is scheduled to begin daily air service between Rio de 
Janeiro and Belem, at the mouth of the Amazon, January 15. 
New schedules will increase round trip flights over the one-day 
route between those points from one to two a week, and will 
add two weekly round trips to the former three via the coastal 
route, touching at Fortaleza. 

Pan American has also announced that it will soon begin 
service over the first lighted airway between the United States 
and Guatemala, via Mexico City. Installation of lighting equip- 
ment on the route is nearing completion, it says. 
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Air Transport and Trade Zones 


In the air-ocean of the future, trade centers would be as 
much ports of the world trade lanes as sea ports were now, 
and it was neither visionary nor impractical to foresee the 
day when ice-free harbors would no longer be the exclusive 
lifeline of a nation’s overseas commerce, said Thomas E. Lyons, 
executive secretary of the Foreign-Trade Zones Board, Depart- 
ment of Commerce, in an address before a joint meeting of 
the Miami Propeller Club and the Greater Miami Port Author- 
ity at Miami, Fla., January 13. 

“The airplane Knows no boundaries, being able to traverse 
sea, desert, and mountain without interruption,” said he. “Bad 
weather, as the only obstacle, is rapidly being overcome. Thus, 
the port of tomorrow can just as easily be located 1,000 or 
2,000 miles inland depending upon the industry and the economic 
importance of the region surrounding it. 

“While this conclusion appears paradoxical and even vision- 
ary, it has the support of many harbor officials. The American 
Association of Port Authorities meeting in New Orleans in 
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October, after discussing the desirability of closer relations 
with inland airport operators, decided to hold the question 
under active consideration. It is expected that affirmative 
action will be taken at the next meeting. Today we have 
49 airports (37 permanent and 12 temporary) of entry desig- 
nated by the Treasury Department. Some of these airports of 
entry while in border states are a considerable distance inland 
from the sea and frontier. 

“Undoubtedly, the development of air cargo will make 
inland points important foreign trade centers. Cities and 
towns such as Chicago, Cincinnati, Detroit, Wichita, St. Louis, 
and Fairbanks, Alaska, can become foreign trade centers as 
vital as seaports today.” 

The future and potentialities of air. transport had been 
immeasurably advanced by war, continued Mr. Lyons, point- 
ing out that until 1939 only 11 out of 88 attempts to cross the 
Atlantic had succeeded. Since January 1, 1943, said he, Amer- 
ican transport planes had maintained an average of 500 trans- 
Atlantic flights a week. Land-fall to land-fall time for such 
flights had been reduced to just over six hours, said he. 

Even on the basis of present achievements, he continued, 
it was poss‘ble to think of all of Europe, all of Africa, all of 
North and South America, and parts of Asia, as being within 
24 hovrs flying distance of the United States. He made the 
point that not only did the airplane travel faster but it also 
traveled the shortest distance between two points on the earth’s 
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surface. Thus, the sea route distance from Seattle to Calcutta 
was 12,000 miles and the air distance only 7,225 miles. From 
Chicago to Murmansk the surface distance was 6,150 as against 
3,500 miles by air. In terms of elapsed time, the difference was 
even more striking, said he. A cargo plane could make 25 trips 
while a freighter was making one, said he. 

Air cargo would open up new markets and “in integrated 
transportation systems these new commodities and goods for 
these new markets will move on and benefit all types of car- 
riers,” said he. Moreover, he said, air cargo would create new 
articles of commerce. 


Large Cargo Planes 


“Too often we have considered the airplane merely as a 
unit capable of carrying a small group of passengers and a few 
hundred pounds of mail and express,” said he, adding: 


But cargo planes now rolling off the production lines for military 
purposes and the commercial planes planned for the post-war era are 
a different story. For example, one of the largest railroads owns 80,000 
freight cars. On the basis of actual ton-miles carried in a recent year, 
only 1,150 airplanes of a type being built today could carry an equiva- 
lent amount of freight in one year. 

Present air cargo rates are between 80 and 90 cents a ton-mile, 
several times rail express rates, which are next above those of less 
than carload freight. Despite this, and in the face of the most modern, 
efficient, diversified, and economical surface-transportation system in 
the world, U. S. airlines are approaching the carriage of 15 million 
ton-miles of air cargo a year. What will happen when air cargo rates 
are halved and halved again? Consider the value of time and speed in 
transportation. Think of the savings for business when the speed of 
air transportation has reduced the necessity for large stock inventories 
of expensive merchandise. 

While there are few articles of commerce which have not at some 
time or some place been moved by air, it would be foolish to think that 
even in the distant future the airplane will displace the world’s rail- 
ways, trucks, water carriers and pipelines in the carriage of freight. 
Even though speed is often an important factor, in the case of many 
commodities the flow of supply can be adjusted so as to offset such 
an advantage. 

Although air cargo rates, and passenger rates too, will in time be 
substantially reduced, relative cost factors will favor surface forms of 
transport. While we cannot now visualize air commerce depriving 
surface carriers of any large proportion of foreign and domestic com- 
merce, we nevertheless can expect substantial increases in the carriage 
of high value goods and passengers by air. 

Unquestionably air cargo has a future. That future should be 
planned. We must begin planning today, doing those things necessary 
to facilitate the handling of world air commerce. Already new air 
centers are beginning to emerge; Wichita, Chicago, Fairbanks, New 
York, Minneapolis, Dallas and Miami are examples. These cities have 
a variety of natural advantages, but because of legal formalities neces- 
sary for conducting foreign trade, such naturally favored municipalities 
should begin considering their future as possible foreign trade centers. 
Moreover, as the New York Port Authority recently warned, it is urgent 
today that established trade centers guard against complacency. All 
such centers must do everything possible to facilitate the handling of 
foreign trade. 


Trade Zones and Warehouses 


Among the legal formalities, compliance with which is necessary 
in carrying on foreign trade in the United States, are the customs 
regulations. Much of the goods, which will figure in international air 
cargo in the future, will either not be ready for or intended to enter 
domestic distribution channels. Foreign Trade Zones and Customs 
Bonded Warehouses are both designed to facilitate foreign commerce 
in these two categories of goods. 

The basic difference between these two facilities is that Foreign- 
Trade Zones are segregated terminal areas designed to minimize for- 
malities and expense incident to the landing and holding of foreign 
merchandise while, ordinarily, only a section of a commercial ware- 
house is set aside for customs bonded purposes. Further, foreign goods 
may remain indefinitely in a Foreign Trade Zone but when brought 
into customs territory such goods are subject to all tariff laws affecting 
imports. Foreign merchandise in a Foreign Trade Zone is not under 
customs control and occupies the same status as if it were still outside 
the territory of the United States. 


Bonded warehouses operate under the tariff laws which define their 
functions and place their administration directly under customs authori- 
ties. Only foreign dutiable merchandise that has been entered for 
warehousing can be stored in a bonded warehouse, where it may remain 
only for a period of three years after which the duties must be paid or 
the goods reexported. 

Further, under the laws and customs regulations governing the 
bonded warehouse system, importers and prospective buyers are per- 
mitted to examine, sample and, for safety or preservation only, repack 
or transfer merchandise in a bonded warehouse. The examination and 
sampling must be done under the supervision of the storekeeper, and 
after an application on Customs Form 3499 has been approved by the 
collector. Samples may be taken out of bonded warehouse after making 
an entry at the customhouse and upon the payment of proper duties. 
On certain commodities such as liquors, samples may be taken out and 
appropriate duties collected when the remainder of the package or lot 
is later withdrawn. Examination and sampling are restricted to reg- 
ular working hours. 

On the other hand, under the foreign trade zone system an importer 
may take a prospective customer or group of customers into the zone 
for examination and inspection of his merchandise at any time without 
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the supervision of a storekeeper. The importer may even arrange an 
auction of his wares at the zone, as illustrated by the auctions held 
at the Tobacco Frascati at the New York Zone. Bona fide customers, 
upon proper identification, may enter the zone unaccompanied and be 
directed to the importer’s place of business provided someone is there 
- to receive them. Examination and sampling of merchandise in a 
foreign-trade zone is done under the freedom of customary trade prac- 
tices such as the Tobacco Frascati’s specially lighted rooms for the 
sampling and inspe@tion of East Indian tobacco. 

How can these privileges available in a foreign-trade zone be of 
aid to commerce in air cargo? 


Fur Trade Possibilities 


A glance at the accompanying map immediately suggests the com- 
mercial potentialities of the far northern centers. And while it is to 
be hope that established commercial centers will not be too adversely 
affected, the possibility of shifts must not be ignored, nor should the 
loss of important commercial enterprise to other countries, for want 
of vision and understanding on the part of established interests, be 
permitted. For example, with the development of air cargo it is quite 
possible that the world fur trade will shift or be forced to migrate 
from its presently established centers to other points or a single more 
geographically favored market. While established interests in the United 
States might reasonably try, through offering necessary facilities, to 
attract this world trade, they should understand that, even for those 
interests themselves, a shift to a United States center such as Nome 
or Fairbanks, Alaska, would be vastly preferable to the location of the 
trade at an equally favored foreign center. 

And this very example is by no means fantastic. Consider the fact 
that not only most of the present fur producing areas of the world but 
also vast, heretofore untouched areas have no established surface car- 
riers. Until today this merchandise reached established carriers and the 
world markets only by way of the most primitive forms of transport— 
the dog-sledge and the human pack. With the development of air cargo, 
planes will land on frozen tundras and forest-bound lakes and from 
these areas they will bring the furs to a center where without customs 
duties or excessive surcharges the pelts may be shown and where 
auctions may be held, where buyers from the world over may gather 
to examine and buy. 

Think of Fairbanks, or Nome, Alaska, as such a market with not 
only all of Alaska but all of Canada, all of continental United States, 
all of northern Asia, including Siberia, Manchuria, Tibet, etc., and all 
of northern Europe as its hinterland. Here, in a foreign-trade zone, 
the pelt of the Russian sable, the Canadian beaver or the Alaskan seal 
could be shown and auctioned; here English, Russian, German, Cana- 
dian, Argentinian, Australian, South African and American buyers, 
buyers from every consuming market of the world, could gather and 
bid, and United States customs duty would be paid only on those pelts 
purchased for United States consumption. Moreover, the planes bring- 
ing the pelts from the trappers would carry foods and manufactures to 
these potential consumers, opening new markets and opportunities for 
American enterprise. 


Another occasion where foreign-trade zones will serve international 
air transport concerns the transfer of intransit cargo from one type 
of carrier to another. For instance, from plane to ocean vessel and 
vice versa. These zones will provide customs-free areas where bulk 
cargoes can be broken, thus allowing air cargo to be repacked eco- 
nomically to withstand specific transportation hazards. 

And these are but a few among a myriad of possible examples. As 
was previously stated the determinants of the harbor of tomorrow will 
be the industry and economic importance of the region surrounding 
it. Almost dazzling as is the future of certain northernly centers, the 
prospects of many inland United States cities as air-cargo foreign-trade 
centers is incomparably brighter. 


Miami’s Future 


Miami’s place in international air transport development is secure. 
When national security permits the full story to be told, the record of 
this port’s wartime air operations will astonish us. This wartime 
record amply indicates that even greater achievement is possible in 
the peace which is to follow. 

I understand that the recently created Greater Miami Port Author- 
ity has already adopted plans for the development of Virginia Key to 
take care of its growing traffic. Whether the project be an air terminal, 
an ocean terminal, a foreign-trade zone, or all combined, may I take the 
liberty of suggesting that the Miami Port Authority and the Miami 
Propeller Club ever keep in mind the motto of Daniel Hudson Burnham: 

‘‘Make no little plans; they have no magic to stir men’s blood and 
probably themselves will not be realized. Make big plans; aim high 
in hope and work, remembering that a noble, logical diagram once 
recorded will never die, but long after we are gone will be a living 
thing, asserting itself with ever-growing insistency. Remember that 
our sons and grandsons are going to do things that would stagger us.”’ 


U. S.-BUILT AIRPORTS IN CANADA 


Representative Hagen, of Minnesota, has introduced H. R. 
3906, requesting the President to invite the Canadian govern- 
ment to join in formation of an international commission, to 
be known as the Joint Airports and Highways Holding and 
Management Commission, for investigation and determination 
of the vested interests of both countries in the airports and 
highways built in Canada by the United States in the course 
of the present war. The commission, under terms of the bill, 
would provide for “the joint holding, management, operation, 
and regulation of such airports and highways to the best inter- 
ests of both countries during and after the war.” 





TRAFFIC WORLD 


Aviation Expansion Outlook 


“The role of air transport in the transportation of cargo 
is not going to be restricted to the carriage of so-called luxury 
cargo of very high value or emergency traffic,” said George C. 
Neal, general counsel of the Civil Aeronautics Board, in an 
address January 12 at Boston, Mass. before the Aviation Com- 
mittee of the New England Council. 

“This would be a much too limited view of the long-range 
advantages of air service and the possibility of lower charges,” 
he continued, adding, in part: 


The same sort of thing was said a hunderd years ago about the 
freight carrying possibilities of the railroads and, in fact, it was not 
until 1851 that the freight revenues of the railroads became larger than 
their passenger revenues. One of the largest railroads of the country 
has a staff report on air cargo in which it is stated ‘‘adding up these 
figures of potential high-grade freight tonnage, the total volume of 
merchandise suitable for air cargo freight movement which has not 
yet been tapped runs to 20 million tons yearly. Of course, a substantial 
amount of this tonnage might never be diverted to air movement; 
nevertheless, the potential extent to which air competition can invade 
this mass tonnage of higher-grade traffic should not be minimized.” 
While the cargo carried by other forms of transportation will furnish 
a source of business for air cargo, here again air service will itself 
develop new traffic. Of course, there are a number of special problems 
peculiar to the cargo phases of air transport which must not be over- 
looked in contemplating its handling large volumes of cargo. For 
example, effective provision will have to be made for air cargo terminal 
facilities on a scope which does not now exist. The fact that the air- 
lines have carried as much cargo as they have indicates that speed 
has very tangible values. The speed of air and surface freight facilities 
stand in sharper contrast than do air and surface passenger services. 
It still takes about three days for less-than-carload shipments of freight 
to go from New York to Chicago by rail and about eight or nine days 
to go from New York to San Francisco. Rail express times for these 
movements are 18 hours and 84 hours, respectively. These are to be 
compared with air cargo times of five or six hours and approximately 
20 hours. 


Cost Factor Discussed 


These last few points illustrate why I:said that consideration of the 
soundness of proposed new services can not be along too conventional 
lines. New developments in aircraft and operating techniques will 
require revision from time to time of opinion as to air transport’s 
fields of utility. The greatest advantage it has to sell is time and new 
developments can be expected to widen the range within which it can 
offer that advantage. However, everyone has some limit on the amount 
of premium he is willing to pay for speed. Any consideration of the 
place of air transport in the transportation picture of the future must 
take into account the prospective cost of air service. 

The average air passenger fare has consistently decreased since 
1926. In 1926 the average domestic passenger revenue per revenue 
passenger mile was 12c; it is now around 5c. Fares are thus generally 
above first-class rail plus Pullman charges of around 3%c and rail 
coach fares of 2c. The rates of the buses which will furnish air 
transport much of its competition for local traffic are still lower. 
However, air transport costs per passenger seat-mile operated were 
around 3c for a number of carriers at pre-war levels. This is slightly 
below present first-class rail plus Pullman fares but it is still consid- 
erably above the cost to the railroads of furnishing their service. 

It has been estimated that the minimum practical level of fares for 
the DC-3 plane for self-support and a reasonable profit is around 4.8c 
per mile at a 65 per cent load factor, which roughly represents the 
maximum average load factor that can consistently be maintained. 
It is of interest to note, however, that with a type plane which was 
designed ten years ago passenger costs are now at a level within the 
range of railroad Pullman fares. Levels of passenger fares will come 
down as the efficiency of aircraft increases and operating techniques 
improve. Because of the character of first-class rail traffic and the 
higher charge made for it, it can be expected that a substantial amount 
of it can be secured by air transport. On the other hand, there un- 
doubtedly is considerable room for economy of cost in rail passenger 
service and it can be expected that the railroads will make extensive 
improvements in the quality of their services. 


Local Service Costs 


Air transport operating costs present a special problem in the field 
of local service. While the proposals now before the board generally 
contemplate the use of smaller aircraft than are used on trunk-line 
operations, this is not necessarily an assurance of lower unit operating 
costs.. Past experience has been that higher costs per passenger seat- 
mile operated are experienced with the smaller capacity equipment. 
In the board’s hearings on local feeder services the engineers of the 
Douglas Aircraft Company presented a study along this line showing 
that on a cost per seat-mile basis a prospective 24-passenger plane was 
more economical than a 12- or 6-passenger plane, and that the unit 
costs for the 6-passenger plane involved were approximately twice that 
of the present DC-3 transport. Where the local route does not produce 
sufficient traffic to fill larger equipment to a profitable level and justify 
the use of it, the operator may find that his cost problem is not solved 
by small aircraft. To this there must be added the additional cost 
factor in connection with local services that costs tend to increase with 
increasing frequency of stops. If substantial inroads on the local mar- 
ket. are to be made by air service it will require special effort. Cost 
control will be particularly important in local air service, since the time 
advantage of air service is less significant in relation to competitive 
surface transportation. However, it seems safe to assume that sub- 
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stantial economies in cost under present levels will be possible through 
improvement in operating techniques and the elimination of special 
service features and engineering requirements. 

Air express rates are now around 70 cents per ton-mile. This com- 
pares with average rail express rates of 11 cents per ton-mile, and rail 
freight rates ranging from less than a cent per ton-mile to about 6 
cents for some less-than-carload freight. Air cargo rates will come down 
drastically in the future. Present air transport overall ton-mile costs 
are around 35 to 40 cents. Therefore, even now, costs would permit 
substantially lower cargo rates. Most of the discussion I have heard on 
the subject concedes that costs may be reduced to 10 cents per ton- 
mile in the reasonably near future. However, this is still many times 


the cost of surface transportation which measures its ton-mile costs 
in mills. 


Air Transport Regulation 


Representative Bulwinkle, of North Carolina, chairman of 
the aviation subcommittee of the House committee on inter- 
state and foreign commerce, has issued a statement in which 
he brands as “untrue” 32 allegations against H. R. 3420, the 
Lea civil aviation bill (see Traffic World, January 8, p. 83). 

He charged that “certain groups and individuals” had 
attempted to spread misinformation over the United States in 
opposition to the bill, adding that he did not “at this time” 
care to state who composed this opposition. 

He labeled as “untrue” allegations that the Lea bill would: 

Grant a monopoly of air transportation to existing air- 
lines; foster a government monopoly of air transportation; 
completely destroy states’ rights in the civil aviation field and 
that states could not even regulate private flying; set up a 
new declaration of national sovereignty involving a violation 
of states’ rights; declare that the United States possessed the 
air space; strike a blow at state gas taxes; prevent states and 
municipalities from enacting and enforcing their own zoning 
laws; give a federal agency “the exclusive right” to locate 
airports and to fix the terms and conditions under which they 
might be established; give the federal government the power 
to regulate the administration of all airports; define the term 
“airport” so as to make applicable thereto federal regulations; 
authorize the administrator of civil aeronautics to grant ex- 
clusive rights to the use of airports and similar facilities; give 
the administrator power to condemn and acquire any airport 
without notice; require the closing of many landing areas 
satisfactory for small aircraft, because of the zoning provi- 
sions; enable the administrator to close an airport without a 
hearing if zoning standards had not been complied with; per- 
mit the Civil Aeronautics Commission to regulate surface car- 
riers with respect to a continuous air-surface shipment or trip; 
set a precedent supporting exclusive federal regulation of mo- 
tor and rail transportation; create a new commission resulting 
in undesirable confusion in setting up a new agency in the 
war period; require a federal license for every mechanic and 
for every person employed by a manufacturer; impose regula- 
tion on aircraft service in repair stations; make the federal 
safety regulation for air navigation more complicated and that 
personal private aircraft could not be flown if bill passed; 
add additional regulation to the manufacture of aircraft; im- 
pose burdensome regulation on the contract carrier by air; 
give power to regulate hours of work for employes of contract 
carriers by air in a manner going beyond provisions of fair 
labor standards act; require federal certificates for fixed-base 
sight-seeing flights; permit common carrier to engage in char- 
ter service without being regulated, but regulate contract car- 
riers; give federal government power to engage in aeronautical 
training activities in competition with private enterprise; be 
unfairto returning soldiers by continuing in effect the civilian 
pilot training law; provide for training pilots for the airlines 
at public expense; provide for federal regulation of aviation 
insurance and put the government in the insurance business; 
provide for no adequate court review, and empower a federal 
agency to prohibit all intra-state flying activities. 

Mr. Bulwinkle said that H. R. 3420 was a carefully pre- 
pared measure bringing up to date the civil aeronautics act of 
1938 and looking to the continued progress of civil aviation for 
the future. 

Taking issue with contentions in the House interstate and 
foreign commerce committee minority report on H. R. 3420 
that the bill would foster monopoly in air transportation on 
the part of the four largest carriers, Representative O’Hara, 
of Minnesota, in a statement inserted by him in the Congres- 
sional Record, said that the alleged air transport monopoly was 
“not as acute as the monopoly conditions in rail and bus trans- 
portation, where state jurisdiction has always existed, as the 
minority would have it for the air.” The minority report was 
signed by nine members of the committee (see Traffic World, 
October 23, p. 1018). 

_ Leaving the civil aeronautics act limited to the strictly 
Interstate business would not lessen the monopoly, Mr. O’Hara 
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averred. He referred to the contention by the minority, de- 
scribed by him as inaccurate, that four air carriers had 81 per 
cent of the nation’s domestic air transport business. He said 
it was true that four companies, 25 per cent of the total, re- 
ceived 78.1 per cent of the total domestic revenue, based on 
the 12 months ended July 31, 1943. 

There was a greater concentration of control of rail and 
bus business than in the case of domestic air transport, though 
there had always been state regulation of rail and bus trans- 
portation, he said. He claimed that 31 railroads, out of a total 
of 124 Class I roads, received 81 per cent of the revenue in the 
first nine months of 1943 and operated 74 per cent of the 
mileage, that that the first six railroads, 4.8 per cent of the 
total, received 39.4 per cent of the revenue. He said that 21 
railroads, about 15 per cent of the total, received 80 per cent 
of the total passenger revenue. Of the Class I motor bus lines, 
he said, the 35 largest carriers, representing 25 per cent of the 
total, in 1942 received 80.1 per cent of the total passenger rev- 
enue for all such carriers. 


In testimony before the House merchant marine committee 
January 13, Chairman Land, of the Maritime Commission, ad- 
vocated enactment of legislation to permit steamship companies 
to enter the air transport field. He said that in many foreign 
countries the trans-oceanic airlines and steamship companies 
had been combined “even before the war’ and that there would 
be further combinations of that kind “so that these countries 
will obtain advantages of such integrated operations,” he said. 
He added that it was “natural and logical’ to coordinate these 
forms of trans-oceanic transportation. 


MORGANTOWN AIR SERVICE 


Examiner Barron Fredricks, of the Civil Aeronautics Board, 
has recommended in No. 966, Transcontinental & Western Air, 
Inc., Service to Morgantown, that the carrier’s certificate for 
route No. 61 be amended to include Morgantown, W. Va., as 
an intermediate point between Wheeling, W. Va., and Wash- 
ington, D. C. 


Air Certificate Applications 


Extensive air service between cities in several southern, 
states is proposed in two of the new applications for certifi- 
cates filed with the Civil Aeronautics Board. Continued in- 
terest of motor carriers in obtaining authority for transpor- 
tation of general commodities by air was in evidence in the 
additional applications filed, including the following: 


No. 1269, Seaboard Airways, Inc., New York, N. Y.; scheduled 

transportation of mail, persons, express and freight over four proposed 
routes between Miami, Fla., on the one hand, and Chicago, Ill., and 
Detroit, Mich., on the other, with service to various intermediate 
points. 
No. 1270, John W. Healzer, dba Healzer Cartage Co., Hutchinson, 
Kan.; charter service in transportation of general commodities over 
routes having as their termini the following cities: Milwaukee, Wis.; 
Dodge City, Hutchinson and Wichita, Kan.; St. Louis, Mo.-East St. 
Louis, Ill.; Chicago, Ill., and Kansas City, Mo.-Kan., with service to 
many intermediate points. The applicant also proposes service between 
all points in the United States and points in all foreign countries, by 
interchange with air freight lines serving such countries, through the 
following gateways: Boston, New York, Chicago, Milwaukee, Portland 
(Ore.), Seattle, San Francisco, Los Angeles, San Diego, El Paso, Del 
Rio (Tex.), and Brownsville (Tex.). 

No. 1271, Southern Airways, Inc., Birmingham, Ala.; scheduled 
transportation of mail, passengers and property over routes between 
Nashville, Tenn., and New Orleans, La.; between Memphis, Tenn., on 
the one hand, and Columbia, S. C., Wilmington, N. C., and Jackson, 
Miss., on the other; between Jackson, Miss., on the one hand, and 
Charlotte, N..C., and Raleigh-Durham, N. C., on the other; and be- 
tween other termini as follows: New Orleans and Birmingham (Ala.); 
Pensacola (Fla.), and Atlanta; Mobile and Jacksonville; Nashville and 
Savannah; Birmingham and Jacksonville; St. Petersburg and Asheville- 
Hendersonville (N. C.); Savannah and Greensboro-High Point (N. C.); 
Asheville-Hendersonville and Wilmington (N. C.), and Miami and 
Atlanta. - 

No. 1272, Midwest Airways, Inc., Cudahy, Wis.; feeder air service 
in transportation of mail, passengers, express and other property over 
a circle route beginning and ending in Milwaukee, Wis., with stops at 
pee du Lac, Oshkosh, Green Bay and other specified points in Wis- 
consin. 

No. 1273, Maxwell Elmer McCornock, Iron River, Mich.; scheduled 
transportation of mail, passengers and property over routes in Wiscon- 
sin, Michigan and Minnesota having as their termini Milwaukee, Wis., 
Duluth, Minn., and Sault Sainte Marie and Iron River, Mich., including 
service to specified intermediate points. 


_ Royal Dutch Airlines (KLM) and the Royal Netherlands 
Airways have asked the C. A. B. for foreign air permits 
authorizing transportation of persons, property and mail be- 
tween Amsterdam, Netherlands, and New York City, between 
Batavia, Java (Netherlands East Indies) and San Francisco, 
between Batavia and Manila (Philippine Islands), and be- 
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tween Batavia and Tokio, Japan, via Hongkong, Shanghai 
and other points. The application is docketed as No. 1277. 

In No. 1276, Colonial Airlines, Inc., has asked for a cer- 
tificate authorizing transportation of persons, property and 
mail between Miami, Fla., on the one hand, and Detroit, 
Mich., Washington, D. C., and Chicago, Ill., on the other, with 
service to principal cities at intermediate points on the pro- 
posed routes. 


AIRCRAFT PRODUCTION 

Chairman Nelson, of the War Production Board, has re- 
leased the following report from the Aircraft Product'on Board, 
the agency set up by W. P. B. to direct and coordinate the 
aircraft program. 

The Aircraft Production Board, through its chairman, Charles E. 
Wilson, has released the official announcement of December aircraft 
production. He stated that notwithstanding the lag in deliveries of 
airplanes over the Christmas holiday, the production of heavy four- 
engine bombers exceeded the schedule, while the combined delivery of 
all types reached 8,802 airplanes, or 95 per cent of the schedule. 

This represents an average production of 339 airplanes for each 
working day in December, which continues the upward production trend 
of the past year, particularly in terms of airplane weight delivered. 

During 1943, the United States aircraft industry produced 85,946 
airplanes of all types, compared with a total output of 47,873 airplanes 
in 1942. Concurrent with this 80 per cent increase of production in 
numbers, the proportion of heavy combat types produced rose to the 
extent that aircraft production by weight increased 127 per cent, from 
37 million pounds monthly at the start of 1943 to 84 million pounds in 
December, 

The trend of aircraft production during 1944 will be toward a re- 
duction of trainer and certain other types, and an increase in the ur- 
gently needed combat types. Thus, with the increased production of 
the heavier bombers of the B-29 type, and the introduction of other 
new and high performance types, there will be a general leveling off 
of production in numbers, but the production of aircraft by weight will 
eontinue on the uptrend. 


* 2 es P ca * x 
Discrimination in R. R. Employment 

Every case of discrimination against Negroes in railroad 
employment was susceptible of solution, but not unless the 
railroad unions “generously” decided to give the Negro “the 
same industrial justice which has buttressed the organized 
strength of their unions and afforded their members individual 
security,” said Malcolm Ross, chairman of the President’s Com- 
mittee on Fair Employment Practice, in address January 8 
before the Chicago Civil Liberties Committee, in Chicago. 

Mr. Ross made that assertion in the course of a discussion 
of the action taken by his committee and by the President on 
charges that 16 southern railroads and seven rail employe 
unions had violated the President’s executive order against 
racial discrimination in war industries (see Traffic World, Jan. 
1, p. 18, and Jan. 8). 

He contended that it could not be said that the country 
was now “scraping the bottom of the barrel” for the additional 
war industry workers needed, so long as prejudice and custom 
raised barriers to “the millions of minority group Americans 
who comprise our largest pool of under-utilized labor.” 
Without barriers, he said, Negroes might be expected to add 
to the nation’s working forces roughly 10 per cent—‘“the ratio 
which Negroes bear to total population.” He said they were 
still below that figure in war industry employment. 

On the question of discrimination against Negro workers 
on railroads, he said: 

The President’s Committee on Fair Employment Practice was born 
of historical anachronisms and presently works within that framework. 
I cite the fact that no railroads north of the Mason-Dixon line were 
charged before the committee with discrimination against Negro fire- 
men, for the simple reason that there are no Negro firemen on northern 
railroads. But on 16 southern roads and terminals where Negroes have 
been firemen for half a century, there were charges, which the com- 
mittee received, investigated, held hearings upon, and on evidence 
concluded that discrimination does in fact exist. 

Is it fair for the F. E. P. C. to order the southern railroads to 
remedy this discrimination, while northern carriers, who never hired 
a Negro fireman, remain in that respect exempt? I declare my belief 
that it is fair. In the long span of history we are at this point of 
here and now. The past has handed up certain problems which present 
events bid us handle, here and now. We may not, we cannot, remove 
every wrong which the centuries have left as harsh legacy. We shall 
and will advance the cause of democracy one peg. 

The committee’s railroad case has been certified to the President 
of the United States. It was with misgivings that the F. E. P. C. bur- 
dened those hands, in which lie so many issues, with this additional 
one. I have then all the more fervent hope that the three eminently 
qualified citizens, Justice Stacy, Mayor Lausche and Judge Holly, whom 
the President has appointed as his persona! representatives in the rail- 
road case, will find ways by which discrimination against Negro workers 
on railroads may be removed. It is not in my opinion too much to 
ask the railroads, who in every other respect are doing a magnificent 
wartime job, to put an end to the retrogression which Negro workmen 
have suffered ever since the last world war. 


McAdoo and the Negroes 


Let me call to your minds that Secretary McAdoo, placed in charge 
of American railroads under 1918 government wartime operation, for 
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the first time put Negro firemen, trainmen and switchmen on the same 
wage level as white railroad workers. Further, Secretary McAdoo based 
promotion on ability, merit and seniority and decreed that discrimina- 
tion based solely on color must be eliminated. Colored firemen, train- 
men, switchmen and brakemen were offered equal status with white 
employees. This was described as ‘‘an act of simple justice.’’ Per- 
haps a 1918 need for Negro railroadmen helped swing the scales of 
justice, but no matter. It in no ways offended Southern mores. Negro 
firemen were traditional in the South. To keep up steam in a large 
locomotive boiler requires shoveling from four to eight thousand 
pounds per hour in blistering heat. It was traditional Negro work. 
But when it became easier, when automatic stokers and diesel-powered 
locomotives appeared, it became work which white firemen found 
increasingly attractive. From 1920.0n, by single roads and systems, 
and finally in 1941 through the Southeastern Carriers’ Conference Agree- 
ment, there developed a series of limitations on the numbers and 
privileges of firemen of the Negro race. But it was not, and is not, a 
racial issue. White Southern engineers have for decades had decent 
working relationships with Negro firemen. The prime issue is in 
reality economic, born of the desire of one group to displace another 
from attractive jobs. 

Discrimination against Negro firemen was charged, found by the 
F. E. P. C. to be true, and correction ordered. 

There were other findings in the F. E. P. C. railroad cases, in- 
cluding discrimination against Negro shop craftsmen, dining car waiters 
and trainmen. I am convinced that every case is susceptible of solution, 
but not unless the railroad unions, conscious that from 1888 onwards 
they have been the object of Congressional protection against discrimi- 
nation because of union activity, will generously decide to give the 
Negro the same industrial justice which has buttressed the organized 
strength of their unions and afforded their members individual security. 

One misconception I must allay. It is represented that the railroad 
directives were my personal handiwork. The committee which pre- 
pared the directives consisted of Monsignor (now Bishop) Francis J. 
Haas; Samuel Zemurray, president of the United Fruit Company; Miss 
Sara Southall of the International Harvester Company; P. B. Young, 
publisher of the Norfolk Journal and Guide; Milton P. Webster, vice- 
president of the Brotherhood of Sleeping Car Porters, A. F. of L.; 
John Brophy of the C. I. O., and Boris Shirshkin of the A. F. of L. 


PORTERS AND LABOR UNIONS 


A petition by the United Transport Service Employes of 
America for rehearing in No. 435, Brotherhood of Railway & 
Steamship Clerks, etc., vs. United Transport Service Employes 
of America, has been denied by the Supreme Court of the 
United States. The court, by a per curiam decision, had left 
in effect a determination by the National Mediation Board 
that station porters employed by the St. Paul Union Depot 
Co., of St. Paul, Minn., represented for collective bargaining 
purposes by the Brotherhood of Railway and Steamship Clerks 
though they were not eligible for full membership in that 
union because of their race, did not constitute a separate 
class or craft of employes and could not be represented by the 
U. T. S. E. of A. (see Traffic World, December 11, p. 1451). 


In its denial of the petition for rehearing, the court said 
that “Mr. Justice Rutledge is of the opinion that the petition 
for rehearing should be granted, the case restored to the docket 
and set for argument.” The U. T. S. E. of A. éontended in its 
petition that if the interpretation of the railway labor act, 
left in effect by the Supreme Court’s action, prevailed, “the 
plight of the Negro in the interstate railway labor field is hope- 
less.” It asserted that the National Mediation Board had rele- 
gated the station porters “to a voiceless minority in a craft or 
class in which they are not recognized and designated for them 
as a bargaining agent a brotherhood to which they cannot belong 
and in which they have absolutely no voice.” 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,351,014 at the middle of De- 
cember, 1943, an increase of 2.18 per cent over December, 1942, 
and a decrease of 0.93 per cent under November, 1943, accord- 
ing to a rail employment compilation based on preliminary re- 
ports, prepared by the Commission’s Bureau of Transport Eco- 
nomics and Statistics. The December, 1943, employment was 
reported as follows: 

Executives, officials, and staff assistants, 14,357; profes- 
sional, clerical and general, 223,943; maintenance of way and 
structures, 257,817; maintenance of equipment stores, 374,186; 
transportation (other than train, engine, and yard), 164,119; 
transportation (yardmasters, switch-tenders, and _hostlers), 
17,307; and transportation (train and engine service), 299,285. 


ANTI-STRIKE BILL 


Representative Smith, of Virginia, has introduced a bill in 
the House, proposing denial to any unions or union officials 
responsible for a strike, slowdown or work stoppage of the right 
further to represent the workers involved. The bill would apply 
to work stoppage on transportation systems as well as in indus- 
trial plants, mines and other facilities vital to the war effort. 
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January 15, 1944 


U. S. Rail Operation and Wages 


On the condition that the Brotherhood of Locomotive Fire- 
men and Enginemen, the Order of Railway Conductors and the 
Switchmen’s Union of North America first definitely cancel 
their strike orders, President Roosevelt has asked the Secretary 
of War to modify the War Department’s order freezing rail- 
road wages as of 7 P. M., December 27, so as to permit payment 
to the members of those brotherhoods the same increases in 
pay now being paid the members of the Brotherhood of Loco- 
motive Engineers and of the Brotherhood of Railroad Train- 
men, when the former three brotherhoods have signed agree- 
ments embodying the terms of his arbitration award to the two 
latter brotherhoods. 

The White House, late January 8, issued the text of a letter 
the President had sent under that date to Secretary of War 
Stimson, and the text of the letter J. J. Pelley, president, Asso- 
ciation of American Railroads; M. W. Clement, president of 
the Pennsylvania Railroad; Alvanley Johnston, grand chief of 
the Brotherhood of Locomotive Engineers, and A. F. Whitney, 
president of the Brotherhood of Railroad Trainmen, had sent 
to Major General Gross recommending that the firemen, con- 
ductors and switchmen get the same award as the engineers 
and trainmen had received (see Traffic World, January 8). 

The President’s letter to Secretary Stimson follows: 


On December 27, 1943, when you took charge of the railroads you 
announced that wages would be frozen as of that date. 

Prior to the signing of the executive order directing you to take 
over the railroads I had signed an arbitration award granting an in- 
crease to the engineers and trainmen, whose representatives, Messrs. 
A. F. Whitney and A. Johnston, had in advance agreed with the repre- 
sentatives of the carriers to abide by the decision. As the award was 
made effective immediately, these employes are entitled to the in- 
creased compensation while the railroads are controlled by the gov- 
ernment. 

I have received a copy of a letter to Major General Gross, the 
Chief of Transportation, signed by Mr. Johnston representing the 
Brotherhood of Locomotive Engineers, and Mr. Whitney, representing 
the Brotherhood of Railroad Trainmen, Mr. Pelley, president of the 
Association of American Railroads and M. W. Clement, technical 
advisor of the War Department, which is hereto attached. 

In view of this recommendation and particularly the recommenda- 
tion of Mr. Whitney and Mr. Johnston, representing the engineers and 
the trainmen, I ask that if and when you are advised that the firemen, 
conductors and switchmen have signed an agreement on the same terms 
and conditions as the engineers and trainmen that you modify your 
order of December 27 so as to permit the compensation agreed upon 
to become effective as of the same date, December 27, 1943. 

Representatives of one or more of the brotherhoods are quoted 
in the press as stating that the order to strike on December 30 has 
not been cancelled but only postponed and that it will not be can- 
celled until a contract has been signed. My request of you is condi- 
tioned upon your first satisfying yourself that the strike order has 
been definitely cancelled. I would not request any agency of the gov- 
ernment in charge of property seized because of a threatened strike 
to agree to pay increased compensation to persons who are either on 
strike or who have merely postponed the date for a strike. 


The text of letter to General Gross to which the President 
referred follows: 


Mr. Pelley (president, Association of American Railroads), Mr. 
Johnston and Mr. Whitney (labor consultants, War Department) and 
Mr. Clement (technical adviser) have consulted and reviewed the situa- 
tion as to the settlement with the firemen, the conductors and the 
switchmen. 

We are agreed, first, that the settlement should be made, and after 
thoroughly reviewing the whole situation, it is our recommendation 
that in settling with these men, they should be settled on the same 
terms ‘and conditions and effective the same date as was made with 
the engineers and the trainmen. 

We insistently recommend that the settlement be made retroactive 
to the same date, so that there will be no ill feeling left among the 
rank of the men on the railroads affected by this settlement. Treating 
all men alike is important for morale. 

It is also important, from the standpoint of efficiency of these rail- 
roads, that as these men are up and down—engineers today, firemen 
tomorrow; trainmen today, conductors tomorrow—that it would be 
advantageous to the railroads if it were effective the same date with 
the same conditions. 


We cannot urge this too strongly. 


‘“Wariness” dominated the attitude of the representatives 
of the three “holdout” railroad operating brotherhoods and of 
the fifteen railroad non-operating unions as they considered the 
railroad wage situation the latter part of the week ended Janu- 
ary 8. The three operating brotherhoods said flatly in a state- 
ment that they were justified in being wary while the non-ops 
were in the same condition with respect to whether the “recon- 
vened” Shaw special emergency board would try to change the 
4-to-10 cent award for non-ops in a determination of compen- 
sation “for or in lieu of overtime after forty hours” a week. 

D. B. Robertson, president, Brotherhood of Locomotive 
Firemen and Enginemen; H. W. Fraser, president, Order of 
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Railway Conductors; and T. C. Cashen, president, Switchmen’s 
Union of North America, in their “wariness” statement, issued 
late January 7, said: 


The committees of our organizations, called to Washington to con- 
sider all phases of the wage question, remained in session for the 
second day without arriving at a decision respecting future procedure. 

Although the strike was postponed, the wage problems which en- 
gendered it continue controversial and unsettled. Emphasis during the 
discussions by committee members today was placed upon the frustra- 
tion and confusion created by the diversion of this case by the govern- 
ment from the channels of the railway labor act and its attempted 
handling through untried and untested processes. The railway labor 
act has been heralded as a model law for the efficient handling of labor 
controversies, and contemplates the disposition of wage disputes by 
negotiation between employes and management. We have been in- 
formed by government sources that negotiation and agreement be- 
tween the carriers and the employe organizations are forceclosed, 
except that agreements now reached may establish conditions to be 
effective after termination of government control. Lt. General Brehon 
B. Somervell, in charge of railroad operation for the army, has dis- 
claimed any intention of taking any hand whatever in the determina- 
tion of our wage during government operation. There is thus appar- 
ently a complete absence of any single satisfactory authority with 
whom we can discuss the pending wage problems. At least, we have 
been unable to discover any, and none has been officially suggested 
to us. 

If the procedures of the railway labor act had been permitted to 
take their usual course, as was in prospect when the National Mediation 
Board scheduled in conference for December 20 and following, negotia- 
tions between representatives of management and labor, both em- 
powered to act in the premises, would have been presently available 
as a means of arriving at a solution. The battle we are now engaged 
in goes beyond the matter of determining railroad wages. It involves 
the fundamental principle of collective bargaining. It involves defense 
of the integrity of the railway labor act, for the enactment of which 
labor and management struggled, and which has been praised for its 
efficacy by every administration, including the present one. 

Progress in the consideration of the wage situation has likewise 
been impeded by the contradictory interpretations reaching us as 
to the effect and purpose of paragraph 5 of the wage decision made by 
the President on December 27. Presumably, only the President may 
authoritatively construe his decision, and no word of any construction 
of this ambiguous paragraph has been brought to our attention. The 
provision has been construed by some to ‘‘freeze’’ railroad wages at 
their present levels until proclamation by the President or declaration 
by the Congress of the cessation of.hostilities. Others have interpreted 
it to provide only for freezing of the 5-cent increase until official 
termination of the war. Whichever view is the correct one, ‘‘some- 
thing new has been added’’ to the railroad wage structure, and, indeed, 
to the wage picture generally. On the one hand, railroad labor would 
be asked to assent to a freezing of its wages for an indefinite and, 
what unfortunately may be, a protracted period—a proposition hereto- 
fore not even broached to other classes of workers who have been far 
more successful than railroaders in obtaining increases in rates of pay. 
On the other hand, railroad labor would be called upon to accept the 
freezing of the increase, possibly leaving the former basic wage sub- 
ject to some sort of variation—a proposition likewise unique in wage 
matters. 

We are mindful that termination of hostilities was not officially 
announced until eighteen months after fighting ceased in the first 
world war. Confronted as we are with the government’s demonstrated 
inability to prevent a rise in prices of the commodities which our 
members must purchase to live, with their already inadequate earn- 
ings, we feel justified in our wariness of any proposal which calls 
upon us to accept the fixation of wages at existing levels for an un- 
predictable period. 


Near the close of the afternoon session of the committees, a sub- 
committee of nine was appointed to consider the entire wage situation 


and to formulate a report for presentation to the entire joint committee 
upon completion. 


The carriers’ wage conference committees advised Alvanley 
Johnston, grand chief of the Brotherhood of Locomotive En- 
gineers, and A. F. Whitney, president of the Brotherhood of 
Railroad Trainmen, that the 5-cent increase awarded by the 
President in lieu of overtime and away-from-home expenses 
was included in the basic pay rate. It was explained that issue 
had arisen as to whether this increase was in the basic rate of 
pay because if it were not overtime could be computed on the 
old basic rate exclusive of the 5-cent increase, but including 
the 4-cent increase recently made effective. Under the inter- 
pretation made by the carriers the entire 9-cent increase be- 
came an increase in basic rate of pay and overtime will be 
computed on the basic rate as increased by 9 cents an hour. 


Non-Op Wariness 


The non-op leaders would appear before the Shaw board, 
scheduled to hold its first hearing January 10, only as to the 
question of pay for or in lieu of overtime, without regard to 
the 4-to-10 cent increase that they consider as a settled phase 
of their wage dispute, it was indicated. 

The White House statement announcing the President’s 
action in “reconvening” the Shaw board which made the 4-to- 
10 cent award, it was generally admitted, appeared to be clear 
that the board was to confine itself to “unsettled” overtime 
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claims of the non-ops (see Traffic World, January 8). However, 
the non-ops appeared to be suspicious about what the board 
might do under the text of the executive order creating it. 

In “whereas” clauses the order pointed out that the non- 
ops had “abandoned” their objections to the 4-to-10 cent award 
of the Shaw board, “but asserted additional claims with re- 
spect to payments “for or in lieu of overtime after forty hours 
per week, particularly in view of the wage adjustments recently 
granted to railway operating employes on account of similar 
and other claims.’ The order then pointed out that the non-ops 
had not been able to reach an agreement with respect to “such 
additional claims,’’ and the President, “Now, Therefore,” pro- 
ceeded to establish the special emergency board “to consider 
the unsettled claims for wage adjustments of the non-operat- 
ing railway employes.” 

It was pointed out in this connection that the railroads, in 
agreeing to give the non-ops a straight increase of 8 cents an 
hour, had justified their action on the ground that the non-op 
employes did not get overtime after 40 hours as employes in 
other industries did, and that this position was before the 
Shaw board when it made its 4-to-10 cent finding. Some con- 
tended that the board, therefore, would be justified in review- 


ing its prior award in coming to a decision as to overtime 
claims of the non-ops. 


Hearing Postponed 


The special emergency board headed by Elwyn R. Shaw, 
of Springfield, Ill., met at 10 a. m., January 10, in the Labor 
Department building in Washington, but postponed the hear- 
ing of testimony in the non-op wage case until 2 p. m., Janu- 
ary 13, after Frank L. Mulholland, of counsel for the 15 non- 
operating unions, advised the board that the chiefs of those 
unions had planned a conference for the morning of January 
13 and would probably be prepared to submit a statement to 
the board in the afternoon of that day. 

Mr. Mulholland was the only non-op spokesman present 
at the special board’s session, January 10, when the hearings 
pursuant to the President’s executive order made public, Janu- 
ary 5 (see Traffic World, January 8, p. 93) were to have be- 
gun. He did not appear until nearly half an hour after the 
board had opened it ssession, and at the time of his arrival 
the board members had absented themselves from the hearing 
room for a short “private” conference. The carriers were rep- 
resented by the three regional wage conferenc committees, by 
Jacob Aronson, vice president of the New York Central, ap- 
pearing for those committees, and by C. A. Miller, counsel for 
the American Short Line Railroad Association. Albert M. Har- 
tung, vice president of the Railway Express Agency, by which 
the wage increase of 4 to 10 cents approved by Stabilization 
Director Vinson was placed in effect November 19, appeared 
on behalf of that agency. J. J. Pelley, president of the Asso- 
ciation of American Railroads, also was present. 

Chairman Shaw said, after the board’s return from its 
“caucus,” that he had been advised that Donald Richberg, 
attorney and former head of the National Recovery Adminis- 
tration, who had represented the non-operating unions in the 
previous hearing before the Shaw board, was out of the city 
because. of illness or death in his immediate family. Chairman 
Shaw said the board had “discussed the matter’ and had de- 
cided that, in view of the short notice of the hearing and the 
short time since the entry of the President’s executive order 
reconvening the board, “some little time” should be granted 
to permit determination of the course of procedure and to 
enable the parties to decide what they wished to do, “if any- 
thing.” Mr. Shaw proposed adjournment until 10 a. m., Janu- 
ary 13, but, with agreement by the carriers to the request by 
Mr. Mulholland that no hearing be held in the morning of 
that day, the chairman acceded to that request. 

Other discussion at the January 10 session of the Shaw 
board related to notification of carriers independently repre- 
sented in hte hearings held by the Sharfman board, the orig- 
inal emergency board in the non-op wage case. 

Asked by a reporter whether the board would consider 
only the issue of overtime pay for the non-op employes, Chair- 
man Shaw said that he did not know. 


Agreeing to a further postponement of the hearing before 
it in the non-op wage case, in accordance with a proposal sub- 
mitted by Donald R. Richberg, counsel for the non-operating 
unions, the “reconvened” Shaw emergency board, after a short 
session the afternoon of January 13, adjourned until 2 p. m. 
the following day. 

Mr. Richberg told the board that he had consulted Mr. 
Aronson and that “both parties’”—the unions and the carriers— 
were of the opinion that a joint meeting of their representa- 
tives might result in the working out of a “shortened proce- 
dure” and might save the time of the board. He said such a 
joint meeting would be held immediately after the emergency 
board session. 

“In my discussions with the representatives of the em- 
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ployes,” said Mr. Richberg, “it appears that what we have to 
present can be put in a very condensed form. This will be aided 
materially if we have the opportunity to sit down with the 
carrier representatives.” 

Mr. Aronson said that such a meeting was “altogether ac- 
ceptable” to the carriers. Chairman Shaw said that the pro- 
posal was agreeable to the board. However, he said, the board 
must call attention to the fact that it was working under a 
time limit and did not want to lose time now if extensive hear- 
ings were to be held later on. The President’s executive order 
“reconvening” the Shaw board requested it to make its report 
not later than 30 days from the date of issuance of the order, 
January 5 (see Traffic World, Jan. 8, p. 93). 

Mr. Richberg said that “we are quite positive that exten- 
sive hearings will not be necessary under any circumstances.” 
Chairman Shaw said it was possible that the board might want 
more information than the parties might have prepared for 
presentation to it. 

Mr. Aronson suggested that the board accept, for its in- 
formation copies of a folder prepared by the carriers’ wage 
conference committees, containing ‘‘source documents” in the 
non-op wage case. The folder, he said, included the report of 
the Sharfman board, the supplementary report of that board, 
the orders by Stabilization Director Vinson, the action by 
Director Vinson on the Shaw board report of November 4, 
correspondence involving the carriers, the unions and Director 
Vinson relative to the sliding scale award, correspondence con- 
cerning that award that had been made public at the White 
House, the President’s executive order directing the Secretary 
of War to take over the railroads, and General Somervell’s 
general order No. 1. 

Mr. Richberg said he assumed the accuracy of the data 
contained in the folder and had no objection to acceptance of 
it by the board, provided that the board would hold the matter 
open for possible supplementary material by the unions. Chair- 
man Shaw said the board would receive the folder. Copies of 
it were distributed to the board members and to counsel for 
the unions. 


Secretary of War Stimson, in a press conference January 
13, was asked whether he had had any word from the three 
holdout “op” unions to the effect that they were canceling and 
not merely postponing their strike orders. Secretary Stimson 
said that that matter was not in his hands. Advised that it was 
understood the question of cancelation of the strike orders was 
dealt with in a letter the President had addressed to him, 
Secretary Stimson said he had not yet received such a letter. 

Was there any indication as to when the railroads would 
be returned to private operation and as to how army operation 
of the roads was working out, a reporter inquired. 


“I may be a good guesser on military matters,” Mr. Stim- 
son answered, “but I’m not much of a guesser on civil matters.” 

Answering a question as to his views about the value of a 
national service act from the viewpoint of, among other things, 
the maintenance of transportation, Secretary Stimson said he 
was heartily in favor of a national service act, but did not state 
his reasons for favoring such legislation. 


A reporter asked whether the War Department, in operat- 
ing the railroads, would comply with the President’s executive 
order against racial discrimination in war industries. 

“I understand,” Secretary Stimson replied, “that at the 
time we took over, this matter was, and still is, under investi- 
gation by another authority.” 


Whitney’s Answer to “Holdouts” 


President Whitney, of the trainmen, addressed a circular 
to subordinate officials of his union, answering the attack by 
the chiefs of the three “holdout” unions on the two operating 
brotherhoods that had accepted arbitration by the President 
(see Traffic World, January 8, p. 94). Whitney’s answer in- 
cluded a “Three Blind Mice” parody, as follows: 


Three blind mice— 

Hear how they talk; 

They all refuse to arbitrate, 
They’re gambling with their country’s fate 
Though the hour is certainly getting late 
For the three blind mice. 


Whitney also referred to the three “holdout” union chiefs 
as the “three musketeers,” and asked, “Were they afraid to 
trust the President?” He also quoted the following: 


God give us men; the time demands 
Strong minds, great hearts, 
True faith and willing hands. 


He said that the world always needed “real men,” but 
that “in this case the railroad transportation brotherhoods 
have been given not ‘three musketeers,’ as they call them- 
selves, but ‘three blind mice.’ ” 
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Track Wage Cases 


Three Birmingham, Ala., trucking companies have been 
directed by the National War Labor Board Trucking Com- 
mission to increase the rates of their employes by from 2 cents 
to 4 cents an hour to eliminate substandard-of-living condi- 
tions. 

- The approximately 225 workers covered by the order, said 
the W. L. B., were represented by the International Brother- 
hood of Teamsters, Chauffeurs, Warehousemen and Helpers, 
AFL, and were employed by the Harris Transfer and Ware- 
a Co., the Wittichen Transfer Co., and the Alabama Cart- 
age Co. 

The board said that the commission ordered an increase 
of 4 cents an hour for helpers, whose present rate was 43 cents 
an hour; an increase of 3 cents in the present teamster rate 
of 47 cents an hour, and an increase of 2 cents in the hourly 
rates of pickup drivers, trailer and winch truck drivers, and 
furniture drivers. The present rates for those three classifica- 
tions, it said, were 53 cents, 55 cents and 58 cents, respectively. 

“The increases are to be retroactive to April 1, 1943, the 
expiration date of the last contract between the companies and 
the union,” said the board. “A week’s vacation after a year 
of service after April 1, 1943, was also ordered by the commis- 
sion. The labor member of the commission dissented from the 
amount of the increase awarded to pickup drivers, trailer and 
winch drivers and furniture drivers.” 

The National War Labor Board, in the case of South- 
eastern Area Employers Negotiating Committee and the Inter- 
national Brotherhood of Teamsters, Chauffeurs, Warehouse- 
men and Helpers of America, Southeastern Joint Teamsters 
Council, covering approximately 7,500 over-the-road truck 
drivers in the area, has announced the following action: 


The board, acting upon the unanimous recommendations of the 
W. L. B. Trucking Commission, deferred action on the dispute between 
the 57 companies represented by the negotiating committee and the 
union over the issue of rates for trips into territory encompassed by 
the Central States area. The trucking commission will make recom- 
mendations to the board on this issue when further investigations into 
the problem have been completed. 


The board order established a rate of 65c an hour for peddle runs; 
i. e., runs more than 25 miles, but less than 75 miles, from the loading 


point. Prior to the W. L. B. order, there had been no specified rate for 
this kind of run. 


This new rate is to be effective as of November 16, 1943, except 
that where contracts already exist the rate is to be effective upon the 
termination of the contracts. 


The W. L. B. order also covered several other issues disputed 
between the union and the negotiating committee. 


A request by the union for double pay while handling explosives 
was denied by the board. 


In its order of November 2, 1943, the W. L. B. directed a 10c 
increase in the hourly rates for the drivers, bringing it to 75c an 
hour, and raised the mileage rate from 2.50 to 2.75 cents per mile. 


The order also provided for a week’s vacation after a year of em- 
ployment. 


The companies involved in the dispute with the union in this case 
are located in Alabama, Georgia, Kentucky, Tennessee and Mississippi. 


Under terms of an award by the Trucking Commission of 
the W. L. B., recommended by the commission’s hearing offi- 
cer, Frank Harris, about 250 employes of the Motor Freight 
Line Operators of Birmingham, Ala., would receive, subject to 
action by the Office of Price Administration and the Economic 
Stabilization Director on the question of rate increases by the 
carriers, wage increases of 2 cents to 4 cents an hour, the 
W. L. B. announced. The board said that rates of helpers and 
dockmen were raised from 43 cents to 47 cents an hour, partly 
to correct substandards; that rates of drivers were raised from 
58 cents to 60 cents an hour, according to its policy of granting 
tapered increases to preserve minimum differentials when sub- 
standard rates were corrected, and that the increases would be 
retroactive to April 1, 1943. Other terms of the commission’s 
order, said the board, provided a week’s vacation with pay 
after a year of service, time and a half pay after 54 hours a 
week, and four hours’ “call-in” pay. The present contract, it 
stated, provided for vacations without pay, for overtime pay 
only after 10 hours a day, and for three hours’ pay for report- 
ing. It said the employes were represented by local No. 612 of 
the A. F. of L. teamsters’ union. 

In a wage case involving the Employers’ Association (Mas- 
ter Truckmen of Lowell and Vicinity), of Lowell, Mass., and 
about 250 employes represented by local No. 49 of the A. F. 
of L. teamsters’ union, the Trucking Commission awarded wage 
Increases of $1.44 to $3.84 a week, the W. L. B. announced. It 
said that the increases, retroactive to January 1, 1943, would 
not become effective until price relief was granted by the 
0. P. A., or, if not granted, until approved by the Stabilization 
Director. The new rates as compared with those effective under 
the 1942 contract, it said, were: 
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Drivers of trucks over 5 tons, $29.84 a week, $38.40 in 1942; drivers 
of trucks of 5 tons and under, $38.40 a week, $35.52 in 1942; helpers, 
platform men, freight handlers, general garage and terminal employes, 
$36 a week, $32.16 in 1942; line-haul operations, drivers on trips such 


as Lowell to New York, requiring night away from home, $22 a trip, 
$20 a trip in 1942. 


Other terms of the commission’s order, said the board, in- 
cluded provisions for time and a half after 10 hours a day or 
48 hours a week, and four hours’ “call-in” pay. It said the 
commission found that the new rates were not above the ap- 
provable rates for such work in the area. 


CHICAGO TRUCK DOCKMEN’S WAGES 


The sixth regional panel of the National War Labor Board 
has approved most points of a wage adjustment agreed to last 
November by representatives of approximately 400 truck oper- 
ators at Chicago and the unions representing about 3,000 dock 
workers (see Traffic World, Nov. 6, 1943, p. 1138). The panel 
approved the following parts of the agreement: An increase in 
the hourly rate of pay from 67% to 77% cents for platform 
workers, and from 90 to 98 cents for truck spotters; time and 
a half for more than 8 hours’ work a day; a guaranteed 48- 
hour work week for regular employes; one week’s vacation 
with pay after a year of service. The panel disapproved of 
points providing for payment of double time for work on holi- 
days and payment of straight time on hoildays when no work 
was performed. 

The truckers’ negotiating committee, Harry Chaddick, 
chairman, has announced its satisfaction with the panel’s de- 
cision. Representatives of the unions—-Locals 705 and 710 of 
the International Brotherhood of Teamsters, etc., and Local 
705 of the Chicago Drivers Union—said they would not appeal 


from the panel’s decision, though they were not entirely satis- 
fied with it. 


ANTI-RACKETEERING BILL 


The Senate judiciary committee met in executive session 
January 11 on H. R. 653, the bill passed by the House, April 9, 
1943, providing for, among other things, heavy penalties for 
persons convicted of knowingly and willfully, by physical force 
or intimidation by threats of physica] force, obstructing or 
retarding or aiding in obstructing or retarding, or attempting 
to obstruct or retard, the orderly transportation of persons or 
property in interstate or foreign commerce, “during the war.” 
It decided to hold hearings on the bill, known as the Hobbs 
anti-racketeering bill, in the near future (see Traffic World, 
April 17, 1943, p. 927). Director Eastman, of the Office of 
Defense Transportation, may be the first witness. 





A. T. C. OF A. PLEDGES ARMY SUPPORT 


F. A. Doebber, president, Associated Traffic Clubs of Amer- 
ica, has notified presidents of member units of the association, 
that he has pledged the support of the association to the Army 
in the continuation of promotion of transportation efficiency 
among its members. In a telegram to Lieut.-Gen. Somervel, 
President Doebber said the association had been “cooperating 
with the Office of Defense Transportation, the Interstate Com- 
merce Commission and the Association of American Railroads 
in the conservation and most efficient utilization of railroad 
equipment.” The association, he said, pledged its wholehearted 
support to Gen. Somervel in his “new undertaking in connection 
with the railroads.” He urged the general to call on the associa- 
tion for any assistance the association could render to him. 


PRESIDENT’S MESSAGE TO CONGRESS 


President Roosevelt made no reference to the threatened 
strike of railroad workers nor the taking over of the railroads 
by the government because of that threat, in his message to 
Congress January 11. He asked, among other things, enact- 
ment of a national service law that he said would prevent 
strikes for the duration of the war. His recommendation as to 
that legislation follows: 


A national service law which, for the duration of the war, will 
prevent strikes, and, with certain appropriate exceptions, will make 
available for war production or for any other essential services every 
able-bodied adult in this nation 


The President said he had for three years hesitated to rec- 
ommend a national service act but that now he was convinced 
of its necessity. 

Referring to other legislation recommended, the President 
said he would not recommend “a national service law unless 
the other laws were passed to keep down the cost of living, 
to share equitably the burdens of taxation, to hold the stabiliza- 
tion line, and to prevent undue profits.” 

This appeared to make his recommendation as to a national 
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service law conditional on enactment of the other legislation, 
it was pointed out. Whether that meant he would not approve 
a national service act, until the other legislation had been 
approved, was not clear. 


TRUCK MANPOWER AND DRAFT 


A survey of the operations of 753 truck operations in IIli- 
nois, Indiana and Wisconsin, made by the Office of Defense 
Transportation and the Commission’s motor carrier bureau, 
showed that 942 of the 15,360 vehicles of those operations were 
idle because of lack of drivers. The report of the survey was 
made by T. A. Snyder, assistant district director of the O. D. T. 
at Chicago, January 10. It was based on information gathered 
after a mass-meeting of truck operators on manpower prob- 
lems held at Chicago last month (see Traffic World, Decem- 
ber 18, p. 1535). 

Idleness of the 942 vehicles in the three states meant the 
loss of 25,212 truck-days a month, the report said, adding that 
another way to state the loss was in terms of inability to haul 
250,000 tons of freight a month. 

Of the 14,899 drivers employed by the operations surveyed, 
it said, 4,847 were either on draft call or had been classified 
1-A. This meant that the operators would lose 32 per cent 
of their present drivers within the next few months. Additional 
figures showed that 497 out of 1,747 maintenance mechanics 
were in the same induction circumstances, and 213 out of 739 
terminal, dock and shop foremen. 

The report said that existing conditions of “insufficient 
help with no prospects for replacements” was at least in part 
due to failure on the part of truck operators to file 42-A draft 
deferment applications and their delay in preparing and filing 
labor replacement schedules. It urged that operators who have 
not filed such schedules do so immediately. The report added 
that Paul G. Armstrong, Illinois state director of selective 
service, had instructed draft boards in that state to “give serious 
consideration to the war essentiality of the trucking industry” 
in granting draft deferments. 


Coal Reconsignment Service Order 


The deputy solid fuels administrator for war having re- 
quested the Office of Defense Transportation, and the O. D. T. 
having requested the Commission, to take action for the recon- 
signment in transit of designated cars of coals to destinations 
critically in need of solid fuels, the Commission, division 3, has 
issued service order No. 177, designating the solid fuels admin- 
istrator for war or his authorized agents as the agent of the 
Commission to reroute such cars of coal. The order was made 
effective Jan. 13, and requires reference on the waybill cover- 
ing any car of coal reconsigned or rerouted under the order. 


The order said the deputy administrator had requested the 
O. D. T. to make the arrangements in order to meet ‘‘the emer- 
gency requirements of various communities in the eastern part 
of the United States for solid fuels.” 

The pertinent portions of the order follow: 


Section 97.11. Reconsignment or diversion orders. (a) Railroads 
to accept. All common carriers by railroad subject to the interstate 
commerce act shall accept reconsignment or diversion orders from the 
solid fuels administrator for war or his authorized agents, on such 
earloads of coal as he may, under executive order No. 9332 (8 F. R. 
5355) of April 19, 1943, or under powers delegated to him by the War 
Production Board dealing with civilian rationing of solid fuels, dis- 
tribute by ordering delivery to a person other than the consignee 
shown on the waybill. 

(b) Appointment of agents to reroute. The solid fuels administrator 
for war or his authorized agents is hereby appointed as the agent of the 
Interstate Commerce Commission to reroute such cars of coal as he or 
his authorized agents may designate under his powers to distribute 
solid fuels in case of emergency, disregarding the routing shown in 
the bill of lading. 


(c) Rates to apply. The rates to be applied shall be those lawfully 
on file with this Commission. 


RAIL COAL LOADINGS 


More than 10,500,000 cars of coal were transported by the 
nation’s railroads in 1943, the Office of Defense Transportation 
has reported. Loadings of bituminous and anthracite for the 
year totaled 10,601,835 cars, an increase of eight-tenths of 1.8 
per cent above the 1942 total of 10,418,079 cars, the O. D. T. 
said, and that had it not been for several interruptions to min- 
ing, the railroads would have been able to handle a consid- 
erably larger tonnage of coal. The statement continued: 


Reports to the coal section of the O. D. T.’s division of railway 
transport show that total bituminous loadings were up 2.5 per cent from 
9,377,862 cars in 1942, to 9,611,201 cars in 1943. Total anthracite load- 
ings dropped 4.8 per cent from 1,047,217 in 1942, to 990,634 in 1943. 

Bituminous loadings in the eastern and southern districts totaled 
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7,771,197 cars in 1943, as compared with 7,720,833 cars in 1942, an in- 
crease of seven-tenths of 1 per cent. 

O. D. T. coal officials explained that the eastern and southern dis- 
tricts are those designated by the Association of American Railroads 
and include all coal loaded by railroads east of the Mississippi River 
and on the Wabash Railroad in Iowa and Missouri, but does not include 
approximately 60 per cent of the Illinois-Indiana loadings and the load- 
ing on the St. Louis-San Francisco Railway in Alabama. 

The western district, which includes all other coal in the United 
States, loaded a total of 1,840,004 cars in 1943, as compared with 
1,657,029 cars in 1942, an increase of 11 per cent. 

An analysis of the western district’s loadings shows that this area 
shipped 19.1 per cent of the country’s bituminous coal in 1943, as com- 
pared with 17.7 per cent in the previous year. 


RAILROADS AND COAL SUPPLY 


Stocks of bituminous coal held by Class I railroads on 
December 1, 1943, totaled 10,335,000 tons, as against 12,558,000 
on November 1, and represented a 20 per cent decrease in the 
average number of days’ supply, Solid Fuels Administrator 
Ickes reported, January 11. Data on bituminous coal consump- 
tion made public by him showed that the Class I railroads 
consumed 11,089,000 tons in November as against 11,153,000 
tons in October, 1943. 

On December 1, the stocks of bituminous coal on Lake 
Superior and Lake Michigan docks totaled 6,983,560 tons, com- 
pared with 6,318,435 tons on November 1, 1943, according to 
information issued by the solid fuels administrator. 


COAL TRANSPORTATION 


Coal forwarded by cargo vessel from Lake Erie ports in 
1943 came within 1,755,258 tons of the heavy 1942 distribution 
to upper Great Lakes ports, according to Solid Fuels Adminis- 
trator Ickes. Last season’s lake shipments totaled 46,059,334 
tons, compared to 47,814,592 tons in 1942, which, like 1941, 
was a year of exceptionally heavy forwardings, he said, adding: 


The final 1943 report on coal forwardings from Lake Erie ports 
covering the post-navigation season period from December 6 to 31 
showed a total of 540,731 tons, or an increase of 103,436 tons over the 
437,295-ton total for the corresponding period a year ago. The bulk 
of the post-season tonnage represented coal moved to the Detroit area. 
Weather conditions prevented shipments on the lakes further west. 

Bituminous coal forwardings to New England for the week ended 
January 1, 1944, totaled approximately 500,214 tons, or one of the high- 
est weekly figures for 1943 and represented an increase of about 134,674 
tons over the 365,540-ton total for the similar period a year ago. 

Coal distribution into the Pacific northwest states of Washington 
and Oregon in the week ended January 1, 1944, totaled about 67,140 
tons, an increase of approximately 9,405 tons over the 57,735-ton total 
for the similar period a year ago. 


Grain Shipping Service Order 


On recommendation of the O. D. T.-I. C. C. grain and grain 
products transportation conservation committee to the Office of 
Defense Transportation, and on request of the O. D. T., the 
Commission, division 3, has issued service order No. 174, effec- 
tive Jan. 16, prohibiting railroads, except under general or 
special permits, from accepting carload shipments of grain, 
grain products, grain by-products, and seeds covered by order 
notify or straight-advise bills of lading when the “notify” or 
“advise” party is not located, or has no representative, at the 
billed destination. The order was made to apply to carload 
shipments moving in intrastate commerce as well as those 
moving in interstate commerce, but provided it was not to 
apply to a carload shipment for which a shipping order or bill 
of lading had been tendered to a railroad prior to the effective 
date of the order. 

The order said it appeared that the practice of shipping 
carload shipments of grain, grain products, grain by-products, 
and seeds to destinations at which the “notify” or “advise” 
parties were not located or had no representatives, was result- 
ing in delays in unloading, reconsigning, or diverting such car- 
load shipments and was delaying the release of cars. 

The pertinent sections of the order follow: 


Sec. 95.327 (a) Acceptance of carload shipments of grain, grain 
products, grain by-products, and seeds covered by order notify, or 
straight-advise bills of lading. No common carrier by railroad subject 
to the Interstate Commerce Act shall accept for transportation, trans- 
port or move carload shipments of grain, grain products, grain by- 
products, or seeds: 

(1) When consigned to a ‘“‘notify’’ party or to an ‘‘advise’’ party at 
a location other than the billed destination of the shipment; 

(2) When consigned to a ‘‘notify’’ or to an ‘‘a@vise’’ party. at the 
billed destination of the shipment, unless the ‘‘notify’’ or ‘‘advise’’ 
party is authorized to accept notice of arrival of the shipment and ‘to 
furnish disposition orders to the carrier's agent at the billed destination. 

(b) Tariff provisions suspended. The operation of all tariff rules 
and regulations in so far as they conflict with the provisions of this or- 
der is hereby suspended. 


(c) Announcement of suspension. Each of such railroads, or its 
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agent, shall publish, file, and post a supplement to each of its tariffs 
affected hereby, in substantial accordance with the provisions of Rule 
9(k) of the Commission’s Tariff Circular No. 20 (Sec. 141.9(k) of this 
chapter) announcing the suspension of any of the provisions therein, 


and changing the provisions of such tariffs so as to establish the pro- 
visions of this order. 


(d) Special and general permits. The provisions of this order shall 
be subject to any special or general permits issued by the Director of 
the Bureau of Service, Interstate Commerce Commission, Washington, 
D. C., to meet specific needs or exceptional circumstances. 


C. F. A. GRAIN ROUTING 


Rail carriers in Central Freight Association territory have 
petitioned the Commission to vacate its order in I. and S. 
No. 5092, Routing Grain Over A. C. & Y. Ry., involving an 
investigation instituted by the Commission on Dec. 30, 1941, 
into schedules filed to become effective Dec. 31, 1941. The 
tariff as filed, said the carriers, consisted of 628 pages, of which 
over 75 per cent had been given over to providing for the 
routing instructions, complying with rule 4(K) of Tariff Cir- 
cular No. 20, and with fourth section order No. 13691; and 
provided specific proportional commodity rates from Chicago 
and Peoria, Ill., St. Louis, Mo., and related gateways of eastern 
and western carriers to destinations in Central territory. The 
Commission had suspended the tariff on protest of “a few inter- 
ested shippers,”’ said the carriers. 

Since the suspension of the tariff, the carriers said, they had 
made every effort to meet the desires of the grain shipping 
public to the extent of providing all feasible routing arrange- 
ments, and pointed out that they were prepared to establish 
simultaneously a considerable number of additional routes, 
developed as a result of discussions with the grain trade, and 
embodied in a 90-page mimeographed exhibit accompanying 
the petition. 

The O. D. T.-I. C. C. grain and grain products committee 
had officially expressed the view to the carriers that specific 
routing provisions should be published in this and all other 
grain tariffs as a means of furthering the most efficient use 
of transportation facilities, said the carriers, and that they had 
appointed special committees for the purpose of preparing such 
routing for publication. They had completed the work, said 
they, as far as the tariff involved was concerned, but that 
they could not conform to the desires of the O. D. T. committee 
because of the suspension proceeding. 

As the issues involved in the original suspension had thus 
largely if not completely been disposed of, the carriers asked 
the Commission to lift the suspension of the routing arrange- 
ments and discontinue the investigation; or, in the alternative, 
to permit the routing arrangements to go into effect by specific 
order, pending further determination of such issues as the Com- 
mission might possibly feel still needed disposition. 


Waterway Advisory Committee 


Director Eastman of the Office of Defense Transportation, 
has announced the appointment of an inland waterway car- 
riers’ advisory committee. 

Mr. Eastman said that the committee would include repre- 
sentation from common, contract, and private carriers on the 
inland waterways. Its purpose, he explained, would be to con- 
sider problems of the industry and advise the O. D. T.’s division 
of waterways transport on matters of mutual concern. 

Because of the size of the committee, O. D. T. waterway 
officials said it would be broken down into various subcommit- 
tees which would devote their attention to specific problems 
confronting the industry. It was expected that one of the 
subcommittees would deal with manpower problems. -In this 
connection, it was said, an advisory group consisting of repre- 
sentatives of employes of inland waterway carriers would also 
be established to work with the O. D. T. 

Edward Clemens, president of Campbell Transportation 
Company, and vice-president of the Mississippi Valley Barge 
Lines, was chosen chairman of the committee, and its member- 
ship includes the following: 


Common Carriers: Chester C. Thompson, Federal Barge Lines, St. 
Louis; Edward Clemens, Mississippi Valley Barge Line Co., St. Louis; 
Alex W. Dann, Union Barge Line Corporation, Pittsburgh; A. P. Cal- 
houn, American Barge Line Co., Pittsburgh; John I. Hay, John I. Hay 
Company, Chicago, and A. C. Ingersoll, Central Barge Co., Chicago. 

Private Carriers (Oil): M. C. Dupress, Ashland Oil and Refining 
Co., Ashland, Ky., and W. W. Tennant, Standard Oil Co. of Louisiana, 
Baton Rouge, La. 

Private Carriers (Coal): H. J. Long, Ohio River Co., Huntington, 
W. Va.; Capt. John L. Howder, Hillman Transportation Co., Pittsburgh, 
_ James A. Reilly, Island Creek Fuel and Transportation Co., Cin- 
cin ati. 

Private Carriers (Steel): William C. Oberg, Carnegie-Illinois Steel 
Co, Pittsburgh, and C. D. O’Connor, Jones & Laughlin Steel Corpora- 
tion, Pittsburgh. 
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Contract Carriers: H. E. Parker, Ohio Barge Line, Inc., Pittsburgh. 

Unclassified Carriers: E. H. Lynch, Marine Transportation Co., 
Philadelphia, and A. W. Frey, National Oil Transport Corporation, New 
York City. 

Packet and Passenger Carriers: 
Steamers, Cincinnati. 

Regional Representation: Parker Wise, Socony Vacuum Oil Co., 
Minneapolis; H. M. Baskerville, Upper Mississippi River Towing Cor- 
poration, Minneapolis; A. L. Christy, Pure Oil Co., Chicago; H. F. 
DeBardeleben, Coyle Lines, New Orleans; W. W. Dyer, Igert Towing 
Co., Paducah, Ky.; Col. L. E. Willson, Arrow Transportation Co., 
Sheffield, Ala.; Don. Mechling, A. L. Mechling Barge Line, Chicago; 
John Reading, Marine Transit Co., Chicago; J. D. Beeler, Commercial 
Barge Lines, Inc., Evansville, Ind.; Walter G. Houghland, Owensboro, 
Ky.; E. H. Dorenbusch, American Rolling Mill Co., Middletown, .O.; 
R. E. Reed, Wheeling Steel Corporation, Wheeling, W. Va., and Harry 
Jordan, Canal Barge Company, Inc., New Orleans. 


Thomas Greene, Greene Line 


MOTOR CONSERVATION 


Additional supplemental orders have been issued by the 
Office of Defense Transportation covering coordinated motor 
operations as follows: 

Revised O. D. T. 3, supplemental order 143, coordinated 
operations of common carriers between points in Arkansas; 
Revised O. D. T. 3, supplemental order 144, coordinated opera- 
tions of common carriers between New York City and Albany, 
N. Y.; Revised O. D. T. 3, supplemental order 145, coordinated 
operations of common carriers between points in Oregon and 
Washington; Revised O. D. T. 3, supplemental order 146, co- 
ordinated operations of common carriers between St. Louis, 
Mo., and Louisville, Ky.; O. D. T. 26A, supplemental order 52, 
coordinated operations of certain taxicab operators in Xenia, 
O., area; O. D. T. 20A, supplemental order 53, coordinated 
operations of certain taxicab operators in Louisville, Ky., area; 
©. D. 'T.. 20A, supplemental order 54, coordinated operations of 
certain taxicab operators in Madison, Wis., area. 


CHICAGO AS CONVENTION CITY 


In connection with a recent flare-up of discussions as to 
where the Republican and Democratic national conventions 
might be held this year, an official of the division of traffic 
movement of the Office of Defense Transportation said that 
O. D. T.’s opinion remained unchanged—that Chicago, from a 
transportation point of view, was outstanding. That view had 
previously been expressed to the respective national committee 
heads in a letter written by H. F. McCarthy, O. D. T.’s as- 
sistant director of traffic movement (see Traffic World, Sept. 
11, p. 591). 

The O. D. T. spokesman said that if the party committees 
wanted information concerning travel conditions to any other 
cities, O. D. T. would be glad to furnish that information, but 
that it was not suggesting “any second choice.” 





Commercial Vehicle Purchases 


Purchasers of commercial motor vehicles will be unable to 
obtain the necessary gasoline to operate them unless they can 
present to their local war price and rationing boards two im- 
portant certificates turned over to them by the seller of the 
vehicle, in accordance with changes in the Office of Price Ad- 
ministration’s mileage rationing regulations that became effec- 
tive January 1, the Office of Defense Transportation says. 

Sellers of commercial motor vehicles are required to sur- 
render all outstanding gasoline rations issued for the vehicle 
in question, either to the O. D. T. district office or to the local 
war price and rationing board, says O. D. T., and that in the 
former case, the rations will be accepted and a receipt given in 
the same manner as that followed in surrendering unused ra- 
tions to district offices in the past, except that the district nian- 
ager should make the following statement on the receipt in 
addition to the usual information required: 

“This receipt should be presented, either by mail or in per- 
son, to the O. P. A. local war price and rationing board which 
issues the ration, as evidence of the fact that the unused rations 
for the vehicle disposed of have been surrendered to the O. D. 
T. district office as indicated hereon.” 

The O. D. T. instructions continued: 


The operator must then present this receipt to his local board in 
exchange for duplicate O. P. A. receipts, one of which is filed with the 
state motor vehicle registrar, and the other, together with the seller’s 
current tire inspection record, turned over to the buyer. 

In cases where the unused rations are turned over to the seller’s 
local board, the receipts will be issued in similar manner except that 
the board will indicate on the receipts the appropriate certificate of 
war necessity number and so notify the O. D. T. district office. 

Local boards will not issue a ration for any commercial motor ve- 
hicle purchased after Dec. 31, 1943, if the new owner cannot produce 
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=> 
HIS war takes five times as 


much equipment per soldier 
as the first World War. Many of 
these items are heavy and bulky 
such as replacement parts for 
guns, tanks, and planes. Others like safety pins, 
hypodermic needles, prayer books, and chocolate 
bars are small. All must be stored and shipped 
in ever-growing quantities. 






NEW YORK, Zone 4, 17 State Street 


MERCHANTS WAREHOUSE COMPANY 
10 Chestnut St., Philadelphia 6 
George M. Richardson, Vice-President 


BAYWAY TERMINAL CORPORATION 
(operated by Lincoln Tidewater Terminals) 
Bayway (Elizabeth) 2, New Jersey 
R. S. McElroy, V.-P. & Gen. Mgr. 


NEWARK TIDEWATER TERMINAL, INC. 
Port Street, Newark 5, New Jersey 
J. A. Lehman, Vice-President 
and General Manager 


KEYSTONE WAREHOUSE COMPANY 
515-541 Seneca St., Buffalo 4, N. Y. 
W. J. Bishop, Vice-President 











wal 


THE CHAIN OF 
TIDEWATER 


TERMINALS 


AND INLAND 
WAREHOUSES 





(Managed by Boston Tidewater Terminal, Inc.) 
453 Commercial St., Boston 13, Massachusetts 
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FROM SAFETY PINS {( 


Tidewater men and Tidewater facilities have 
pitched in to help with this gigantic problem of sup. 
plies. Many of their executives are working for the 
Government for the duration. Most of their 9,544,80 
square feet of storage space in their strategically. 
located inland and coastal warehouses are serving 
the cause, too. In the meantime, consult the offic 

nearest you if you need help with current ware 
housing problems. 


The Chain of Tidewater Terminals 
and Inland Warehouses 


WALTER B. McKINNEY, President, Broad Street Station Bldg., Philadelphia 3, Pa. 
CHICAGO, Zone 5, 1610 Transportation Bldg. 
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SEATTLE, Zone 4, Spokane Street Whar 


NORFOLK TIDEWATER TERMINALS, INC. 
Norfolk 10, Virginia 
James A. Moore, Vice-President 
and General Manager 


MERCHANTS WAREHOUSE COMPANY 


LINCOLN TIDEWATER TERMINALS 
17 State Street, New York 4, N. Y. 
Arthur Link, Vice-President 


BOSTON TIDEWATER TERMINAL, INC. 
131 Beverly St., Boston 14, Massachusd 
T. W. Haskell, Vice-President 


T. W. Haskell, Manager and General Manager 
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the duplicate copy of the receipt and the tire inspection record, unless 
good cause is shown for failure to do so, the O. D. T. emphasized. 

In the case of fleet operators, whose mileage is figured on the basis 
of the entire fleet operation, any necessary ration adjustments will be 
worked out between the fleet operator and the district office involved, 
and the proper receipts issued. 

The regulations also require all commercial vehicle dealers to se- 
cure from their local boards the necessary receipts for unused rations 
for each new or used vehicle which they are holding for resale as of 
the close of business on Dec. 31, 1943. 

All dealers must submit not later than January 11 an inventory of 
all vehicles held by them for sale as of the close of business Dec. 31, 
1943, including vehicles which have been sold but not delivered. 

The inventory is to be made on the appropriate O. P. A. form, 
which requires, in addition to the information for the local board, cer- 
tain other inventory data for the War Production Board and the 
oz. T. 

Scrap dealers also come under these regulations. They must be 
able to show a receipt for each truck, bus or other commercial vehicle 
purchased by them on and after Jan. 1, 1944, since these receipts must 
be obtained from the seller even though the vehicles are to be scrapped. 
Such receipts must be retained by the scrap dealer for a period of at 
least 12 months from the time the vehicle is acquired. 


FREIGHT CAR UTILIZATION 


The War Transportation Efficiency Committee, of which 
Director Eastman, of the Office of Defense Transportation, is 
chairman, has issued an eight-page pamphlet, entitled “Getting 
Over the Hump,” carrying 22 recommendations to railroads, 
and 22 recommendations to shippers and receivers, with a view 
to improving freight car utilization. 

The pamphlet says that many things can still be done, or 
done better, to improve freight car performance. Some prac- 
tices, normal in peacetime but inconsistent with transpotration 
efficiency, must be discarded “for the duration,” it says, and 
directs attention to the recommendations covering, it says, 
“some of the things that should be done or not done, by rail- 
roads and by shippers and receivers of freight, to help make 
the campaign.successful.” 

The reference to the “campaign” is to the effort of the 
O. D. T. to improve freight car performance by 10 per cent. 
The pamphlet concluded with this statement: 


Railroads and shippers have behind them a hard-earned achieve- 
ment in the great increase in revenue ton-miles of freight—from 373 
billions in 1940 to 475 billions in 1941, to 638 billions in 1942, and to an 
estimated 730 billions in 1943. The challenge now is to help hasten the 
day of victory by a still greater achievement in 1944. 


IMPROVEMENT CERTIFICATE 

The Office of Defense Transportation has announced that 
M. Ellis Burk, assistant director of the O. D. T.’s division of 
railway transport, has been authorized to approve applications 
for necessity certificates under Section 124 (f) of the internal 
revenue code. 

This, it was explanied, was the section of the internal rev- 
enue code permitting private companies to amortize over a 
period of five years or less the cost of improvements to their 
facilities deemed necessary to the prosecution of the war. 

Mr. Burk, in addition to his other duties, will pass upon 
and certify to the chairman of the War Production Board ap- 
plications concerning the construction, reconstruction, erection, 
installation or acquisition of domestic transport facilities and 
storage and warehouse facilities at points of transfer and in 
terminal areas, the O. D. T. says. 


oO. D. T. APPOINTMENTS 


The Office of Defense Transportation has announced the 
appointment of A. Henry Walter, transportation officer in the 
private carrier section of O. D. T.’s division of motor transport, 
to be assistant chief of the section, filling a vacancy which the 
O. D. T. said had existed for some time. Before joining the 
O. D. T. in May, 1942, Mr. Walter had served for six years as 
examiner and attorney for the Commission, holding positions 
in the Bureau of Motor Carriers and also in the Commission’s 
Bureau of Inquiry. 

The Office of Defense Transportation has announced the 
appointment of George A. Rothery as regional director of 
O. D. T.’s division of local transport in region 3, with head- 
quarters in Atlanta. Mr. Rothery succeeds Guy Kelcey who, 
the O. D. T. says, is leaving to accept a position with the 
Port of New York Authority. 

The region under Mr. Rothery’s supervision, said O. D. T. 
included the states of Alabama, Florida, Georgia, North Caro- 
lina, South Carolina, Tennessee (except Sullivan county), 
Mississippi (except Hancock, Harrison, Pearl River, and Stone 
counties), and portions of Kentucky, Arkansas, Missouri, and 
Virginia. 

The O. D. T. also announced the appointment of Christian 
B. Caldwell as chief of the taxicab section of the O. D. T.’s 
division of local transport, effective Jan. 15. He succeeds Clewell 
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Sykes, who is resigning to become president of the Yellow Cab 
Companies of Philadelphia and Camden and Yellow Rental, 
Inc., the O. D. T. says, adding that Mr. Sykes will continue 
to serve the O. D. T. as a consultant on taxicab matters. 

The O. D. T. said Mr. Caldwell would be succeeded as 
assistant chief of the section by Walter Jackson, formerly em- 
ployed as a senior transportation specialist in the Philadelphia 
regional office of the division of local transport. 


TANK TRUCK CONSERVATION 


The Office of Defense Transportation has announced the 
approval by the chairman of the War Production Board of a 
recommendation of Director Eastman, of the O. D. T., for 
the appointment of national, regional, and state tank truck 
advisory committees, and the establishment of a procedure for 
joint action in cooperative less-than-truckload deliveries of 
petroleum products. 

The O. D. T. said it would embark immediately on a 
complete reorganization of the state O. D. T. tank truck ad- 
visory committees and give them a definite outline of the scope 
of their activities and responsibilities under the new procedure. 
Following this, the O. D. T. said, local sub-committees would 
be appointed to aid in the formulation of joint-action plans and 
to encourage their adoption. 

Distributors of petroleum products to private and commer- 
cial consumers were urged to act cooperatively in their delivery 
operations by adopting one or more methods outlined by O. D. T. 
for the conservation of vehicles, tires, gasoline, repair parts, 
and manpower, it said, and pointed out the immunity from anti- 
trust prosecution granted participants in written joint-action 
plans approved by the O. D. T., so long as they adhered to the 
purposes of the plans. 

O. D. T. said the new program simplified a procedure that 
formerly required each joint-action plan of this kind to be 
separately recommended to the chairman of the W. P. B. by 
the O. D. T. in order to obtain immunity. Under the program, 
it said, each plan would be reviewed by the general counsel of 
O. D. T. and, if approved by him, O. D. T. would direct those 
who had agreed to the plan to put it into effect. Copies of 
such plans would then be transmitted to the chairman of the 
W. P. B. and the attorney general, the O. D. T. said. 

Each committee established pursuant to the recommenda- 
tion, and participants in joint-action plans, would be required 
to prepare and maintain such records, and make such reports, 
as the O. D. T. might prescribe, and make such records available 
for examination by representatives of O. D. T., the announce- 
ment said. 


NORTHWEST SHIPPERS’ BOARD 


The Northwest Shippers’ Advisory Board will hold its an- 
nual meeting at the Nicollet Hotel, Minneapolis, Minn., Janu- 
ary 27. A number of car supply subjects of particular im- 
portance to the area will be discussed, including the record 
movement of grain, the movement of potatoes in refrigerator 
cars, and the movement of coal in box and open-top cars. 
Forecasts of commodity carloadings for the first quarter of 
1944 will be presented by commodity committee chairmen. 
Speaker at a luncheon will be Charles Layng, transportation 
editor, Railway Age, on “Axis Transportation.” 

The board’s railroad contact and car efficiency committees 
met at the Hotel Nicollet, January 14, to discuss means of 
attaining the 10 per cent increase in car efficiency asked for by 
Director Eastman of the Office of Defense Transportation. Its 
less-carload transportation committee is scheduled to discuss 
prompt unloading of merchandise cars and a proposal to close 
freight houses in the area at a meeting January 18. The freight 
loss and damage committee is to meet January 19. 





NEW YORK SHIPPERS’ CONFERENCE 


The Shippers’ Conference of Greater New York, at a meet- 
ing January 12, adopted a motion to participate as observer 
in the hearing in the Morgain freight forwarder case, I. and S. 
5258, at Brooklyn, February 15. The case involves forwarder 
allowances for shipper pick-up and delivery. In making the 
motion, F. L. Mongeon, of the National Retail Dry Goods Asso- 
ciation, said that an appearance ought to be entered for the 
conference at the hearing, even if no testimony was entered, so 
that the conference could submit a brief in the matter if it 
appeared desirable. 

P. G. Kraemer reported on the present status of the rate 
increase proposal of the Eastern Central Motor Carriers’ Asso- 
ciation, which had withdrawn its tariffs naming a 10 per cent 
increase and had asked for approval for a 4 per cent increase 
instead. He said his committee would watch the matter. 

The following were elected to the nominating committee 
charged with submitting a slate of candidates for office at the 
conference’s February meeting: Roy J. Ross, chairman, M. J. 
Nugent, K. L. R. Baird, A. W. Bennington and P. G. Kraemer. 
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Atlantic States Board Meeting 


As to transportation, “we are skating beautifully and 
gracefully and with extreme grace on very, very thin ice,” 
said Henry F. McCarthy, director, division of traffic move- 
ment, Office of Defense Transportation, at the annual meeting 
of the Atlantic States Shippers’ Advisory Board at Philadel- 
phia, January 13. Midwinter was approaching, authorities 
were forecasting that “traffic increases will continue well 
into the year,” and, at the same time, there was “little or no 
reserve of men or facilities,” said he. 

At this critical juncture, there were two things shippers 
could do, he said. The first was to work wholeheartedly with 
local transportation efficiency committees, the work of which, 
in attaining the further efficiency increase indicated by O. D. 
T. to be necessary, was of the utmost importance. It was a 
“tough program,” he said, but one that had to be carried out. 

Secondly, he said, shippers should cooperate with the War 
Production Board and the War Food Administration, which 
had been asked by O. D. T. to work through their industry 
branches “to encourage industry planning looking toward 
curtailment in the ton-mile traffic load.” He was disappointed 
in the results obtained from that effort, he said, and in the 
reception accorded the men working on those projects for the 
W. P. B. and W. F. A. The O. D. T. had “indicated a prefer- 
ence for voluntary and industry-submitted planning backed 
by the full authority of those powerful and capable agencies,” 
said he, and he endorsed their activities. The men working 
on the projects had “an O. D. T. mandate to secure volun- 
tarily submitted plans,” he said, continuing: 


These activities are complimentary to, and are neither a substitute 
for nor inconsistent with, the operational efficiency drive conducted by 
the war transportation efficiency committee through the shippers’ or- 
ganizations. The ‘‘over the top’’ drive is necessarily a short-run, all- 
out effort to overcome the shortages resulting from present levels of 
traffic. It follows logically that a long-range effort must be made to 
keep the ton-mile burden within safe limits. When the time comes to 
relax, it will be so obvious that no one will miss it. 


Mr. McCarthy spoke at a luncheon in connection with the 
meeting, sponsored by the Chamber of Commerce and Board 
of Trade of Philadelphia and the Traffic Club of Philadelphia. 
The second speaker at the luncheon was Lucius D. Tompkins, 
deputy rubber director, War Production Board. He said that, 
at present, we had “a supply of rubber within our own bor- 
ders in quantity approximating the demand,” but that “inven- 
tories of both rubber itself and civilian finished products are 
now practically exhausted and we must look forward to a 
considerable period of time during which we will live by ship- 
ments rushed from mill door to wheel.” He said we heard 
“a great deal about the necessity of maintaining motor trans- 
portation, but the mainstay of intercity freight transporta- 
tion is still our railroad system.” On the other hand, he said, 
“any major breakdown in our motor transport service would 
throw an abrupt added burden on the already overtaxed rail- 
roads.” This new load would fall “primarily on the short- 
haul traffic and might well lead to a creeping paralysis of 
terminal congestion,” he said. He did not predict that that 
would happen, he said, but greater care and more hard work 
was necessary if the rubber problem was to be solved. He 
had no doubt about that being done, he said. 

Speaking on national transportation conditions at the 
business session, C. R. Megee, manager, open-car section, car 
service division, Association of American Railroads, predicted 
an increase of from three to five per cent in the 1944 traffic 
load over the 1933. With care and cooperation all around, he 
said, it would be handled. 

Col. C. D. O’Neal, transportation officer, Jersey City quar- 
termaster depot, described the operations of that depot. A. P. 
Stevens reported as district manager of the car service divi- 
sion, and C. J. Goodyear, traffic manager, Philadelphia and 
Reading Coal and Iron Company, reported on the 1943 an- 
nual meeting of the National Association of Shippers’ Ad- 
visory Boards. C. R. Seal, general secretary of the board, 
made the report for the executive committee. The following 
chairmen reported for their respective standing committees: 


Freight loss and damage prevention, H. M. Frazer, traffic manager, 
F. W. Woolworth Company, New York; freight car efficiency, C. M. 
Naylor, traffic manager, Black and Decker Manufacturing Company, 
Towson, Md.; less-carload transportation, R. C. Huntington, secretary, 
Casey Jones, Inc., Baltimore, Md.; emergency port transportation, C. J. 
Fegg, president, Newark Central Warehouse Company, Newark, N. J.; 
lezislative, F. W. Burton, director, department of transportation, 
Rochester, N. Y., Chamber of Commerce; railroad contact, R. W. 
Brown, president, Lehigh Valley Railroad, New York. 


Carloading Forecast 


Reports of commodity carloading committees indicated 
at increase in the loadings of 30 commodities in the area in 
the first quarter of 1944 of 4.1 per cent over those actually 
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loaded in the first quarter of 1943. Heaviest percentage in- 
creases were predicted in the loadings of sugar, syrup and 
molasses, 80.9 per cent; manufactures and miscellaneous, 14.7 
per cent; fertilizers, 13.4 per cent; lime and plaster, 10.2 per 
cent, and flour, meal and other mill products, 7.8 per cent. 
Heavy decreases were predicted in the loadings of cement, 
40 per cent; fresh vegetables other than potatoes, 40 per cent; 
brick and clay products, 34.2 per cent; fresh fruits, 27.8 per 
cent; poultry and dairy products, 25.6 per cent, and potatoes, 
25 per cent. 


Officers Reelected 


The existing staff of officers were reelected. They are: 

General chairman, C. H. Vayo, general traffic manager, 
Eastman Kodak Company, Rochester, N. Y.; first alternate 
general chairman, C. J. Fagg, president, Newark Central 
Warehouse Company, Newark, N. J.; second alternate gen- 
eral chairman, R. C. Huntington, secretary, Casey Jones, Inc., 
Baltimore, Md.; general secretary, Charles R. Seal, traffic 
director, Baltimore, Md., Chamber of Commerce; secretary, 
F. J. Murphy, New York. 


Chicago Shippers’ Council 


The industrial traffic council of the Chicago Association 
of Commerce, at a meeting January 13, created a committee 
to oppose proposals to place Chicago freight terminals on a 
4:00 p. m. closing basis. Following an Office of Defense Trans- 
portation statement last week, that the question was one for 
local resolution (see Traffic World, January 8, p. 97), the 
Chicago advisory committee to the O. D. T. decided to call 
representatives of railroads, truckers and shippers to a confer- 
ence January 25, preparatory to making its recommendation 
on the subject. The council’s committee, under the chairman- 
ship of S. L. Felton, general traffic manager, Acme Steel Com- 
pany, was instructed to oppose the proposal at the conference. 

The council voted to appear at, and participate in the Com- 
mission’s hearing in I. and S. M-2356, in which tariffs naming 
a 4 per cent increase in the joint rates of the Keeshin Motor 
Express Company were under: suspension. It was pointed out 
that, while the tariffs naming the joint rates were suspended, 
the Commission had allowed parallel increases in the Keeshin 
single-line rates to go in effect. The position of the council has 
hitherto been that single-line and joint-line rates should be 
the same, it was pointed out, and its determination to partici- 
pate in the proceedings was to uphold that principle, not to 
oppose the increase as such. 

The council also voted to file a brief jointly with the 
Central Territory Rate Conference containing exceptions to the 
examiners’ report in the Commission’s classification investiga- 
tion, Docket 28310. 

E. J. Leger, general traffic manager, Butler Brothers, was 
installed as new general chairman of the council, and Gordon 
Riley, traffic manager, United States Gypsum Company, as 
general vice-chairman. The council adopted a resolution of 
commendation for the work of M. S. Allison, assistant secretary, 
Federal-American Cement Tile Company, retiring general 
chairman, for his work in the past two years. Mr. Leger 
announced the appointment of the following chairman of stand- 
ing committees: 


Air transportation, P. W. Brown, general traffic manager, Sears 
Roebuck and Company; car service, demurrage, storage and warehous- 
ing, Roy V. Craig, general traffic manager, Allied Mills, Inc.; claims, 
M. L. Gibson, assistant manager, traffic department, International 
Harvester Company; mail and express, F. L. Waggoner, traffic man- 
ager, Chicago Mail Order Company; highway transportation, W. B. 
Dalton, assistant general traffic manager, Kraft Cheese Company; legis- 
lative, Lee J. Quasey, commerce counsel, National Livestock Marketing 
Association; rates, rules and classifications, Mr. Felton; reconsignment, 
diversion and transit privileges, I. M. Peters, assistant traffic manager, 
Corn Products Refining Company; services, merchandise schedules and 
trap cars, P. J. Klein, traffic manager, Cracker Jack Company; switch- 
ing, R. R. Flynn, traffic manager, Inland Steel Company. 


TRANSPORT STATISTICS COMMENT 


Operating expenses for Class I steam railways were up 
23.6 per cent in November, 1943, compared with November, 
1942, said the Commission’s Bureau of Transport Economics 
and Statistics in its monthly comment on transportation statis- 
tics. This, it said, was in marked contrast with the 10.4 per 
cent increase in revenues. Correspondingly the operating ratio 
rose from 58.9 to 65.9 per cent, said the bureau. It pointed out 
that in absolute amount the expenses had increased $95,824,- 
099, which increase, it said, had resulted from higher accruals 
for depreciation and amortization, increases in prices of ma- 
terials, higher wages, and a higher level of traffic. For the 
eleven months ended with November, 1943, the bureau said the 
operating ratio of 61.1 per cent was nearly the same as the 
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61.7 per cent for November, 1942, and that the net revenue 
before taxes was 23.9 per cent higher. 

In the ten months ended with October, 1943, there was a 
decline in the fixed charges of Class I railways both as to rent 
for leased roads and as to interest deductions compared with 
the same period in 1942, the bureau said. Leased road rents, 
it pointed out, were affected by fluctuations in earnings. 

Dividend appropriations on preferred and common stock 
together amounted to $123,088,314 in the first ten months of 
1943, compared with $113,403,347 in 1942, $103,133,704 in 1941, 
= $84,287,545 in 1940, for the corresponding periods, said the 

ureau. 

It said the total number of carloadings in the 52 weeks 
ending in the year 1943 was slightly below the 1942 total (one 
per cent), but 25 per cent above the average for the 1935-39 
period. If merchandise less-carload cars were excluded from 
the computation, it said, the 1943 total was 0.3 per cent above 
that of 1942 and 44.4 per cent above the 1935-39 period aver- 
age. Merchandise loadings were only 62.8 per cent of those of 
the base average period, said the bureau, but that the load a 
car was much greater. 


ia * J 
Rail Equipment Inquiry 

At a hearing of the rail equipment subcommittee of the 
Senate interstate commerce committee Jan. 13 to inquire into 
a proposal to furnish 200 cars a day to Canadian railroads for 
the shipment of Canadian grain to feed livestock in the south 
and southeast, Senator Wheeler asked J. G. Scott, general 
counsel for the Office of Defense Transportation under what 
authority O. D. T. had asked the Commission to require the 
furnishing of the cars. Mr. Scott pointed out that under execu- 
tive order No. 8989, the President might certify to the Com- 
mission the need for action, and said that the President had 
delegated that authority to Director Eastman. Senator Wheeler 
said the President could certify, but that he could not delegate 
that authority. 

Under the interstate commerce act, the senator said, the 
authority of the Commission to set up priorities in time of war 
clearly had reference to transportation within the United States, 
and that he did not see how any lawyer could advise that there 
— authority to order the movement of cars out of the United 

tates. 

Testimony of R. A. Clark, of the car service division of the 
Association of American Railroads, developed the fact that 
there had been an exchange of correspondence between Di- 





Revenue Freight Loading 


Revenue freight loading the week ended January 8 to- 
taled 762,999 cars, acording to the Association of American 
Railroads. This was 119,525 cars or 18.6 per cent above the 
preceding week which included the New Year holiday, 45,823 
cars or 6.4 per cent above the corresponding week last year, 


pg! Fo aad cars or 3.5 per cent above the corresponding week 
oO , 
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rector Eastman and J. J. Pelley, president of the association, 
in which Mr. Pelley was asked voluntarily to comply with the 
request for the furnishing of cars to Canada, rather than to 
furnish them under an order. 

Commissioner Johnson, a little later, said the Commission 
had been urged since early in September to send 325 cars a 
day to Canada. He said that, in December, at a meeting in the 
office of War Mobilization Director Byrnes the subject was 
discussed and that he had told the meeting he did not believe 
the railroads could haul 75,000,000 bushels of Canadian wheat, 
but that the Commission would give permission for them to 
haul all they could in fairness to the United States. 

He said that Mr. Eastman had had delegated to him the 
power to certify car needs to the Commission, and that the 
certification became mandatory. He said he had brought the 
matter before the entire Commission, and that the O. D. T. 
certification “was going to be complied with” when he received 
copy of the letter written by Mr. Eastman to Mr. Pelley. He 
said Mr. Eastman had asked him to hold action by the Com- 
mission, but that Mr. Eastman had said that the matter was 
“just as mandatory on me as it is on you.” 

In a discussion that followed, Senator Wheeler asked where 
the mandatory certification had originated, and Director East- 
man said he would explain that in his testimony. 

Under questioning by Senator Reed, Mr. Clark said that 
the car service division would, if left to itself, prefer to move 
United States grain rather than Canadian grain. He said that 
the United States was indebted to the Canadian roads, and that 
as of Dec. 15, the United States roads owed 2,000 box cars, 
due to the movement of grain into the United States and to a 
decrease in loaded box car movement into Canada. 


A subcommittee of the House naval affairs committee that 
has been investigating congested conditions in the Puget Sound 
area of the state of Washington has submitted a report in 
which it asserts that the condition of the nation’s transporta- 
tion facilities “critically” requires immediate allocation of raw 
materials to manufacturers of equipment. Such allocation 
should be made, said the subcommittee, even if materials had 
to be taken from allocations for planes, tanks and other im- 
plements needed in the war effort. 

Criticizing the policy followed by the War Production 
Board in allotting materials for transportation facilities, the 
subcommittee said the situation complained of resulted in the 
board overemphasizing the manufacture of planes, tanks, ships 
and armaments. 

“One of the most shortsighted policies of the War Pro- 
duction Board has been its denial of raw materials to manufac- 
turers for the production of rolling equipment and parts and 
accessories, without which trains, automobiles, trucks and other 
transportation vehicles cannot be operated,” said the sub- 
committee. 

“Certainly,” it continued, ‘the transportation system of this 
country is so vitally an integral part of our war machine its 
proper maintenance contributes more to the final victory than 
will a few planes or tanks.” 

Material to meet transportation equipment requirements 
specified by the Office of Defense Transportation ought to be 
provided the manufacturers, said the subcommittee. 


EL 


Revenue Freight Car Loading—Week Ended Saturday, Jan. 1 


Grain and Live 





Forest Mdse. 
grain-prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
{ 1944 40,719 11,592 147,221 15,283 29,788 11,810 88,248 298,813 643,474 
TEAM GN BOMBER... ww... ose cc ceca { 1943 39,921 11,610 133,981 14,443 26,341 13,557 75,657 305,663 621,173 
| 1942 32,021 11,018 138,609 13,545 32,660 13,024 123,113 312,544 676,534 
Preceding week December 25..... 1943 41,728 11,354 136,874 13,377 36,932 11,399 84,557 305,147 641,368 
Per cent increase over............ 1943 2.0 9.9 5.8 13.1 16.6 3.6 
Per cent decrease under.......... 1943 z 12.9 2.3 
Per cent increase over............ 1942 27.2 5.2 6.2 12.8 
Per cent decrease under.......... 1942 8.8 9.3 28.3 4.4 4.9 
Per cent to 15-year average 104.9. 
Revenue Freight Car Loading—Week Ended Saturday, Jan. 8 
Grain and Live Forest Mdse. 
grain-prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
{ 1944 54,711 17,148 177,441 14,992 37,548 14,821 99,995 346,343 762,999 
metal OM roads. .... ... 2.0.6.5... 4 OS 48,391 15,559 157,080 15,367 37,135 14,723 85,507 343,414 717,176 
| 1942 35,842 15,939 166,184 14,223 35,031 11,818 139,844 318,091 736,972 
Preceding week January 1........ 1944 40,719 11,592 147,221 15,283 29,788 11,810 88,248 298,813 643,474 
Per cent increase over............ 1943 13.1 10.2 13.0 5 i 16.9 9 6.4 
Per cent decrease under.......... 1943 2.5 
Per cent increase over............ 1942 52.6 7.6 6.8 5.4 7.2 25.4 8.9 3.5 
Per cent decrease under.......... 1942 28.5 
{ 1944 95,430 28,740 324,662 30,275 67,336 26,631 188,243 645,156 1,406,473 
Cumulative 2 weeks to Jan. 8.. { 1943 88,312 27,169 291,061 29,810 63,476 28,280 161,164 649,077 1,338,349 
| 1942 67,863 26,957 304,793 27,768 67,691 24,842 262,957 630,635 1,413,506 
Per cent increase over............ 1943 8.1 5.8 11.5 1.6 6.1 16.8 5.1 
Per cent decrease under.......... 1943 5.8 6 
Per cent increase over............ 1942 40.6 6.6 6.5 9.0 T.2 2.3 2 
Per cent decrease under.......... 1942 5 28.4 a) 





Per cent to 15-year average 114.5. 
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January 15, 1944 


Freight Car Material Costs 


The Office of Price Administration has announced an up- 
ward adjustment of 17 per cent in the ceiling prices for mis- 
cellaneous freight car castings, to compensate for increased 
production costs, principally labor. It said that approximately 
60,000 new freight cars, 20,000 for domestic use and 40,000 for 
foreign needs of the War Department and for lend-lease re- 
quirements, were to be constructed in the first six months this 
year. Because of increased cost of production, the higher 
prices for miscellaneous freight car castings were necessary for 
unimpeded production, it said, adding that the increase was 
the only upward adjustment for castings since the ceilings 
were established in November, 1941, at the levels prevailing 
in July of that year. 

The O. P. A. said the following other changes in pricing 


provisions for steel castings and railroad specialties had been 
authorized: 


(1) Uniform extras now are established for machining principal 
freight car castings required in this year’s railroad rolling stock 
construction program. Establishment of uniform extras, to replace the 
previously existing varied extras, brings no overall net change in ceil- 
ing prices for these extras. 


(2) Increases of 10 per cent in maximum prices for high tensile 
steel bolsters and 11 per cent for rigid yokes, are established to match 


increases previously authorized for grade B steel bolsters and rigid 
yokes. 


(3) Extras of 80 cents per bolster are established for bolsters made 
for use on the A. S. F. (American Steel Foundry) ride control A-3 
trucks, and for Railway Truck Corporation snub-up bolsters. 

(4) In another pricing change, ceiling prices for steel castings now 
are specifically made applicable to two or more steel castings which 
are welded together, also steel castings which have parts made of other 
materials cast integrally in them. 

(5) Increases ranging up to 10 per cent are established for a number 
of other castings for rolling stock items, including locomotive cab 
turrets, locomotive frame ends and fame rails. Purpose of these actions 
is to bring ceilings for these items into conformity with higher prices 
previously authorized for related cast items. 


The changes were embodied in amendment No. 10 to revised 
price schedule No. 41, steel castings and railroad specialties, 
effective January 15, the O. P. A. said. 


WOODRUFF ON POSTWAR RAIL PROSPECTS 


The future prosperity of the railroads was in the handling 
of mass transportation, said R. E. Woodruff, president of the 
Erie Railroad, in an address before the New York State Cham- 
ber of Commerce Jan. 7. He described “Mass transportation 
at its best” as the handling of heavy commodities in fully 
loaded cars in heavy trains. Railroads would have some diffi- 
culty after the war because intensified competition from other 
modes of transportation would reduce revenues and because 
war-inflated wages and prices of materials would continue “for 
a time at least.” On the other hand, he said, he did not be- 
lieve that the railroads would be subjected to unfair regula- 
tion or excessive taxation and that those facts, as well as the 
present policy of reducing debt and fixed charges, would put 
the railroads in a credit position to finance additions and bet- 
terments that would tend to reduce expenses. 

He pointed out that much of the highway traffic now mov- 
ing by rail because of the shortage of highway service would 
return to the trucks after the war. He said that was proper 
because trucks could do a better job on much traffic over dis- 
tances where destinations could be reached overnight. 

“It is just as foolish for railroads to compete in rates for 
some of this traffic as it would be to use a twenty-ton truck to 
deliver small packages from Macy’s department store, or to 
use a Fifth Avenue double-deck bus as a taxicab,” said he. 


ARMY TRAFFIC RECORD 


“More than 4,000,000 tons of cargo and hundreds of thou- 
sands of troops were moved through the port of Oran by the 
transportation corps, Army Service Forces, in the year follow- 
ing the invasion of North Africa,” says the War Department. 

“It has been rated the greatest transportation and supply 
operation in the history of the American army. Similar opera- 
tions are under way at other captured ports in North Africa, 
Sicily and Italy through which are passing millions of tons of 
Supplies required by troops in the Mediterranean theater. 

“When the blueprints for the invasion of North Africa were 
drawn, it was estimated that 3,500 tons of supplies could be 
Moved through the port of Oran every 24 hours. At the end 
of the third day of the invasion, the transportation corps was 
moving nearly three times this tonnage across the docks from 
Sunrise to sunrise. 

“From the time the first cargo net was swung from the 
hold of a freighter, the port of Oran has been working at full 
blast, 24 hours a day and seven days a week to keep the sup- 
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plies moving to the troops as they advanced through North 
Africa, Sicily and Italy. 

“When the first ships carrying the Army Service Forces 
contingent—the transportation corps, the quartermaster, the 
engineers, ordnance and signal corps troops—arrived, they 
found the decks stacked high with hogsheads of wine. These 
had to be moved to make place for the vast supply of five- 
gallon ‘blitz’ cans of gasoline to be unloaded. 

“To move the gasoline cans to rear fuel dumps, members 
of the transportation corps commandeered three charcoal- 
burning ten-ton French trucks. At first, Arab drivers balked 
at driving these flaming-torch trucks fearing that sparks from 
the smokestacks might ignite the cargoes of gasoline. To ease 
their fears transportation corps officers rode on each truck.” 


PETROLEUM TRANSPORTATION 


Shipments of petroleum in rail tank cars to the east coast 
area the week ended January 8 averaged 654,948 barrels a day, 
compared with 629,159 barrels a day the preceding week, an 
increase of 25,789 barrels a day or 4 per cent, according to re- 
ports received by the Petroleum Administration for War. 

Petroleum Administrator Ickes said, Jan. 13, that recent 
development of unfavorable transportation factors constituted 
a hovering threat to the fuel oil supply situation in the east. 

“Some of these factors—such as the wearing out of tank 
trucks and congestion on the railroads—may cause some tem- 
porary local shortages within the district (east coast area) 
and may possibly upset our long-term program,” said he. 

Tank car shipments the week ended Jan. 8, said the 
P. A. W., were 56,052 barrels a day below the programmed 
rail movement for January. 


RUBBER PRODUCTION 

Production of synthetic rubber of all types in the fourth 
quarter of 1943 totaled 124,219 long tons, according to Rubber 
Director Dewey. In his announcement, he noted that the ad- 
vance estimate of production in that period, made in his fourth 
progress report last November, was 123,300 long tons. He said 
that the actual production of Buna-S, “the all-purpose synthetic 
rubber and the backbone of the United Nations’ program,” in 
the quarter ended December 31 was 105,711 long tons and that 
the November estimate of Buna-S output for the quarter was 
105,000 long tons. 





TIRE CONSERVATION BULLETIN 


The National Bureau of Standards, Department of Com- 
merce, has published Commercial Standard CS110-43—Tire 
Repairs—Vulcanized (passenger, bus and truck tires), setting 
forth requirements the industry considers representative of a 
high standard for repairs by vulcanization. Copies may be 
obtained at 5 cents each from the Superintendent of Docu- 
ments, Washington, D. C. 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 28,060 
freight cars for the week ended Jan. 1, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 5,484; auto box, 163; flat, 
1,454; gondola, 4,930; hopper, 4,950; and miscellaneous, 11,079. 





OIL CONTENT OF PRODUCTS FOR RAILROADS 


The War Food Administration said January 10 that the 
oil content of paints, varnishes, linoleum, coated fabrics and 
other fats and oils products delivered to government operated 
railroads were not exempt “from quotas established by Food 
Distribution Order No. 42, which regulates the use of all fats 
and oils.” 

“The linseed oil content of linseed replacement oil used 
by the railroads also is subject to limitation under the linseed 
oil delivery order (FDO No. 63),” it added. 

“The question of exempt uses was raised by the paint 
industry soon after operation of the railroads was taken over 
by the Secretary of War late in December.” 





Truck Freight Loadings 


The volume of freight transported by reporting motor 
carriers in November, 1943, decreased 2.9 per cent under Oc- 
tober, but showed an increase of 6.9 per cent over November, 
1942, according to the American Trucking Associations, Inc. 

Comparable reports received by A. T. A. from 420 motor 
carriers in 43 states and the District of Columbia showed these 
carriers transported an aggregate of 3,412,968 tons in Novem- 
ber as against 3,514,268 tons in October, and 3,193,071 tons 
in November, 1942, said the A. T. A., adding: 


The A. T. A. index figure, computed on the basis of the average 
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monthly tonnage of the reporting carriers for the three-year period of 
1938-1940 as representing 100, was’ 180.11 in November. 

Approximately 79 per cent of all tonnage transported in the month 
was hauled by carriers of general freight. The volume in this category 
decreased 3 per cent under October, but held 6.7 per cent over No- 
vember of last year. 

Transporters of petroleum products, accounting for a little more 
than 13 per cent of the total tonnage reported, showed a slight increase 
of 0.6 per cent over October, and an increase of 9.5 per cent over 
November, 1942. 

Haulers of iron and steel products reported 3% per cent of the 
total tonnage. The volume of these commodities decreased 1.2 per cent 
under October, but increased 5.6 per cent over November of last year. 

A little more than 4 per cent of the total tonnage reported was 
miscellaneous commodities, including tobacco, milk, textile products, 
coke, bricks, building materials, cement and household goods. Tonnage 
in this class showed a decrease of 12.4 per cent under October, but 
increased 4.2 per cent over November, 1942. 

The November tonnage of carriers reporting from the eastern dis- 
trict represented a decrease of 2.8 per cent under October, and an 
increase of 5.2 per cent over November, 1942. 

Carriers in the southern region reported decreases of 3.2 per cent 
under October and 1.4 per cent under November of last year. 

Tonnage reported from the western district showed a decrease of 


3.1 per cent under October, but an increase of 13.5 per cent over 
November, 1942. 


W. P. B. STEEL TRANSPORT HEAD 
Garratt S. Wilkin, of New Orleans, has been appointed 
chief of the transportation section of the steel division of the 
War Production Board, succeeding E. Grosvenor Plowman, of 
Denver, Colo., who resigned to return to private industry. 
Mr. Wilkir ‘as been assistant chief of the section. 





LOCOMOTIVE AND SAFETY REPORTS 


The Commission has published the reports of the directors 
of its Bureau of Locomotive Inspection and its Bureau of Safety, 
for the fiscal year ended June 30, 1943. Summaries of the re- 
ports appeared in the -anual report of the Commission. 


oO. P. A. TERMINAL SERVICE ORDER 


The Office of Price Administration has issued its Rev. 
SR 14 to GMPR, Corr. to Amdt. 40, terminal services in Oregon 
and Washington, making corrections in amendment No. 40. 


METAL STRAPPING RESTRICTIONS 


Appeals from restrictions on meta’ strapping for shipping 
containers may now be filed in regional field offices of the War 
Production Board, says the board. 

Heretofore, such appeals had to be filed with the containers 
division of W. P. B. in Washington. Appeals may be in the 
form of letters, but must be filed in triplicate and expla‘n fully 
the grounds for appeal. 

This change has been made for the purpose of decentraliz- 
ing appeals procedures in the containers division, and was ef- 
fected by amending Conservation Order M-261. 


CITRUS FRUITS ICING 

By amended special permit No. 8 under service order No. 
164, effective Jan. 11, Homer C. King, director of the Com- 
mission’s Bureau of Service has authorized railroads to reice 
once, at the first regular icing station, with enough ice to fill 
to capacity, bunkers of refrigerator cars loaded with citrus 
fruits originating in Arizona, California, and Texas. Waypbills 
are to show reference to the general permit. 

The original service order No. 164 placed under a permit 
system the icing of refrigerator cars loaded with citrus fruits 
originating in the aforementioned states, and, in addition, in 
Florida (see Traffic World, Nov. 13, p. 1211). 


CANNED GOODS SERVICE ORDER 


By amendment No. 2 to service order No. 165, which placed 
the movement of canned or preserved foodstuffs, not cold-pack, 
. in refrigerator cars between certain southern and southwestern 
states under a permit system (see Traffic World, Dec. 4, p. 
1392), the Commission, division 3, has amended the order so 
that its provisions might not be construed to permit the use 
of refrigerator cars for the transportation of canned or pre- 
served foodstuffs, not cold pack, and other articles described 
in the original order, from points in California by way of Ogden 
or Salt Lake City, U., to points in Alabama, Arkansas, Florida, 
Georgia, Louisiana, Mississippi, North Carolina, Oklahoma, 
South Carolina, Tennessee, and Texas. 

The amendment was made effective Jan. 13. 


ROUTING SERVICE ORDER 


The Commission, division 3, has issued service order No. 
175, effective Jan. 8, directing the New York Central to accept 
and forward over its line to Corning, N. Y., and the Erie 
Railroad beyond, 12 cars of floating cranes consisting of hulls 
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and derricks shipped by the War Department from Dolomite 
Products Co., Odenbach Siding, N. Y., to the War Department 
via Erie New York lighterage delivery, under block permit 
QMR-WB 011303-W. 

The order suspended all rules, regulations and practices 
of the carriers with respect to car service so far as they con- 
flicted with the order, billing to carry a reference to the order 
as authority for the routing. Rates applicable to the traffic 
routed pursuant to the order are to be the same as would 
have applied had the shipments moved without specific routing 
The carriers were directed to proceed, even though no division 
agreements were in effect, over the routes authorized, and vol- 
untarily to agree on divisions, divisions to be fixed by the 
Commission in event they failed to do so. If division agree- 
ments existed on the traffic affected, over the route authorized, 
the order said they should not be changed or affected by its 
terms. 


AGRICULTURE AND TRANSPORT 


The Bureau of Agricultural Economics of the Department 
of Agriculture, in a report on the marketing and transporta- 
tion situation, says that about 50 grain ships that have operated 
on the Great Lakes will be used for storage purposes in the 
winter months at Buffalo, N. Y., and that 17 ships will be 
so used at Erie, Pa., until the opening of the 1944 shipping 
season on the lakes. The bureau noted that the 1943 season 
of navigation on the lakes closed in December and said the 
season was considered successful ‘in view of the late opening 
of navigation and summer weather difficulties.” 

Record 1943 livestock production strained marketing, stor- 
age and transportation facilities, and embargoes had been found 
necessary at scattered hog markets, said the bureau. 

“To alleviate the generally tight storage and transporta- 
tion situation,” it said, “some cooler warehouses have been 
converted to freezer temperatures and some new freight cars 
will be constructed in 1944.” 


FREIGHT COMMODITY STATISTICS 


The Commission has issued statement No. M-550, prepared 
by its Bureau of Transport Economics and Statistics, covering 
tons of revenue freight originated and tons terminated in car- 
loads by classes of commodities and by geographic areas— 
Class I steam railways—for May, 1943. The statement shows 
a total of 124,470,154 tons of revenue freight originated and 
112,268,402 tons terminated. As to forwarder traffic, tons orig- 
inated totaled 316,106, and tons terminated totaled 347,994. 
By groups of commodities, tonnages originated and terminated, 
respectively, were reported as follows: 


Products of agriculture, 9,889,176 and 10,733,178; animals and prod- 
ucts, 1,766,903 and 1,820,652; products of mines, 70,654,398 and 56,- 
678,687; products of forests, 6,723,710 and 7,089,175; and manufactures 
and miscellaneous, 33,148,892 and 33,327,280. 


LARD, ETC. IN REFRIGERATOR CARS 

The Commission, division 3, by service order No. 178, 
effective Jan. 13, has prohibited railroads from furnishing re- 
frigerator cars for loading with, or transporting or moving 
refrigerator cars loaded with, lard, lard compounds, lard sub- 
stitutes, rendered pork fats, vegetable oil shortening, cooking 
and salad oil, animal tallow, dried fish, dried or powdered 
skim milk, concentrated citrus juice, or empty beer containers. 

The order provided that its provisions should apply to 
intrastate as well as interstate transportation and required sus- 
pension of all tariff rules, regulations, or charges in so far as 
they conflicted with the order. Each affected railroad was 
required to publish, file and post a supplement to each of its 
affected tariffs announcing suspension of any of its provisions. 

The order was made subject to special or general permits 
issued by the director of the Commission’s Bureau of Service, 
at Washington, D. C. 

It said that the movement of various commodities, rot 
susceptible to damage by freezing, in refrigerator cars, dim- 
inished the use of such cars “acutely needed for the transpor- 
tation of perishable freight... .” 


CHICAGO C. OF C. HIJACKING WARNING 


The desire for merchandise on the part of black market 
operators may lead to increases in motor vehicle hijacking and 
a return of organized gangs to that form of piracy, warns the 
cartage theft committee of the Chicago Association of Com- 
merce in a statement issued by its chairman, W. E. Riggs. 
The statement urges truckers to adopt added precautions against 
truck thievery, including requiring all new employes to show 
draft cards; parking of trucks and trailers where they can 
readily be watched by trusted employes or the police; notifica- 
tion of the police when suspicious cars appear to be trailing 
trucks in transit, and careful investigation of strange pick-up 
men at transfer points. 
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THE OPEN FORUM 


A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 





Make Bigger Pies 


Editor the Traffic World: 

Can we increase the incomes of the poor by law? If we can, 
there is an argument for our lawmakers (state and federal) 
continuing to regiment the rich and legislate the poor. If we 
cannot, it would seem wise to try something else. 

The facts prove definitely that we cannot. The fact that 
this is a fact points to conclusions of the utmost significance 
to all Americans who think. 

Putting the question concretely, would you say that the 
poorest tenth or the poorest two-tenths of our people were 
better off, in relation to all others in 1937 than in 1910? Or 
worse off, or neither better nor worse? 

Pause a moment as you think of these 27 years. They 
embraced the reforms of Woodrow Wilson and four years of 
the New Deal; they include the administrations of four Re- 
publican presidents. In this quarter century thousands and 
thousands of laws were enacted by welfare workers, social 
reformers, and mine-run politicians in Washington and the 
48 states to improve the conditions of the poor. 

With what result? With the result that the poor were 
relatively worse off in 1937 than they were 27 years previously. 

In 1910, before we made government responsible for “social 
gains,” ‘full unemployment,” “old age pensions,” etc., the 
poorest two-tenths of our people got 8.3 per cent of the nation’s 
income; in 1937 they got 3.6 per cent. They were relatively 
worse off. 

They were not absolutely worse off, but this was not due 
to act of Congress nor State legislatures. 

These facts have been uncovered by the Conference Board, 
a fact-finding and research organization of the highest standing. 
I refer you to its Economic Almanac for 1941-2, pages 338, 339, 
and 342. 

In 1910 the tenth of our people who had the highest in- 
comes had 33.9 per cent of the total national income; in 1937, 
they had 34.4 per cent. They were relatively better off. So 
also the second, third, fourth, fifth, and sixth highest income 
tenths of our population. They gained relatively in these years. 


From 1934 to 1937 more money was poured out via W. P. A. 
and Harry Hopkins to help the folks on the lowest rungs of 
the ladder than ever before in the world’s history. Neverthe- 
less, in these Roosevelt years their relative incomes decreased. 

Perhaps by some strange alchemy which we cannot trace, 
all these thousands of laws to regulate the strong reacted 
against the weak—made them less self reliant, less ambitious, 
more inclined to look to the state for their “bread and cir- 
cuses.” 

Now, this does not prove that the poor were necessarily 
worse off, as individuals, as a result of social welfare legisla- 
tion. By taxing the “upper classes” or by borrowing against the 
future or by private benefactions, the poor had the use (but 
not the ownership) of many things—free education, children’s 
dispensaries, hospitals, playgrounds, medical research, swim- 
ming pools, beaches, national and state parks, maternity care, 
visiting nurses, etc. 

We can be glad that a widening ‘social consciousness” pro- 
vided all of these things for those who actually needed them. 

But we return to the main theme. The record proves that 
you cannot make the poor rich by law. You cannot equalize 
men by statute. You cannot make all men the same height or 
strength, physical or mental. 

In 1910 the poorest 40 per cent of the people had 19.8 
per cent of the nation’s income; in 1937 they had 14 per cent. 
Yet in 1937 they had a larger dollar income than in 1910. For 
the national income was bigger, $53 billions in 1910; $82 bil- 
lions in 1937 in dollars of uniform purchasing power. This gain 
was due to free enterprise, not laws. We cannot create dollars 
by statute. They had, as a result, a smaller slice but a bigger 
piece of pie! The social welfare worker tried and failed to 
widen the arc; free enterprise lengthened the radius. 

To make it clear, 19.8 per cent is $10,494,000,000 and 14 
per cent is $11,480,000,000, or $986,000,000 greater increase. 

Which piece of pie would you choose for the poor? 
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This proves that we should stop trying to pull the strong 
down to the level of the weak; to equalize fortunes or human 
capacity; to bring the Babe Ruths and Joe Di Maggios down 
to bush league size. It indicates that a major shift should be 
made in the direction of our law-making. 

Instead of restricting and regimenting the able, the strong, 
the ambitious, the inventor or the business genius with ten 
thousand laws, regulations, edicts, and taxes to force him to 
produce less, earn less, and have less, national policy, on the 
contrary, should be to create a political, business, labor, and 
social climate that will release the new Edisons, Burbanks, 
McCormicks, Westinghouses, Whitneys, Fultons, Fords, Chrys- 
lers, and Ketterings to invent, create, build, produce; to bring 
all income up and costs down and increase the nation’s total 
wealth. 

Aside from charity, which is soon gone, can we in the 
long run do more for the poor than to make bigger pies te 
divide ? 

Samuel B. Pettengill, General Counsel, 
Transportation Ass’n of America. 
Chicago, Ill., Jan. 11, 1944. 


Why the Army? 


Editor the Traffic World: - 
Recent events and current comments regarding the Army’s 
assignment of responsibility “invite a letter to the editor.” 
There are many in addition to you who wonder why Pres- 
ident Roosevelt ordered the Army to take over the roads in- 
stead of suggesting to Mr. Eastman that O. D. T. exercise its 
responsibilities. To the uninformed it would appear that O. D. T. 
is discredited. Certainly, the rail carriers and the shippers are 
well informed regarding O. D. T. authority. Will the orders 
from the Division of Railway Transport now have to be coun- 
tersigned by the Army Transportation Corps before the oper- 
ators and users of rail service will honor them? There is noth- 
ing so fraught with potential confusion as two (governmental) 


agencies responsible for the same job. (Not to mention the 
s Ge 


I find it difficult to agree with you that the rank and file 
of railroad labor would sabotage the armed forces by striking. 
The balloting of sentiment is an important link in procedure 
followed in settling of rail wage disputes. And, according to 
my understanding, a vote to strike is necessary in order to even 
get consideration by the Rail Labor Board. Under these ar- 
rangements, then the men automatically vote to strike. The 
strike ballot introduced in procedure for administrative pro- 
tection is unreliable in a crisis. Whether the clerks, car knock- 
ers, brakemen, switchmen, etc., would have struck we’ll never 


know. I thought that the coal miners would stay on the job, 
too.* 


The controversy, apparently centered around wages, re- 
flects the existence of a fundamental weakness in labor-man- 
agement relations. Labor getS nothing without asking or press- 
ing for it. To be sure, a yardmaster, a switcher foreman, or a 
conductor can give a man a break now and then. And their 
consideration is the basis of the esprit de corps that makes 
any road. But top management—they who determine the in- 
disputable conditions of employment—are generally pretty far 
removed from the men who keep up the roadbed, the equip- 
ment, and run the trains. To most men, there are times when 
there are more important considerations than another dollar. 
After all, this isn’t 1932, nor is policy being made to suit the 
needs of the last man on the spare board. . 

There can be no substitute for the best working conditions 
possible. And, although the eight-hour day, vacation with pay 
(for some), time and a half for time over 48 hours, improved 
mechanical devices, subsidizing of the railroad Y. M. C. A., may 
make current railroading look heavenly to what it was in 1915 
there is still opportunity for much endeavor in this direction. 
Management should take the initiative and must be on the 
alert for these opportunities. They are not found in the front 
office nor are they apt to emerge from a casual survey. Close 
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contact with the men and respect for their feelings are indis- 
pensable. For these there is no wage. 
Alfred A. Brown, 
Assistant Research Professor, Mass. State College. 
Amhurst, Mass., Jan. 7, 1944. 





*That is a very comfortable theory—that the men who threaten to 
strike do not mean what they say, even when they insist on it. The 
miners, by the way, did strike.—Editor The Traffic World. 


Motor Truck Problems 


Editor the Traffic World: 

Your understanding editorial, “Financing New Trucks,” 
which appeared in the December 25 Traffic World, was just 
like a Christmas gift. 

The trucking industry can well stand more such careful 
consideration and forthright statements from people in your 
position. We do not “fear” facts such as those which you re- 
late, but we are disturbed at such facts that are not recognized 
and appropriately acted upon. 

Merchants Motor Freight, Inc., 
Stanley L. Wasie, President. 
St. Paul, Minn., Jan. 6, 1944. 


Editor the Traffic World: 
I wish to compliment you on your editorial of December 
25. This article is very timely and we in the truck transporta- 
tion industry sincerely hope that some relief may be forthcom- 
ing to enable our vital industry to carry on. 
Associated Truck Lines, Inc., 
E. F. McClellan, Vice-President 
Traffic and Service Control. 
Detroit, Mich., Jan. 10, 1944. 








Editor the Traffic World: 

Your editorial of December 25 on financing new trucks 
in more ways is a well known fact in the trucking industry. 
However, in our position, we are not nearly so much worried 
over the financing of new trucks as to whether or not the 
new trucks that will be built will be made from such parts 
as now seem to be in the stock pile for replacements. 

In the event the new trucks are going to be assembled 
from the stock pile of parts that seem to be on hand at the 
present time, we are not interested in securing any of these 
new units for, if the new units and their component parts are 
no better than the replacements which we are now getting, 
we are better off to use what we have and discontinue our 
operations as the equipment fails. From all indications, these 
new units to be built will be more expensive to operate and 
— expensive to maintain than our so called “scrap pile” 
today. 

H & W Motor Express Co., 
V. J. Grice, G. M. 

Dubuque, Ia., Jan. 10, 1944. 


The Traffic Man 


Editor The Traffic World: 


I have read with intense interest the several letters you 
have published concerning the sad plight of the industrial or 
commercial traffic manager; so vitally interested am I, that I 
cannot resist the urge to add possible further illumination to 
the subject. 


In our attempts to get at the source, perhaps we have made 
the problem too complicated. Perhaps the real sore spot lies 
too close to us to risk exposure. Maybe, too, we will not want 
correction except in a personal, selfish sense, even when the 
source of trouble is laid bare. To me it appears that we are 
not faced with such things as incompetence on the part of traffic 
managers or ignorance on the part of industrialists; rather, that 
we are facing competition greater and more powerful by virtue 
of the natural advantage than we of the industrial traffic man- 
agement profession are equipped at present to overcome. 

The competition of which I speak is hardly considered as 
such. Still, it does exist and it, I firmly believe, is the under- 
lying cause of the woes of the traffic manager representing 
private industry and commerce. 


Have you ever thought that our friends, the freight bureaus, 
the traffic associations, the trade counsels, boards of trade, or 
the whatever nomenclature applies to those concerns or com- 
panies who admit freight bills, file and collect freight claims, 
issue routing orders and instructions, etc., are the reasons for 
the fact that industrial traffic managers are not more in de- 
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mand, that their salary bracket is still comparatively low, and 
that industry as a whole does not regard them as indispensable 
executives ? 

For illustration, let me mention that, in the furniture busi- 
ness, the textile industry, and others, there are very few traffic 
men in their own employ, but why? 

The answer is that they think they don’t need a traffic 
executive on their staff because they haven’t been fully in- 
formed as to the very important role which traffic plays in 
industry. They think that all needed is to have their freight 
bills checked and to have their overcharges collected from car- 
riers. Apparently, they haven’t been told that the value of a 
traffic man begins with the location of the plant site. 

Furniture, textiles, and other such industries are not to 
blame. The freight or traffic bureaus are absolved, for they 
too must live and for their living they afford to shippers a 
splendid service which is solely needed. The fault rather is 
ours—we, who are in a position to educate, to disclose to indus- 
try, on the whole, the faults and shortcomings of our revered 
competitors. 

“Education begins at home,” it is said, and that, I think, 
is the answer to the problem. 


LeTourneau Company of Georgia, 


Thurston H. Walker, 
Traffic Manager. 
Toccoa, Ga., Jan. 8, 1944. 


Walter Asks Sec. 77 Changes 


Luther M. Walter, attorney for various groups in a num- 
ber of railroad reorganization proceedings, speaking at a meet- 
ing of the Chicago chapter of the Association of Interstate 
Commerce Commission Practitioners January 7, said his expe- 
rience in those cases led him strongly to recommend several 
amendments to section 77, of the bankruptcy law. 


The law should be amended, he said, to give the federal 
court before whom a reorganization was in process power to 
authorize expenditures out of the estate for legal costs of 
groups opposing a commission-determined reorganization plan. 
At present, he said, such expenditures had to be approved by 
the Commission, which had ruled that they could not be so 
approved until the proceedings had been completed. There was 
no assurance that they would then be authorized, he pointed 
out, adding that the effect was to prevent legal proceedings 
against Commission plans. 

Secondly, he said, the law should be amended to require a 
two-thirds vote in favor of the plan from the holders of out- 
standing voting securities as a whole, instead of, as at present, 
a two-thirds vote of approval from each of various classes of 
such holders, and also to require a given group to elect in which 
of such classes it desired its vote to be registered instead of 
permitting it, as at present, to vote as holders of securities in 
a number of classes. Under present conditions, he said, too 
much power was in the hands of a few large holders of rail- 
— such as the insurance companies and the savings 
ban 

Finally, he urged that the existing 60-day limitation for 
the filing of objections to a Commission-determined plan be 
removed. That limitation, he said, made it impossible to obtain 
plan modification on the ‘grounds that the financial position of 
the railroad had so improved as to justify participation of 
groups of security or stock holders not possible under the finan- 
cial conditions at the time the plan was formulated, because 
such changes usually were gradual and did not become appar- 
ent until long after the limitation period had expired. 

He said he had noted a tendency on the part of the courts 
to be too much concerned with winding up reorganization pro- 
ceedings, with “getting them out of court.” In most such cases, 
he said, thousands of small stockholders and investors had an 
interest, and “patience and careful understanding” in resolving 
conflicting claims were more important than unreasonable 
expedition. 


HEARINGS ON SHIP LEGISLATION 


The House merchant marine committee has announced that 
it will hold a hearing February 3 on H. R. 2809, to amend 
section 511 of the merchant marine act, 1936, as amended, by 
providing for protection of unsubsidized ship owners in estab- 
lishment of ship construction reserve funds and for preservation 
of their rights under section 112(f) of the internal revenue 
code for exemption from taxes of funds set aside for replace- 
ment of vessels. 

The committee announced, also, that it would hold a hear- 
ing February 10 on H. R. 2652, relating to payment of dis- 
ability benefits to seamen. 
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I.C. C. Annual Report 


Commission Makes Recommendations for Legislation— 
Would Make Records of Carrier Associations Open to 
Its Inspection—Announces Study of Postwar Problms 


e Abandoning the position it had stated in its 1942 report, 

to the effect that it would not recommend any changes 

in existing law because wartime transportation experience had 

little relation to normal conditions, the Commission, in its 

fifty-seventh annual report to Congress, submitted 13 recom- 

mendations for legislation. Six of those proposals had not pre- 
viously been made to Congress by the Commission. 

The fifty-seventh annual report covered the period from 
November 1, 1942, to October 31, 1943, except as otherwise 
stated in the report. 

With respect to its legislative recommendations, the Com- 
mission noted that in its 1942 report it had said: 


Transportation is now, and for some time past has been, devoted 
very largely to the prosecution of the war. This must necessarily be so 
for ‘‘the duration.’’ It follows that experience during this period has 
little relation to normal conditions. Under these circumstances, we have 
concluded that we will not recommend at this time any changes in 
existing law. 


“Although conditions have not changed substantially in 
this respect,” it observed in the 1943 report, “it now appears 
that there is need for a number of clarifying and remedial 
amendments to the interstate commerce act and certain related 
statutes, which, we believe, should have the attention of Con- 

ress.” 

Under the first of the recommendations for legislation, not 
heretofore submitted to Congress by the Commission, sections 
1(22), 5(13) and 20a(1) of the act would be amended so as to 
make these and related paragraphs—setting forth the Com- 
mission’s authority with respect to rail construction, extension, 
abandonments, car service, rail mergers, leases and trackage 
rights, and issuance of securities by rail carriers—inapplicable 
to street, suburban, and interurban electric railways except 
those operated as parts of general steam railroad systems of 
transportation or those engaged in the general transportation 
of freight and interchanging standard steam railroad freight 
equipment with steam railroads for transportation in interstate 
or foreign commerce to or from points on their lines. Electric 
lines in the latter category (those interchanging freight cars 
with steam roads) are not now excepted from the inapplica- 
bility of the sections named. In the same recommendation, the 
Commission proposed that sections 1(22) and 5(2) (a), relating, 
respectively, to certificates for rail construction, extension or 
abandonment, and to Commission approval of rail mergers, 
leases, trackage rights, etc., be amended so as to make them 
inapplicable to acquisition or operation of “spur, industrial, 
team, switching, or side tracks and of the excepted electric 
railways.” 


I. C. C. Discretion in Hearings 


Another new proposal by the Commission was that section 
5(2)(b), requiring the holding of hearings on applications filed 
under section 5(2)(a), be amended by removing therefrom the 
requirement that “a public hearing shall be held in all cases 
where carriers by railroad are involved.” It was understood 
that the Commission sought this legislation so as to be in posi- 
tion to exercise its discretion on the holdings of hearings. 

In another new recommendation, the Commission proposed 
that section 20, relating to reports, records and accounts of rail 
carriers, and section 20a, dealing with issuance of securities by 
such carriers, be amended so as to make those sections ap- 
plicable to noncarrier subsidiaries of railroads, ‘at least with 
respect to their accounting and issuance of securities,” and that 
restrictions be imposed on the expenditure of carrier funds, 
the incurring of obligations, or the acquiring of property by a 
carrier or its subsidiaries, except for the operation or legiti- 
mate improvement or development of its property. 

Under another recommendation, likewise new, organiza- 
tions such as the Association of American Railroads and Ameri- 
can Trucking Associations, Inc., could be required by the Com- 
mission to make their accounts and records open to inspection 
by the Commission and to make annual reports to it. The Com- 
mission recommended that “the various provisions of the act, 
authorizing the Commission to require reports from carriers 
and others and to inspect and copy accounts, books, records, 
ete. (section 20, 220, 313 and 412) be amended so as to be 
applicable to associations or organizations maintained by or 
in the interest of any group of carriers or freight forwarders 
Subject to the act.” 

“We -recommend,” said the Commission in another new 
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proposal, “that the federal statutes commonly known as the 
transportation of explosives act (U. S. Code, title 18, sections 
382-386) be completely rewritten in the light of important de- 
velopments relating to this subject which have occurred in the 
22 years since the last revision of these statutes.” 


Scope of Elkins Act 


The Commission, for the first time, asked for legislation to 
make provisions of the Elkins act, outlawing such practices as 
the granting of rebates or concessions, applicable to motor 
common carriers and water common carriers subject to its 
jurisdiction. 

“At present,” it said, “the Elkins act (as amended) is ap- 
plicable to common carriers subject to part I of the interstate 
commerce act and to freight forwarders subject to part IV. It 
is not in terms applicable to common carrier transportation 
subject to parts II and III, although sections 222 and 317 of 
those parts contain provisions resembling some of the pro- 
visions of the Elkins act. The latter act has been an effective 
means of dealing with devices to defeat the published rate or 
to obtain some other concession or discrimination. In addition, 
the Elkins act contains other valuable provisions for which no 
counterpart is found in parts II and III of the interstate com- 
merce act. It is not clear whether or not sections 222 and 317 
were intended to complement or to replace the Elkins act in 
its application to common carriers by motor and by water. We 
recommend that consideration be given to the advisability of 
removing this ambiguity.” 


Renewal of Recommendations 


In its other legislative recommendations, the Commission 
reiterated requests it had submitted to Congress previously. It 
asked, again, for complete abolition of land-grant railroad 
rates. It revived its proposal that permanent emergency powers 
be granted to it with respect to service by motor carriers and 
water carriers such as it now had with respect to service by 
rail carriers. It observed, in that connection, that “we now have 
such power temporarily over motor carriers under the second 
war powers act, which will expire December 31, 1944, or 
earlier.” The Commission also renewed its request that Con- 
gress amend the standard time act “so as fully to occupy the 
legislative field respecting standards of time to be observed 
throughout the nation.” In its report, the Commission said that 
some states had adopted for state purposes a standard of time 
an hour slower than the war time applicable in the zone in 
which they were located; that some cities and areas had re- 
fused to observe the newly adopted state standard, particu- 
larly in the summer months, and that this had caused consid- 
erable confusion and appeared to have neutralized to some ex- 
tent the intent of Congress in advancing time standards through- 
out the nation. 

The remaining legislative proposals set forth in the report 
were embodied in S. 1473, the Wheeler bill to amend the inter- 
state commerce act (see Traffic World, Oct. 30, 1943, p. 1077). 
They included: amendment of section 3(2) of the act so as to 
make subject to Commission-prescribed rules the extension of 
credit for unpaid transportation charges of express companies; 
amendment of sections 16(5), 221(a) and 315(a) so as to per- 
mit services of notices of tariff suspension on a carrier or agent 
publishing a joint tariff in lieu of all the carriers parties to 
such tariff, and so as to make unnecessary the serving of such 
notices on agents of railroads in Washington, with a further 
provision making unnecessary the service of notices on motor 
carriers and water carriers by registered mail; amendment of 
section 20(6) so as to make records of persons furnishing cars 
or protective service accessible to the Commission for inspec- 
tion; and amendment of section 411(c) so as to permit owner- 
ship, lease, control, or holding of stock interest in a freight 
forwarder by a director, officer, employe or agent of any com- 
mon carrier subject to the act “upon authorization by order 
of the Commission upon due whosing that neither public nor 
private interests will be adversely affected thereby.” 


Study of Postwar Situation 


The Commission made it known through its 1943 report 
that it regarded it as important that analyses be made of the 
post-war situation from the standpoint of the transportation 
system and that it was enlarging its facilities for research in 
transportation “in recognition of the needs of an expanded 
jurisdiction over all forms of domestic interstate commerce 
transport agencies, except carriers by air.” The Commission 
said it was giving its “best thought” to “the problems which 
will be presented with the return of peace.” It said it recog- 
nized that post-war plans and programs now being developed 
by private and public agencies might have important effects 
on the volume, character composition, and movement of traffic, 
and the financial stability of the carriers. 

“Thus far in the war,” said the Commission, “the machin- 
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ery provided and the policies pursued to secure the adequate 
flow of domestic traffic have proved adequate to meet. the 
urgent needs of the times.” 

The Commission said it had not been necessary for any 
reason to resort to the government’s power to take over sys- 
tems of transportation but it was pointed out that that state- 
ment by the Commission had been written before the Pres- 
ident, in the face of strike threats, took over the railroads, and 
applied to the period preceding October 31, 1943. 

“Remaining with their owners and peacetime operators,” 
the Commission continued, “our transportation systems have 
functioned efficiently under guidance by executive and admin- 
istrative authority, receiving the close and ungrudging coopera- 
tion of the shippers, private and governmental, and the military 
commands. Only through this high degree of cooperation could 
there have been accomplished during the present period the 
remarkable performance of our transport systems which forms 
the subject of this report.” 


Importance of Railroads 


The railroads still retained their position of importance as 
“the largest carriers of our domestic commerce,” the Commis- 
sion said. It stated that railroad mileage had declined steadily 
as abandonments had more than offset new construction ever 
since 1916, except for one year. However, it said, this did not 
mark the limit of potential rail capacity for service, as second 
or additional main tracks and yards and sidings were added in 
this period to such an extent as to keep the amount of all 
tracks substantially the same as in 1919. The investment by 
the road mile had increased from about $80,000 at the end of 
federal contro] to $111,352 at the beginning of 1942, it added. 
Pointing to increases in freight car capacity and to more effi- 
cient use of equipment by the railroads, the Commission said 
that ‘“‘on the basis of net ton-miles per day each 1941 car was 
equal to about one and one-third cars as of a dozen years 
before.” 


Volume of Inter-City Traffic 


The report included a table showing volume of inter-city 
traffic, public and private, by kinds of transportation, for 1942 
and 1941, as follows: 








Ton-miles Passenger-miles 
Per cent of Per cent of 
annual total annual total 
Agency 19412, 1942 1941 1942 19411 1942 1941 1942 
1. Rys., steam 
and _ electric, 
including ex- 
press and Millions Millions Millions Millions 
WOR fe bs. 5anae 481,748 645,260 63.62 69.40 30,583 55,073 9.81 19.58 
2. Highways® .. 57,123 50,207 7.55 5.41 277,962 222,888 89.17 79.26 
3. Inland water- 
ways, includ- 
ing Great 
Lakes . 140,454 148,565 18.55 16.00 1,821 1,860 -58 .66 
a; Fae Tees 2.) Tepes, ee BLED nck tecck cece caccs 
5. Airways (do- 
mestic reve- 
nue service), 
including ex- 
press and mail 16 26 = (7) (*) 1,370 1,398 44 -50 








1Some of the 1941 figures as given in the 56th Annual Report have 
been revised. 


2 Less than 0.01 per cent. 
% Does not include truck traffic classed as ‘‘rural to rural.’’ 


Sources 


1. I. C. C. reports; electric railway ton-miles and passenger-miles 
estimated on basis of revenues. 

2. Highway ton-miles for 1942 estimated on the basis of the rate 
of change in ton-miles on main roads over 1940 reported by Public 
Roads Administration. Bus passenger-miles estimated from revenues 
compiled by ‘‘Bus Transportation’’ divided by 1.5 cents per passenger- 
mile, Passenger-miles of private automobiles in 1942 estimated by in- 
creasing the 1933 estimate of the Federal Coordinator of Transportation 
in accordance with the increased registrations in 1936, and again in 
accordance with the ratio of the estimated automobile vehicle miles in 
1942 to those in 1936. 

3. Waterway ton-miles, Office of Chief of Engineers, U. S. Army. 
Water passenger-miles in 1942 and 1941 estimated on the basis of the 
rate of change from 1940 in the number of passengers. 

4. Estimated by converting barrel-miles reported to I. C. C. into 
ton-miles and allowing for nonreporting pipe lines. Includes refined 
as well as crude oil with allowance for crude oil gathering lines. 


5. Civil Aeronautics Journal, Civil Aeronautics Administration, U. 
S. Department of Commerce. 


Operating Revenues 


Revenues by agencies of transport are given below with 
relative figures, those of 1941 being taken as 100: 
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Operating Revenues? 
Year 
Year ended Dec. ended Dec. 
31, 1942 31, 1941 
Per cent 
of calendar 
year 1941 Amount 
Thousands 
138.8 $5,540,956 


12 months ended 
June 30, 1943 
Per cent 

of calendar 

year 1941 Amount 
Thousands 
158.6 $ 7,691,255 


Class of carrier Amount 
Thousands 
Steam railways ..... $ 8,789,663 


Railway Express 


De (all ae 175,527 129.8 155,306 114.8 135,262 
Pullman Company ... 113,681 169.7 99,682 148.8 67,001 
Electric railways .... 74,385 127.1 67,623 115.6 58.508 
Weiter TINGS 2 oo. cs.caiee 74,656 28.9 94,511 36.6 $258,000 
Pipe VWMCR oc. csc cscs 257,945 102.5 245,061 97.4 251,685 
Motor carriers of 

passengers ........ 530,685 223.9 434,051 183.1 $237,000 
Motor carriers of 

DPODOTCY 0 ciccrcees 41,340,295 122.4 1,250,071 114.2 1,095,000 

Grand total ....... $11,356,837 148.6 $10,037,560 131.3 $7,643,412 


1Partly estimated for small carriers. 

2Excludes payments to others for express privileges. 

3 Figures restated on basis of more complete data. 

# Increase in revenues of motor carriers of property for 1943 over 
those of preceding years somewhat understated because of accounting 
changes effective October 1, 1942. 


Notwithstanding the large increase in net income of Class I 
railways, the Commission said, the dividends declared by 
them had increased slowly: 1940, $159,315.000; 1941, $185,- 
846,000; 1942, $202,270,000; and fiscal year 1943, $208,656,000. 

The Commission also said that notwithstanding the impres- 
sive increase in passenger travel on Class I railways in 1942, 
the passenger service, including express, mail and other, con- 
tinued to be less profitable than the freight, but that in 1942 
the passenger service did earn its share of the operating ex- 
penses, rents, and taxes, under the Commission’s system of 
apportioning such items between the two services, yielding a 
net railway operating income of $89,329,000. In other recent 
years large deficits had been shown, said the Commission. 


Need for Equipment 


Within the last year, the carriers by rail, highway and 
water had been unable to obtain an adequate supply of new 
equipment materials for repairs, and of needed employes, said 
the Commission, adding, in part: 


We believe that if additional equipment, materials and personnel 
are not promptly made available, the adequacy and efficiency of our 
transportation service will be seriously impaired. Already there is 
considerable apprehension among the motor carriers. . . . The longer 
the carriers are without new units to replace those past due for retire- 
ment, the more difficult it will be for them to operate economically and 
expeditiously. ... 


Now that the production of essential war materials appears to be 
more satisfactory, those responsible for the allocation of materials will 
no doubt give careful consideration to the needs for equipment for 


trénsportatior agencies. The failure to do so might have grave conse- 
quer:ces, 


Freight Rate Adjustments 


Contrasting the freight rate situation of the present war 
with that of the first world war, the Commission said that in 
the four years following the outbreak of World War I in 1914, 
there were three freight rate increases—two limited to offi- 
cial territory—the aggregate of which could be calculated at 
31.7 per cent for the entire country. In the four years following 
the outbreak of the present war in 1939, it said, there had been 
enly one general increase, estimated at 4.7 per cent, on an aver- 
age, and that increase had been suspended. The Commission 
observed that the wholesale prices of all commodities in the 
first four years of World War I had risen 96.1 per cent, while 
in four years since September, 1939, they had risen 37.1 per 
cent. 


' Tariffs and Tariff Suspensions 


In the period covered by the 1943 report, said the Commis- 
sion, there were received for filing by the Section of Tariffs a 
total of 71,075 tariff publications, including changes in freight, 
freight forwarder, express and pipeline rates, passenger fares, 
classification ratings, and schedules of minimum rates and 
charges by contract carriers by water. Of these tariffs, it said, 
568 were rejected for failure to give the notice required by the 
statute or to conform to prescribed regulations. Special per- 
mission applications totaled 6,399, specific orders grnting 
amending or revoking special permiss‘on argregated 6,526, and 
those denying special permission totaled 259, it said. It added 
that 1,383 copies of traffic contracts between common carriers 
were received and filed. ; 

Disposition of requests for suspension of tariffs, totaling 
777, was shown by the Commission as follows: 
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Suspended (including supplemental orders), 316; refused to sus- 
pend, 295; schedules rejected, requests for suspension withdrawn, or 
protested schedules withdrawn, 166. 


Of the protested rate adjustments, said the Commission, 
416 represented increases, 292 represented reductions, 63 rep- 
resented both increases and reductions, and 6 neither increases 
nor reductions. Of the suspended adjustments, 134 were dis- 
posed of through informal proceedings, together with 65 adjust- 
ments suspended in the previous year, it added. It said that 
rail carriers protested 87 motor adjustments and motor car- 
riers protested 14 rail adjustments, while water carriers pro- 
tested two rail adjustments and rail carriers protested three 
water adjustments. In the case of freight-forwarder adjust- 
ments, it said, 15 were protested by motor carriers and 10 by 
competing forwarders. All the adjustments involved in these 
protests represented rate reductions, it observed. 


Handling of Complaints 


The report said that 155 formal complaints, of which 137 
were originals and 18 sub-numbers, a decrease of 33 as com- 
pared to the previous period, were filed. The Commission de- 
cided 233 cases, 99 having been dismissed by stipulation or on 
complainants’ request, making a total of 332 cases disposed of, 
as compared with 410 in the previous period. The Commission 
said it conducted 484 hearings and took approximately 81,114 
pages of testimony, as compared with 637 hearings and 85,586 
pages of testimony in the preceding period. 

About 27 per cent of the total number of formal com- 
plaints arising under parts I, III and IV of the act were now 
handled by the shortened procedure as compared with 34, 41 
and 27 per cent in the three preceding years, it continued. It 
said the average elapsed time to reach a decision in cases so 
handled was 359 days from the receipt of the complaint and 
221 days from receipt of the final memorandum. 


The number of informal complaints under parts I, III and 
IV received in the year was 613, an increase of 60, said the 
Commission. It said the carriers filed 1,895 special docket ap- 
plications for authority to refund amounts collected under the 
published tariffs and admitted by them to have been unreason- 
able, a decrease of 238. Orders authorizing refunds were en- 
tered in 1,699 cases, a decrease of 421, and reparation there- 
under was awarded in the total of $585,872.54, it added. In 
ager it said, 346 cases were dismissed or disposed of with- 
out orders. 


Reduction of Debt 


“It is gratifying to report that more and more railroads 
in a position to do so are voluntarily reducing or taking steps 
looking toward a gradual reduction of their funded debt and 
the burden of fixed interest charges,” said the Commission. 
“Some are using their surplus earnings to retire a part of their 
funded debt or to purchase on the open market their own out- 
standing securities or those of their subsidiaries which they 
have guaranteed. During the calendar year 1942 the funded 
debt of Class I railroads and their lessors, excluding companies 
in receivedship or trusteeship, was reduced by $324,375,299 or 
3.71 per cent. For the operating companies alone the reduction 
was $282,026,921 or 3.84 per cent, and for lessors $42,348,378 
or 3.02 per cent... .” 

In 1942 fixed interest charges of the solvent Class I rail- 
roads and their lessors were $15,821,285 or 5.11 per cent less 
than for the preceding year, it added. 


Government Loans 


On October 1, 1939, the report showed, there were loans 
to railroads, made in the so-called transition period after ter- 
mination of federal control in 1920, in the principal amount of 
$25,178,927.88, and interest of $12,960,255.65, in default. These 
loans were made by the government under section 210 of the 
transportation act of 1920. Since 1938, they had paid to the 
Treasury $111,551.58 on the principal of these loans and $2,605,- 
839.42 of interest, said the report. 

As to Reconstruction Finance Corporation Loans, the re- 
port showed that as of November 1, 1943, the total of the prin- 
cipal of loans repaid was $451,631,999.16, leaving outstanding 
on the same date, loans in the amount of $397,681,175.70. The 
report said that the total interest paid to the R. F. C. on its 
railroad loans, up to October 1, 1943, was $157,583,869. 


Spotting Services 


The Commission reviewed the situation with respect to 
Spotting services of industrial plants, involved in Ex Parte No. 
104, Part II. In practically all the decisiors in that proceeding, 
said the Commission, it had found that the payment by the 
railroads of allowances to the industries was unlawful as they 
covered service not included within their obligations under the 
line-haul rates. The Commission said that many of its orders 
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were subject to court review and were upheld by the Supreme 
Court, and cited United States vs. Pan American Petroleum 
Corporation, 304 U. S. 156, and cases cited therein. Continuing, 
the Commission said: 


After this decision of the Supreme Court, an effort was made to 
have the railroads canvas the situation at other plants where the 
industry was either performing the spotting service with its own 
power and receiving an allowance from the railroads, or where the 
latter were performing the spotting service under direction of the in- 
dustry without charge in addition to the line-haul rate, with a view 
to bringing such practices into conformity with the principles an- 
nounced by us and approved by the Supreme Court. We have met with 
no success in this effort. The carriers have failed voluntarily to apply 


these established principles, with the result that the practice of 2g 
lowances or performing free switchin orm in al 
lines of single carriers. 

e task of enforcing compliance with these understandable prin- 
ciples is of gigantic proportions, but seemingly one that must be met 
if uniform practice in respect to allowances and switching services 
and equality of treatment is to be provided for all shippers. We are 
investigating the situations at a number of plants. 

Because of the time that has elapsed since the original hearing, 
conditions have changed at some of the plants, necessitating further 
hearings. In view of the reluctance of both the carriers and the in- 
dustries voluntarily to give us all the facts upon which we can make 
a proper determination, we have found it necessary to conduct field 
investigations through our own employes. This is time consuming. 
In at least one case, where the industry was performing the spotting 
service with its own power and the allowance received therefor was 
condemned as unlawful, the industry disposed of its power and re- 
quested the respondents to perform the service. This the respondents 
did, making a charge against the industry for spotting services. We 
approved the imposition of the spotting charge. The case is now 
before the Supreme Court for decision. In attacking our order in 
the lower court, the industry contended that it was unjustly discrim- 
inatory and unduly prejudicial to require it to pay a spotting: charge 
when its competitors receive such service from the carriers without 
charge. We are investigating all such alleged preferred services with 
a view to determining whether the service performed at such plants by 
the carriers is in excess of that which the carriers are obligated to 
perform under their line-haul rates. 


Admissions to Practice 


A steady decline in the number of admissions to practice 
before it since “the peak in 1938” had continued in 1943, the 
Commission said. It stated that in the year ended October 15, 
1943, 382 applicants were admitted to practice—less than half 
the number admitted in the preceding reporting year and a 
little more than one-fourth of the total admitted in 1938. Or 
those admitted in the year ended October 15, 325 were attor- 
neys and 57 were not attorneys, said the Commission. It noted 
that since the establishment of the register or practitioners on 
September 1, 1929, the number of admissions to practice had 
totaled 14,960 and that, of that number, 10,670, or 71.3 per 
cent, were members of the bar, while 4,290, or 28.7 per cent, 
were not lawyers at the time they were admitted. The Com- 
mission said that it had held three examinations a year as, to 
qualifications of non-lawyer applicants, but that hereafter it 
would hold such examinations twice a year. 


Investigation of Accidents 


The report said that the Bureau of Safety investigated 110 
train accidents, of which 84 were collisions and 25 derailments, 
the collisions resulting in the death of 125 persons and the 
injury of 1,577 persons; and the derailments resulting in the 
death of 54 persons and the injury of 361 persons. 


“The principal causes of the collisions investigated con- 
sisted of failure to obey meet orders, inferior trains occupying 
main track on the time of opposing superior trains, failure to 
provide proper flag protection for preceding trains, failure to 
operate following trains in accordance with signal indications, 
and failure propertly to control speed while moving within the 
yard limits,” said the report. 

In its discussion of its responsibility to promote safety 
under the safety laws, the Commission said that, under the 
stress of wartime traffic conditions “it is particularly important 
that the minimum requirements of safety or railroad operation 
which are prescribed by law and by our orders be fully com- 
plied with.” 


“Train accidents ascribed to defects in or failure of equip- 
ment increased 39.15 per cent the first six months of 1943, com- 
pared with the corresponding months of 1942,” said the Com- 
mission. ‘‘Those ascribed to defects in or improper maintenance 
of way and structures increased 46.66 per cent, and those re- 
ported as due to ‘negligence of employes’ increased 29.51 per 
cent. The increase for the unclassified remainder was 15.28 per 
cent. Thus, train accidents classified by the railway reporting 
officers as due to mechanical defects increased in percentage 
more rapidly than those classified by them as due to ‘negli- 
gence of employes.’ This is the reverse of the showing one year 
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earlier, in the comparison of the records for the first six months 
of 1942 and 1941.” 

The Commission said that the intensive use of rail equip- 
ment required constant vigilance to insure that railroads main- 
tained locomotives and cars in safe and suitable condition for 
service. Under the stress of wartime traffic conditions, it said, 
it was particularly important that the minimum requirements 
for safety or railroad operation prescribed by law and by its 
orders be fully complied with. 


Rail Abandonments 


The Commission said that in the year ended October 31 it 
had received.116.applications for permission to abandon about 
- 1,398 miles of-railroad,-20 miles of operations under trackage 
rights and 91-miles of ferry operations. It said it had granted,- 
in whole or in part, 146 applications, involving 1,434 miles of 
branch lines of Class I carriers, and the trackage rights and 
ferry operations, and 238 miles of so-called short lines. Nine- 
teen applications, involving 349 miles, were denied in whole 
or in part, and nine applications involving 314 miles were dis- 
missed, it said. It noted that abandonments authorized since 
the effective date of the act totaled 29,938 miles. New con- 
struction authorized since the effective date of the act, it said, 
totaled 10,210 miles, of which 7,240 miles had been actually 
constructed. In 1943, there had been eight applications for new 
construction involving about 44 miles, and three such applica- 
tions, involving a total of about 210 miles, had been dismissed, 
according to the report. 


Forwarder Tariffs 


In a discussion of the work of its Bureau of Traffic, the 
Commission said that “while some progress has been made in 
the direction of making forwarder tariffs definite and under- 
standable, much remains to be done, and the work will be 
progressed as rapidly as war conditions permit.” It said that 
in the year covered by the report 682 tariff publications con- 
taining exclusive all-forwarder rates were filed. 


“As the work of examining the initial filings of forwarders, 
made in August, 1942, progressed,” it continued, “it developed 
that practically all such tariffs fell far short of meeting the 
requirements imposed upon common carriers by rail, motor 
and water. These deficiencies resulted partly from the inherent 
differences between forwarder traffic and common carrier 
traffic, and partly from the fact that forwarders for years had 
been operating under tariffs devised by themselves without 
regard to regulation. The tariffs contained many ambiguities 
and indefinite provisions. Most of them contained objectionable 
general provisions such as that the charges of railroads or 
motor carriers, where lower, would be protected at the option 
of the forwarder. Our staff ‘forwarder committee’... has held 
many conference with representatives of the forwarders in an 
effort to bring about prompt and extensive improvement of 
the forwarder tariffs, but, except for the elimination of optional 
provisions under which forwarders may or may not protect rail- 
road or motor carrier rates as they see fit, comparatively little 
progress has been made in clearing up and bringing about re- 
issue of forwarder tariffs. The slow progress has been due to 
the inherent nature of forwarder operations, which makes it 
more difficult to state point-to-point rates than in the case of 
common carriers, and to shortage of manpower resulting from 
war conditions. . . .” 


Forwarder Permits 


Prior to November 12, 1942, a total of 154 applications for 
freight forwarder permits had been filed and six applications 
had been added since that date, the report showed. It said that 
20 permits had been granted and that 31 applications had been 
denied or dismissed. 

“Hearings have been held on a number of other applica- 
tions, and it is expected that the task of passing upon these 
applications will be completed without undue delay,” it said. 


Motor Carriers 


The Commission said that in view of the unprecedented 
volume of motor traffic and the equally unprecedented short- 
ages of equipment, personnel, and repair facilities of motor 
carriers, it had realized that “a too earnest striving toward 
peacetime regulatory goals would likely impede the war effort,” 
and that its main energies had been expended in assisting car- 
riers to maintain the flow of essential transportation. However, 
it said, it had not permitted any relaxation in carrier responsi- 
bility to the public. 

On October 31, 1943, it stated, there were 1,578 Class I 
motor carriers of property, 214 Class I motor carriers of pas- 
sengers, and 28 Class I motor carriers of both property and 
passengers, as against 1,426 carriers of property, 185 carriers 
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ing 
of passengers and 24 carriers of both property and passengers nes 
on the same date in 1942. informat 

The report contained a tabulation showing the number of J amined | 
applications for certificates, permits, licenses, registration, tem- ] cations : 
porary authorities and exemptions handled by the Bureau of | less tha 
Motor Carriers in the year ended October 31 and in the period | #"S- P 
since enactment of the motor carrier act, 1935. The tabulation | WO tety | 
also showed the number of applications approved, the number | oy chan 
denied, dismissed or withdrawn, and the number pending. The .attorne; 
tabulation follows: per of ; 
Applications for Certificates, Permits, Licenses, Registration, Tempo- ane 

rary Authority and Exemption Filed Since Enactment of 
Part Il of the Interstate Commerce Act 

Cumulative Nov. 1, 1942 Cumulative Of 
to Oct. 31, to Oct. 31, to Oct. 31, for au 
1942 1943 1943 been 6 
“‘Grandfather’’ applications filed on mmc 

and prior to Feb. 12, 1936........ 182,954 2422 «=: 83,376 os 
“Grandfather” applications filed af- 56 con 
Wie Os Oe cco nsecass 6,674 33 6,707 been 1 
Applications for authority to insti- missed 
tute new operations.............. 19,231 1,071 20,302 subjec’ 
Applications to register State cer- act. I 
THICRECB 2 oec ce ccc secs vcncceres ve 13,016 290 3,306 author 
Applications for temporary authority TT 
under section 210a (a)............ 6,541 5,089 11,630 * : 
Applications for exemption of one- riers 1 
State operations under section Th 
DT, sao ncktcneugec sia tates 64 11 75 is subj 
in the 
Total applications received...... 118,480 6,916 125,396 303 (b) 
= = ditic 
Applications approved .............. 31,857 5,273 37,130 cect 
Applications denied, dismissed, or commo 
ae eer 80,981 5,874 86,855 or tow 
Applications pending ............... 5,642 —4,231 31,411 prove © 
Inc 
NE Poa Sisko nia girictele we leainS aie sicincs sons 118,480 6,916 125,396 applica 
ation 

1 Six hundred and thirty-two applications for registration filed prior “same 
to Feb. 12, 1936, and previously included in the first group in this table J} has th 
have been transferred to the fourth group which now includes all appli- § ditions 
cations for registration filed. war. 

?The increase in the number of ‘‘grandfather’’ filings results from § the ef 
the transfer of portions of operating rights or the separation of appli- | transp 
cations involving more than one type of operation. It 

* Of the 1,411 applications pending, 283 are filed under the ‘‘grand- many 
father’’ clauses of the act, sections 206 (a) and 209 (a), by motor car- J pende 
riers who claim to have been in bona fide operation on June 1, 1935, as will p 
common carriers, or July 1, 1935, as contract carriers. The carriers fil- the pc 
ing such applications are authorized by the act to continue operations 
pending determination of their applications. 

The section of complaints of the Bureau of Motor Carriers, the C 
according to the report, decided 42 complaint and answer cases . 
and 77 investigation and suspension proceedings in the year — 
ended October 31, 1943. The Commission showed the condition wm 
of the docket of that section as of October 31 as follows: pine 

Formal complaints filed, 23, as against 20 in 1942; investigations 7 
instituted, 9, as against 19 in 1942; I. and S. cases instituted, 194 as was 1 
against 273 in 1942; hearings, 122 as against 201 in 1942; proceedings § of fj; 
under submission at end of period, 47 as against 89 in 1942; proceedings est 
disposed of, including subnumbers, reopened cases, and cases instituted bear’ 
in the preceding year, 306, as against 537 in 1942; reopened cases, 1 as 
against 12 in the preceding year; number of cases pending, 162 as of a 
against 241 in 1942. onl 

on 
: The section of finance of the motor carrier bureau, accord- 
ing to the report, had received in the year 1943 a total of 318 -.. 
applications for approval of unifications, including pooling, | 75. 
bringing the cumulative total to 2,141, and had disposed of | ynde 
302 such applications in the year, bringing the cumulative total | regu 
of dispositions to 1,973 and leaving 168 such applications on | is in 
hand. The section had received 12 applications for authority | Indie 
to issue securities or to assume obligation and liability and | ‘S¢Pt 
had disposed of 13 such applications, the cumulative total so ies 
disposed of having reached 197, leaving at 7 the number of such | ¢oeq 
applications pending. In 1943, the section had received 135 stric 
applications for temporary authority for unifications, had dis- goin: 
posed of 137 such applications to bring the total of disositions | wide 
to 697, and now had only six such applications pending. may 

With respect to rate matters handled by the section of 8ivil 
traffic of the Bureau of Motor Carriers, the report contained — 
the following: ion 

Motor common carriers of passengers and property have filed, dur- stite 
ing the course of the year, 50,969 tariff publications. Freight for- 
warders filed 5,498 joint freight forwarder-motor carrier tariffs. Motor 
contract carriers of property have filed 2,090 schedules of minimum 
rates and charges. Of the total number received, 786 publications were dev 
rejected and returned as not in compliance with the provisions of sec- ter: 
tion 217, 218 (a), or 409 (a) (4), or our regulations issued thereunder. ‘ 
The tariffs and schedules retained in our files have been made available tha 
for public inspection in our 16 district offices as well as in our Wash- _ 
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ington office. Under section 220 (a), copies of contracts of contract 
carriers are required to be filed with us, primarily for our confidential 
information. During the year, this section received, indexed, and ex- 
amined 3,613 such copies of contracts. There were received 5,560 appli- 
eations seeking special permission to publish rates, fares, or charges on 
less than statutory notice or for waiver of our tariff circular regula- 
tions. During the year 4,966 such applications were granted and 703 
were denied. The remainder were disposed of otherwise. Approxi- 
-mately 50 per cent of these applications involved the establishment of, 
or changes in, rates attributable to the war emergency. Powers of 
attorney and certificates of concurrence filed aggregate 5,946. The num- 
ber of applications filed under section 219 seeking authority to estab- 
lish rates dependent upon or varying with released values were 13. 
Of these, 11, were granted, 1 was withdrawn, and 1 is pending. 


























Water Carriers 


Of 969 applications filed by water carriers up to October 31 
for authority to continue or institute operations, 866 had 
been determined, the Commission reported. It said that 256 
common carrier certificates of public convenience and necessity, 
56 contract carrier permits, and 83 temporary authorities had 
been issued, and that 405 of such applications had been dis- 
missed or denied, principally because the applicants were not 
subject to the Commission’s jurisdiction under part III of the 
act. In the year ended October 31, 1943, it said, temporary 
authority had been granted to 21 water carriers. 

The Commission’s discussion of regulation of water car- 
riers included the following: 


The transportation of a substantial volume of commodities in bulk 
is subject to regulation, as many carriers transport such commodities 
in the same vessel or tow with other commodities; but under section 
303 (b)—subject to certain exceptions—transportation of the same com- 
modities in bulk between the same points by the same carriers, or when 
performed by other carriers, is exempt if not more than three of such 
commodities and no other commodities are included in the same vessel 
or tow. This situation tends to permit destructive competition and may 
prove to be an obstacle to effective regulation. . 

Incidental to the investigations connected with the disposition of 
applications for operating authority, we have been accumulating infor- 
mation relating to the business of water carriers, the management 
thereof, and carrier affiliations with other interests. The groundwork 
has thus been laid for a thorough study of this subject, including con- 
ditions in the industry and the full effect thereon of the impact of the 
war. Among the purposes of the study will be the determination of 
the effect of the exemption provisions of part III upon the national 
transportation system. ... 

It appears inevitable that major adjustments in the operations of 
many water carriers will take place after the war. Resumption of sus- 
pended operations, coupled with the anticipated major adjustments, 
will present many complex problems requiring intelligent solution in 
the post-war transition period. 


Escape Clause 


In its discussion of activities of its Bureau of Finance, 
the Commission said it was giving consideration to a possible 
recommendation for legislation to provide for application of an 
“escape clause” to all railroad mortgages under which bonds 
were already outstanding, whether or not reorganization pro- 
ceedings had been instituted. 

The purpose of an “escape clause,” the Commission said, 
was to establish a method for the postponement of the payment 
of fixed interest or unpaid accumulations of contingent inter- 
est or the principal of any or all series of bonds whether 
bearing fixed or contingent interest, payable under the terms 
of a mortgage. It noted that in the reorganization plans it 
had approved recently it had incorporated such a provision. 
Continuing, it said: 


Modifications of the securities are to be effected by the concurrent 
action of the reorganized company and the holders of not less than 
7% per cent in principal amount of all bonds at the time outstanding 
under the mortgage, subject to our approval or the approval of any 
regulatory body having jurisdiction in the premises. Such a provision 
is included in our recent report approving a plan for the Chicago, 
Indianapolis & Louisville Railway Company Reorganization, decided 
September 20, 1943. 

This provision appears to be advantageous because of the possi- 
bilities which it presents for avoidance of judicial reorganization pro- 
ceedings. Its inclusion tends somewhat to lessen the necessity for the 
Strict limitations in the debt and interest charges of companies under- 
going reorganization which otherwise are necessary in view of the 
wide fluctuation in railroad earnings experienced in the past and which 
may be expected in the future. In view of these advantages, we are 
giving consideration to a possible recommendation that the Congress 
adopt legislation which would provide for the application of such a 
Provision to all railroad mortgages under which bonds are already out- 


a whether or not reorganization proceedings have been in- 
stituted. ; 


SIGNODE’S STRAP INTERSECTION DEVICE 


Signode Steel Strapping Company has developed a new 
device, Intersection Signode, designed to keep steel strap in- 
tersections in place on round bundles and other packages where 
that is necessary. The device may be applied simply and 
quickly, it is claimed. Where maximum strength is needed, 
two of them may be used. 
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Annual Budget Estimates 


Appropriations for the fiscal year beginning July 1 of 
$9,336,700 for the Commission, $6,776,000,000 for the Maritime 
Commission, $653,500 for the National Mediation Board, $324,- 
116,000 for the Railroad Retirement Board, and $23,235,130 
for the National Advisory Committee for Aeronautics were 
recommended in the Budget submitted to Congress this week 
by President Roosevelt. Estimates for highway and waterway 
improvements are included in the Budget. 

No estimate was submitted for the Board of Investigation 
and Research, the Bureau of the Budget stating that ‘the 
present appropriation provides for full completion of the special 
studies in the field of transportation for which the board was 
created and no estimate is submitted for the fiscal year 1945.” 
The bureau said the board would expire on September 18, 1944. 
It said the board had $275,000 plus unexpended balances from 
previous appropriations. 

The estimate for the Commission represents an increase 
of $424,700 over the appropriations for that agency for the 
present fiscal year. The total of $9,336,700 includes an esti- 
mate of $1,157,342 for overtime and additional compensation, 
the overtime resulting from the government departments work- 
ing 48 instead of 39 hours a week. 

By group activities the estimates for the Commission, 
— with the appropriation for the present fiscal year, 
ollow: 

General administrative expenses, $3,119,000 and $2,800,000; 
regulating accounts, $473,000 and $795,000; safety of employes, 
$604,000 and $520,000; signal safety systems, $182,000 and 
$155,000; locomotive inspection, $548,000 and $493,000; valua- 
tion of property of carriers, $655,000 and $600,000; motor 
transport regulation, $3,260,000 and $3,100,000; printing and 
binding, $157,700 and $150,000; emergency salaries and ex- 
penses on account national defense, $338,000 and $299,000. 

The bureau, in explanation of the Commission items, said 
increases were proposed in the three “safety” appropriations— 
safety of employes, signal safety systems and locomotive in- 
spection—mostly for travel, in order to permit the Commission 
to meet the demands arising from heavy wartime transporta- 
tion. The increase in the printing and binding appropriation 
was to permit the issuance of annotations to the interstate 
commerce and supplementary acts and decisions. The emer- 
gency-national defense item, it explained, was for the promo- 
tion of maximum usage of railroad equipment. Reductions 
were contemplated in the work program for the enforcement 
of a uniform system of accounts, made possible, it said, by 
revised auditing procedures, and for motor carrier regulation, 
reflecting elimination of a backlog in applications for certificates 
of public convenience and necessity. 


Maritime Commission 


The estimate for the Maritime Commission, said the bureau, 
increased the construction fund by $6,776,000,000, which, to- 
gether with estimated receipts of $14,802,564, provided for an 
expenditure program of $6,790,802,564. New contract author- 
ization of $5,700,000,000, it said, was provided for an increased 
program of ship construction. 

“Progress payments on ships being constructed under the 
heretofore authorized long-range program amount to $2,080,- 
486,745, and progress payments under the new contract author- 
ization amount to $4,665,390,499,” it added. “A limited amount 
of $40,000,000 is provided for general administrative expenses 
which are incident almost entirely to ship construction. Provi- 
sions for miscellaneous claims and expenditures and operation 
of warehouses amount to $4,925,320.” 

Money for the War Shipping Administration would be pro- 
vided separately, said the bureau. 


- Mediation Board 


Of the total for the National Mediation Board, $211,500 is 
for salaries and expenses of the board, compared with $184,500 
appropriated for the present fiscal year: $100,000 for expenses 
of the National Railway Labor Panel created by the President 
to handle rail wage disputes in the war period as against $50,000 
appropriated for the present year; $50,000 for arbitration and 
emergency boards; $2,500 for printing and binding, and $272,000 
for the National Railroad Adjustment Board as against $235,500 
for the present year, plus $17,500 for printing and binding. 


Railroad Retirement Board 


The appropriation of $324,116,000 recommended for the 
Railroad Retirement Board includes $2,008,000 for salaries, 
$460,500 for miscellaneous expenses, $30,500 for printing and 
binding, $308,817,000 for the railroad retirement appropriated 
account, $12,800,000 for administrative expenses of the board 
in carrying out the provisions of the railroad unemployment 
insurance act. The total appropriation for these purposes for 
the present fiscal year was $276,574,000. An appropriation of 
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$289,801,000 for the railroad retirement account (trust fund) 
is recommended, as against $248,445,745 appropriated and 
$306,236,000 (revised) for the present fiscal year. The budget 
shows that for the fiscal year beginning July 1 the federal 
government wll owe the railroad retirement appropriated 
account $21,776,618 for keeping up the employe tax contribu- 
tions of railroad workers while in military service, as provided 
by section 8 of Public Law 520. The bureau explained that the 
railroad retirement appropriated account was made up of 
the estimated amounts of taxes to be collected from carriers 
and their employes for retirement benefits for railroad workers 
(less amounts appropriated for administrative expenses) and 
the federal contributions for those employes in military service. 
“For 1945 (fiscal year beginning July 1), the estimate for 
this account is the largest in the history of the system due to 
the high level of employment in the industry, the higher wages 
in effect, the tax rate increase in 1943, and the increase in 
federal contributions for military service,” said the bureau. 


Advisory Committee for Aeronautics 


The appropriation of $23,220,130 recommended for the 
National Advisory Committee for Aeronautics compares with 
$17,970,415 for the present fiscal year. The committee is the 
federal government’s aeronautics research agency. The budget 
bureau said the increased appropriation would provide for the 
operation of newly constructed laboratory facilities and for the 
intensive utilization of the committee’s testing equipment in the 
development of new and improved types of aircraft for the 
air forces of the army and the navy. 


Highways and Waterways 


The Budget contains an estimate of $77,000,000 for the Pub- 
liv Roads Administration of the Federal Works Agency. This 
amount, it was stated, was exclusive of $43,000,000 for public 
works included in the general public works program. The 
bureau said provision was made for the federal share of plan- 
ning for post-war construction of highways, the cost of such 
construction being estimated at $700,000,000. For the Corps 
of Engineers of the War Department $75,112,100 is recom- 
mended $46,800 000 for maintenance and improvement of exist- 
ing river and harbor works. 

The Office of Defense Transportation was not included in 
the Budget but will be covered later in recommendations 
relating to it and other wartime agencies. 


Civil Aeronautics 


For the Civil Aeronautics Board the Bureau of the Budget 
recommended an appropriation of $1,529,000 as against $1,- 
214,000 appropriated for the present fiscal year. For the Office 
of Administrator of Civil Aeronautics an appropriation of $34,- 
043,000 was recommended as against $31,653,000 appropriated 
for the present year. The latter figure, said the bureau, was 
exclusive of $29,400,000 appropriated under civilian pilot train- 
ing and development of landing areas for national defense, and 
$9.907 890: carried under general public works program. Of the 
total of $34,043,000 for next year, $23.855,000 is for mainte- 
nance of air navigation facilities, $3,765,000 for establishment 
of air navigation facilities, $3,120,000 for enforcement of safety 
regulations, and $2,144,000 for general administration. 


TAXES AND TRANSPORTATION 


Control of the railroads by the War Department does not 
affect the status of the carriers as collectors of the federal 
taxes on amounts paid for transportation of persons and prop- 
erty nor the applicability of those taxes, according to opinions 
obtained by inquiries at Bureau of Internal Revenue, the War 
Department, and the Association of American Railroads. In 
other words, the situation as to these taxes is the same as it 
was before the government took control of the railroads De- 
cember 27. 


It was pointed out that the Bureau of Internal Revenue 
had ruled in the case of the Toledo, Peoria and Western, oper- 
ated by the Office of Defense Transportation, that amounts 
paid to the federal manager of that property were not exempt 
from the taxes (see Traffic World, Feb. 20, 1943, p. 434). 


That ruling, it was further pointed out, was made before 
the revenue act was amended November 4, 1943, to provide, 
among other things, that the tax was applicable on shipments 
moving via the government barge l'ne, and that the law was 
now clear as to the exemption provisions for the government. 

As to the federal government. the act of November 4 pro- 
vides that the tax “shall not apply to amounts paid for the 
transnortation of property to or from the government of the 
United States. or any state. territory. or political subdivision 
thereof, or the District of Columbia, or to amounts paid to the 
Post Office Department for the transportation of property.” 


. unconstitutional. 







TRAFFIC WORLD 
Political Rate Making 


Since the Tennessee Valley Authority was charging differ trate 
ent rates for electric power furnished by it to two competing nai 
aluminum producing companies, it was violat'ng its own rule in - licy | 
contending that all class rates of railroads throughout the - oF 
country should be equal, C. E. Widell, industrial traffic con- id, 
sultant, of Nashville, Tenn., said in a letter to David E. Lilien- = und 
thal, chairman of the T. V. A. board of directors. The letter that 
was made ava'lable for publication. trans , 

Mr. Widell referred to articles published in newspapers nd es 
at Louisville, Ky., and Nashville, Tenn., concerning charges that es 
by Senator McKellar, of Tennessee, that the T. V. A. discrim- forme 
inated against the Reynolds Metals Co. by making it pay more treatm 
for power than its competitor, the Aluminum Co. of America, and e\ 
and Mr. Lilienthal’s reply to those charges, including the Jace | 
explanation that Alcoa had negotiated its contract in 1937 when ne ch: 
the T. V. A. was “hard put to find a market for its power,” | 
while Reynolds accepted its contract in 1940 when energy was 
in relatively greater demand. 

“In your own case,” said Mr. Widell in his letter, “you 
have only one compelling reason which accounts for the 
lower electric power rate for Aluminum Company of America, 
at least so far as the enclosed clippings indicate. The southern 
railroads, on the other hand, present a wholly different picture. 
They are not even federal agencies and could not, therefore, 
hold out a plausible scheme of rate equality with other sec- 
tions of the country without a guarantee of some kind that 
any deficits would be taken care of by public subsidies. Their 
reasons for differences run into the thousands, as against your 
one. The idea of uniformity in the country’s rate structures 
and equality of rates, particularly class rates, is a purely 
academic consideration, and springs from no practical knowl- 
edge of the movement of traffic flows or the composition of 
traffic or the differences in the distribution of the transporta- 
tion burden among commodities in the different regions.” 

— the concluding paragraphs of his letter, Mr. Widell 
said: 
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The truth is that uniformity in rates throughout the country is 
It would bankrupt some carriers and unduly enrich 
others. Congress cannot go beyond constitutional provisions, and while 
it may declare a national transportation policy it must, on the other 
hand—so long as our transportation system rests in private hands— 
provide a fair rule of rate making which will, under a policy such as 
already declared in the interstate commerce act, provide adequate 
revenues. If Congress does not want this, it may take over the trans- 
portation systems of the country and operate them under government 
ownership and control. In that event I agree with you that we shoul 
have a legal basis for strict equality in rates throughout the country. 
But I dread to think of what would happen to industry throughout the 
South, and in other regions. It would produce the greatest industrial 
chaos this country has ever experienced. For the sake of the south, 
whose interests you and I should foster and protect, I sincerely hope 
the day will never come when Congress or any federal agency will 
enforce uniformity in making rates throughout the entire country. ... 
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Representative Harris, of Arkansas, has introduced H. R. railro 
3907, “to amend the interstate commerce act, to provide for 
the establishment of a uniform classification and a uniform 
scale of class rates for railroad freight.” He had introduced 
another bill, H. R. 3172, in July, 1943, providing for estab- 
lishment of uniform rates for the transportation of property by 
railroad (see Traffic World, July 10, p. 85). 

H. R. 3907 differs from H. R. 3172 in several respects, one 
important difference being that the former contains a proviso 
that “no individual commodity rates or exceptions heretofore 
established which are lawfully applicable in lieu of class rates 
shall be changed without proper hearing by the Commission 
and justification therefor shown.” H. R. 3172 contains no such 
proviso and calls for establishment of “uniform classified rates 
and uniform commodity rates.” 


Address by Childe 


Senator Stewart, of Tennessee, inserted in the Congres- 
sional Record of January 11 an address on “Freight Rate Dis- 
criminations—-the Nation’s Postwar Transportation Problem 
No. 1,” delivered by C. E. Childe, member of the Board of In- 
vestigation and Research—Transportation, January 10 before 
the Atlanta, Ga., Rotary Club. The address covered three and 
one-half pages in the appendix of the Record. Senator Stewart, 
after referring to Mr. Childe as “an outstanding expert on the 
question of freight rates and transportation in general,” said 
that Mr. Childe as a member of the reaserch board had been 
making a special study of freight-rate questions for the last 
two or three years and that his. opinion on freight rates was 
therefore entitled to “full weight and consideration.” 

Mr. Childe argued that industrial progress of the south 
had been retarded by discriminatory freight rates; that the | 
Commission had succeeded in wiping out many discriminations | 
but had found many others not to be unlawful “within the 
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meaning of our present statutes,” and that the theory that 
transportation cost by the mile varied with the density of the 
traffic was false. He advocated enactment of legislation now 
pending in Congress, embodying a declaration of congressional 
policy calling for removal of rate inequalities. 

“From the studies we have made and are making,” he 
said, “I have personally come to the conclusion—and it should 
be understood that I am today giving you my individual views 
—that the first essential of providing an adequate national 
transportation system is the readjustment of the freight rates 
and rate relationships of the railroads and other carriers, so 
that each rate will be fairly compensatory for the service per- 
formed, so that every shipper and locality will receive equal 
treatment in relation to the service rendered by the carrier, 
and every type of transportation can find its true economic 
place by attracting the traffic which will come to it through 
the charging of rates fairly related to its costs.” 

He said that the railroads had, “from a very early date,” 
considered it to their interest to discriminate in their rates and 
charges and that their policy, in effect, had given large ship- 
pers, controlling much traffic, lower rates than smaller shippers. 
After tracing the history of regulatory legislation, he said that 
the interstate commerce act and its amendments had provided 
machinery for wiping out discriminations, but that the process 
of wiping them out had proved to be slow, uncertain, and 
expensive. In the process of deciding complaints, he said, in- 
equalities had been condoned or approved and precedents es- 
tablished “giving sanction of law to the very practices which 
the law was intended to condemn.” In discussing transporta- 
tion costs, he said: 
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It has been known, of course, that costs varied roughly with the 
distance, but it has been thought that cost per mile varied with the 
density of traffic, and was higher where the traffic was relatively light, 
and lower as the traffic became greater. Under this theory, of course, 
regions of heavy traffic density would be entitled to lower rates than 
those where traffic had not been built up. Later studies have proved 
this theory to be false. We know now that the cost of handling traffic 
a given number of miles averages about the same in one part of the 
country, aS compared with another. In the meantime, however, a great 
many rate decisions have been handed down approving lower rate levels 
in regions enjoying heavy density of traffic than in those in lighter 
traffic density. 


Rates Between Regions 


Under the Commission’s regulation, rates had become more 
uniform within each region, but dissimilarities of rates in one 
region as compared with another had been largely retained, he 
said. He added that in the three main rate territories—the 
south, the east, and the west—those rate dissimilarities had 
been so great as to constitute a distinct bar to commerce be- 
tween the regions. 

Since the bringing of motor carriers and water carriers 
under regulation by the Commission, said Mr. Childe, the rates 
of the motor carriers and, to a lesser extent, the rates of water 
carriers had been made to conform more or less closely to the 
railroad-rate pattern. 

“It is realized, however,” he continued, “that this is a 
temporary stopgap, and the real problem of devising a rate 
structure which will permit each type of transportation to 
develop in its proper economic field and enable shippers to 
get the benefits of each, remains to be solved.” 

He wondered what would be done with the transport ve- 
hicles that would be built in the presently war-enlarged fac- 
tories as soon as they stopped building for war. And, he asked, 
how many factories could be kept going, “against the handicap 
of discriminatory freight rates?” 


National Freight Rate Conference 


In taking issue with opponents of the pending legislation 
for freight rate uniformity, Mr. Childe said that “shippers of 
the eastern states, actively supported by the governor of New 
York, the governor of Indiana, and other eastern governors 
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Congres- | and state officials, have organized what they call a National 
‘ate Dis-| Freight Rate Conference, to oppose these bills in order, accord- 
Problem }| ing to a recent Indianapolis newspaper story, ‘to offset the 
rd of In-} attempts of southern states to clip by congressional legislation 
0 before § the rate-making powers of the Interstate Commerce Commis- 
nree and § sion.’” He cited arguments of the railroads, including their 
Stewart, J contention that freight rates were now, and must continue to 
‘t on the § be, made to meet the varying needs of commerce and shippers 
al,” said § throughout the country, and said the opponents were unani- 
1ad been mous in condemning the pending bills as a vicious form of 
the last § political or legislative rate making. Continuing, he said, in 
ates was § part: 


he south These arguments, it seems to me, quite obviously misrepresent 
that the | What these bills are and what they would accomplish. To charge that 
ninations a declaration of transportation policy by Congress would be political 


| Tate making overlooks the fact that Congress has the sole power and 


thin the} duty to declare transportation policy, and that the Interstate Com- 
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merce Commission, which is a creature of Congress, has no power to 
act except through the directions given to it by Congress through 
specific legislation. The interstate commerce act, in its entirety, is 
nothing but a declaration by Congress of transportation policy and of 
the manner in which it shall be carried out. The proposed bills would 
not take away from the Commission its powers, but would simply give 
the Commission the policy under which it is to act, leaving to the 
Commission the carrying out of that policy—which is just what all 
the other provisions of the interstate commerce act do at the present 
time. The bills would only require uniformity of rates where no good 
reason exists for inequality. They would merely give practical effect 
to the . . . principle of equality of opportunity . . . by substituting 
for the rule that discriminations are right unless they are proved to 
be unlawful, the rule that discriminations are unlawful unless they are 
shown to be right. ... 


Picturing the south as disadvantaged under the existing 
freight rate structure, Mr. Childe said that his board’s study 
of rail traffic moving in 1939 showed that the south shipped 
only 12 per cent of the national rail tonnage and received only 
10 per cent. 

“A third of the tonnage shipped,” he said, “went outside 
of the south and 20 per cent of the tonnage received came 
from outside of the south. The east shipped 60 per cent of the 
nation’s total tonnage, of which only 5 per cent went outside 
the east. It received 64 per cent of the nation’s tonnage, of ° 
which only 11 per cent came from outside the east... . The 
south produces 20 per cent of the fruits and vegetables of the 
country, as compared with 21 per cent produced in the east. 
But the south produces less than 4 per cent of the canned food 
products and the east produces 55 per cent... .” 

He said it was true the south had more industrial plants 
now than it had in 1939, but, he added, so had the east and so 
had the west. The relative situation had not substantially 
changed, he said. 


“Inbound and Outbound” Rates 


In the east, as a general rule, he said, any manufacturer 
shipping between any two points in eastern territory had a 
mile-for-mile parity or an approximate parity of rates on his 
inbound raw materials and on his outbound finished products. 

“In the south, on the other hand,” he continued, “favor- 
able rates on either raw materials or finished products must 
be obtained by individual negotiation and voluntary concessions 
granted by the carriers, or through long-drawn-out, expensive 
proceedings before the Interstate Commerce Commission. The 
long-standing policy of southern railroads of making rates in- 
dividually for each industry, on the basis of what they think 
the traffic will bear, is unfavorable to the growth of mis- 
cellaneous manufacturing, especially small manufacturers, 
throughout the area. 

“It is my opinion that a congressional declaration of pol- 
icy requiring the removal or rate inequities would be beneficial, 
rather than harmful, to carriers and shippers of all kinds, as 
well as to the general public in every part of the country... .” 


Indiana Governor’s Views 


Representative Ludlow, of Indiana, reproduced in the Con- 
gressional Record a statement on freight rates by Governor 
Schricker, of Indiana, assailing those who would subject the 
Commission to political pressure in the making of freight rates. 
The Commission’s integrity had never been questioned, said 
Governor Schricker. 

“Tt certainly is most improper,” he continued, “to attempt 
to bludgeon or threaten this Commission into deciding a con- 
troversy in favor of any particular section, or the way that 
any particular section wants it decided, by threats of political 
recrimination. . . . This attempt to influence the jury... 
should not be tolerated in our national life. It tends to create 
sectionalism and disunity at a time when national unity is 
most important. . . . If any inequalities exist which favor us, 
then they should be corrected. The determination, however, 
of whether or not there are any inequalities should be based 
upon the evidence and not upon pressure exerted by any sec- 
tion or group. ...I have every faith ...in a proper solution 
of the problem by the Interstate Commerce Commission.” 


N. I. T. L. Pamphlet 


The National Industrial Traffic League has sent to its 
members a pamphlet prepared by its special committee on 
statutory rate making, A. H. Schwietert, chairman, opposing 
fourteen measures introduced in Congress proposing a uni- 
form classification and uniform scale of rates for transporta- 
tion of property. 

“A serious threat to the free flow of commerce is found 
in a series of twelve bills and two resolutions introduced in 
Congress proposing to make railroad freight rates uniform 
throughout the United States, with mileage and cost as the 
primary elements to be considered,” says the report. ‘Two 
of the bills, one in the Senate and one in the House, go still 
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farther and propose a rate system patterned upon the parcel 
post system of rate making. These bills would deprive the 
Interstate Commerce Commission of its authority to make 
freight rates in keeping with prevailing conditions in indus- 
try and agriculture. Territorial relationships and the needs 
of industry would be totally disregarded.” 

The report contains an analysis of the bills and their 
effect, if enacted, as seen by the committee. The measures 
are S. 947, S. 1030, S. 1124, S. J. Res. 46, S. J. Res. 75, H. R. 
2378, H. R. 2391, H. R. 2435, H. R. 2436, H. R. 2547, H. R. 
2519, H. R. 2645, H. R. 3172, and H. R. 3183. Texts of repre- 
sentative bills in the group are included in the report. 

It is pointed out that the bills were discussed at the 
annual meeting of the League held in Chicago, November 18 
and 19, 1943, and the resolution unanimously adopted there 
opposing the measures is set forth (see Traffic World, Nov. 
20, 1943, p. 1279). Summarizing the League’s objections to 
the bills, the report said: 


In addition to the objection of uncertainty of their meaning, the 
National Industrial Traffic League is, on fundamental grounds, unani- 
mously opposed to the bills for the following reasons: 

They would unduly restrict the Interstate Commerce Commission 
in the exercise of its informed judgment to prescribe just and reason- 
able rates based upon facts presented in evidence at public hearings, 
and the circumstances and conditions surrounding the movement of 
the traffic under consideration. 

They would result in a rigid and inflexible pattern of rates which 
would stifle and retard the movement of commodities and which could 
not be changed except upon further consideration by the Interstate 
Commerce Commission. 

They over-emphasize distance and cost, and eliminate consideration 
of all of the other conditions which for years have been regarded as 
important factors in the determination of just, reasonable and non-dis- 
criminatory rates. 

They completely change the policy of making freight rates to pro- 
mote and facilitate commerce to one which would hamper and destroy 
it for the sake of uniformity. 

With one exception the bills apply only to transportation of prop- 
erty by railroads and would leave other forms of transportation free 
to make rates to meet the needs of commerce. This places an undue 
and unreasonable restraint upon the development of rail transportation 
and prevents the development of a sound coordinated system of trans- 
portation. 

They prevent consideration of the condition of industry and agri- 
culture, the ability of commodities to move freely and the competitive 
conditions faced by producers, manufacturers and carriers. 

They disrupt the rate structure applicable to export and import 
traffic, and interfere with the ability of domestic producers and indus- 
tries to meet foreign competition. 

They decentralize industry by localizing manufacture, production 
and distribution, and require each section of the country to become 
——— thus decreasing the standard of living of the American 
people. 

They are not necessary since the interstate commerce act provides 
that rates must be just and reasonable, must not be discriminatory and 
must not be preferential or prejudicial to any particular person, firm, 
port, locality, district, or section of the country. 

There is serious doubt as to the constitutionality of some of the 
bills insofar as they would require absolute rates to be charged and 
destroy rights reserved to management. 


1. H. C. TRUCK DIVISION 


The International Harvester Company has created a sepa- 
rate motor truck division to have entire control of design, pro- 
duction and distribution of International trucks. Announcement 
of the creation of the division was made by Fowler McCormick, 
president of the company. 

P. W. Moulder, former assistant to the second vice-pres- 
ident of the company, has been made general manager of the 
new division. His jurisdiction will include truck factories at 
Fort Wayne and Indianapolis, Ind., and Springfield, O.; the 
motor truck engineering department at Fort Wayne; all the 
company’s exclusive motor truck sales operations, wholesale 
and retail, in the United States, and all exclusive motor truck 
dealers. Other appointments in the new division are as follows: 


Manager of engineering, W. D. Reese; manager of manufacturing, 
V. A. Guebard; manager of supply and inventory, D. A. Conroy; man- 
ager of sales, W. C. Schumacher, and divisional comptroller, Glenn 
1d. Wade. 


FRUIT AND VEGETABLE ASSN. TO MEET 


Transportation of fresh fruits and vegetables will be the 
subject of a discussional meeting, the afternoon of January 17, 
at the annual convention of the United Fresh Fruit and Vege- 
table Association at the Stevens Hotel, Chicago. The conven- 
tion will be held from January 17 to 20, inclusive. W. M. 
Jeffers, president, Union Pacific, will be guest speaker at a 
luncheon meeting, January 18, and Andrew J. Higgins, New 
Orleans ship builder, will speak on post-war air express of 
fruits and vegetables at a luncheon meeting January 19. 


TRAFFIC WORLD 
U. S. Highway Network Proposal 


President Roosevelt has transmitted to Congress a report 
of the National Interregional Highway Committee, appointed 
by him in 1941, containing recommendations for “the designa- 
tion and improvement to high standards of a national system 
of rural and urban highways totaling approximately 34,000 miles 
and inter-connecting the principal geographic regions of the 
country,” and has requested favorable consideration of the re- 
port by Congress. 

He said the required expenditure for the proposed “trans- 
continental network of modern roads essential to the future 
economic welfare and defense of the nation’ was estimated at 
$750,000,000 annually. In a message to Congress transmitting 
the report, January 12, he said that the committee had been 
appointed to investigate the need for a limited system of na- 
tional highways to improve the facilities now available for in- 
terregional transportation, and that, with the aid of a staff 
provided by the Public Roads Administration, it had made 
careful and extended studies of the subject. 

The recommended system, he said, followed in general the 
routes of existing federal-aid highways, and when fully im- 
proved would meet “to optimum degree” the needs of inter- 
regional and intercity highway transportation. In mentioning 
the estimated cost, he said the annual rate of expenditure to 
accomplish the improvements proposed “over a reasonable pe- 
riod of years” would depend on availability of manpower and 
materials and other factors, and that the over-all expenditures 
would be about equally divided between urban and rural sec- 
tions of the system. Continuing, he said: 


The improvement of a limited mileage of the most heavily traveled 
highways obviously represents a major segment of the road replace- 
ment and modernization program which will confront the nation in 
post-war years, in rural and urban communities alike. The committee 
found that the national network outlined in its report comprises only 
one per cent of the total road mileage of the United States but carries 
20 per cent of the total travel. 

Continued development of the vast network of rural secondary 
roads and city thoroughfares, which serve as feeder lines and provide 
land access service, likewise has an important place in the over-all 
program, together with the repair or reconstruction of a large mileage 
of federal and state primary highways not embraced within the inter- 
regional network. 

I commend especially to the consideration of the Congress the rec- 
ommendation that minimum standards of design and construction be 
established cooperatively with the States for all projects embraced 
within a designated interregional system. This, it seems to me, is wise 
planning procedure, assuring the orderly development of the facilities 
which are necessary in the public interest with maximum long-range 
economy. 

By public law 146—78th Congress, section 5, Commissioner of Pub- 
lic Roads, Thomas H. MacDonald, was authorized and directed to make 
a survey of the need for a system of express highways throughout the 
United States, the number of such highways needed, the approximate 
routes which they should follow, and the approximate cost of construc- 
tion, and to report to the President and to Congress, within six months 
after the date of the act, the results of the survey, together with such 
recommendations for legislation as deemed advisable. The act was ap- 
proved on July 13, 1943. 

The purposes of this directive by the Congress were identical with 
my own in requesting the investigation which has been made by the 
National Interregional Highway Committee. The commissioner of pub- 
lic roads has served as the chairman of the committee appointed, and 
the detailed investigations required have been made by the Public 
Roads Administration staff. The commissioner of public roads has in- 
formed me that he concurs without exception in the report of the com- 
mittee, and desires that it be accepted as his report, complying with 
the direction of Congress in public law 146. 

I am glad to endorse this suggestion, and ask that the Congress 
receive the report herewith transmitted as fulfilling the purposes of 
Congress in the directive laid upon the commissioner of public roads. 

Early action by the Congress in authorizing joint designation by 
the federal government and the several State highway departments of 
a national system of interregional highways is desirable, in order to 
facilitate the acquisition of land, the drawing of detailed project plans, 
and other preliminary work which must precede actual road construc- 
tion. 

These advance steps taken, the program can serve not only to help 
meet the nation’s highway transportation needs, but also as a means 
of utilizing productively during the post-war readjustment period 4 
substantial share of the manpower and industrial capacity then avail- 
able. A program of highway construction will, in addition, encourage 
and support the many diverse economic activities dependent upon high- 
way transportation. 

From personal experience, as governor of a state and as President, 
I hope that the Congress will make additional studies in regard to the 
acquisition of land for highways. 

In the interest of economy, I suggest that the actual route of new 
highways be left fluid. It is obvious that if a fixed route be deter- 
mined in detail, the purchase of rights of way will immediately rise, 
in many cases exorbitantly; whereas, if two or three routes—all ap- 
proximately equal—are surveyed, the cheapest route in relation to 
rights of way can be made the final choice. 

Second, experience shows us that it is in most cases much cheaper 
to build a new highway, where none now exists, rather than to widen 


Januar 


out an 
altering 
As | 
varied | 
coming 
member! 
right 0! 
an engi 
the nev 
and bal 
to the \ 
land th 
for the 
frontag 
had his 
and in 
the whi 
It 
should 
may hé 
should 
profit? 
to the 


M 
istratc 
be bre 
fic nig 
light 
sharp 

7 


prove! 
said a 
$70,00 
milea, 
costs 
In be 
of wh 


I 
highv 
Frede 
Guy | 
memt 
appoi 
missi 
Mr. ] 
Boart 
appre 
Puert 
Comr 
planr 

\ 


most 
of th 
will } 
to re 
critic 
and © 
limit 
clude 


of u 
33,92 
are, 

and 

nort] 
and | 
cent 
372 | 
State 


total 
the | 
acco 
Syste 
com: 
inte: 
zone 
latic 


shou 
obso 
port 


eral 
aut} 
| tion 


IRLD 


I 


report 
pointed 
signa- 
system 
) miles 
of the 
he re- 


‘trans- 
future 
ited at 
nitting 
1 been 
of na- 
for in- 
a staff 
made 


ral the 
ly im- 

inter- 
tioning 
ure to 
ble pe- 
er and 
ditures 
al sec- 


traveled 
replace- 
ation in 
mmittee 
es only 
. carries 


condary 
provide 
over-all 
mileage 
ie inter- 


the rec- 
tion be 
mbraced 
is wise 
facilities 
1g-range 


of Pub- 
to make 
hout the 
“oximate 
onstruc- 
months 
ith such 
was ap- 


cal with 
> by the 
of pub- 
ted, and 
> Public 
; has in- 
the com- 
ing with 


Congress 
poses of 
ic roads. 
ation by 
ments of 
order to 
ct plans, 
construc- 


7 to help 
a means 
period a 
en avail- 
ncourage 
on high- 


resident, 
‘d to the 


e of new 
ye deter- 
‘ely rise, 
—all ap- 
lation to 


. cheaper 
to widen 


eae al 


January 15, 1944 


out an existing highway at a cost to the government of acquiring or 
altering present developed frontages. 

As a matter of fact, while the courts of the different states have 
varied in their interpretations, the principle of excess condemnation is 
coming into wider use both here and in other countries. I always re- 
member the instance of the farmer who was asked to sell a narrow 
right of way through his farm for a main connecting highway. From 
an engineering point of view it would have been as feasible to build 
the new highway across the dirt road that ran in front of his house 
and barn. Actually the owner received from a jury an amount equal 
to the whole value of the farm. The road was built. The owner of the 
land thereby acquired two new frontages. He sold lots on one frontage 
for the former value of his farm. A year or two later he sold the other 
frontage for the farm value of his farm. The result was that he still 
had his house and barn and ninety per cent of his original acreage, 
and in addition he had received in cash three times the value of what 
the whole place was worth in the first instance. 

It hardly seems fair that the hazard of an engineering survey 
should greatly enrich one man and give no profit to his neighbor, who 
may have had a right of way which was equally good. After all, why 
should the hazard of engineering give one private citizen an enormous 
profit? If there is to be an unearned profit, why should it not accrue 
to the government—state or federal, or both? 


Major General Philip B. Fleming, Federal Works Admin- 
istrator, said that the proposed network of highways would 
be brought to high standards that would eliminate such “traf- 
fic nightmares” as congestion, stop lights, cross traffic, head- 
light glare, constricting roadside development, steep hills, 
sharp curves and narrow pavement. 

The committee report said the cost of the proposed im- 
provements would not be particularly high in rural areas. It 
said about half the rural mileage could be built at $40,000 to 
$70,000 a mile at present prices. Nearly a third of the rural 
mileage would require extensive four-lane construction at 
costs ranging between $150,000 and $700,000 a mile, it said. 
In between these two extremes was another one-fifth, most 
of which probably could be built for $50,000 to $70,000 a mile. 


Committee Members 


In addition to Chairman MacDonald, the members of the 
highway committee were G. Donald Kennedy, C. H. Purcell, 
Frederic A. Delano, Harland Bartholomew, and Dr. Rexford 
Guy Tugwell. Governor Bibb Graves, of Alabama, another 
member of the committe, died in 1942. At the time of the 
appointment Mr. Kennedy was Michigan state highway com- 
missioner; Mr. Purcell, California state highway engineer; 
Mr. Delano, chairman of the National Resources Planning 
Board (later abolished as result of refusal of Congress to 
appropriate money for it), and Dr. Tugwell, now governor of 
Puerto Rico, was chairman of the New York City Planning 
Commission. Mr. Bartholomew, of St. Louis, Mo., is a city 
planner. 

While the proposed system constituted as a whole the 
most heavily traveled section of the entire highway network 
of the nation, said General Fleming, “it is obvious that there 
will be imperative need after the war for a large expenditure 
to repair the deterioration now in progress and to eliminate 
critical deficiencies on other roads of national importance,” 
and that therefore, he did not believe it would be wise to 
limit the assistance of the federal government to routes in- 
cluded in the interregional system. 


Mileages by Regions 


A total of 29,450 miles of rural highways and 4,470 miles 
of urban roads and streets approximate the routes of the 
33,920-mile interregional system. By regions, these mileages 
are, respectively: 1,093 and 236 miles in New England; 1,682 
and 594 in the middle Atlantic; 4,105 and 873 in the east 
north-central; 3,854 and 467 in the west north-central; 3,558 
and 652 in the south Atlantic; 2,609 and 380 in the east south- 
central; 4,088 and 512 in the west south-central; 5,662 and 
= in the Mountain states, and 2,718 and 384 in the Pacific 
States. 

The “principal determinants” of route locations and the 
total mileage of the system, the committee said, were: (1) 
the interconnection of the larger cities of all regions; (2) the 
accommodation of short-run traffic, and (3) the creation of a 


1 System of optimum extent and maximum utilization. The 


committee said the heavily traveled sections of the proposed 
interregional system: lay mainly within relatively narrow 
_ of traffic influence about cities of 10,000 or more popu- 
ation. 

The minimum rate at which the interregional system 
should be constructed would be determined by the rate of 
obsolescence of existing roads that approximated it, the re- 
Port indicated. 

In a letter submitting the report to the President, Gen- 
eral Fleming said that the defense highway act of 1941 
authorized a federal appropriation of $10,000,000 to be appor- 

_ tioned among the several states and matched by them to 
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provide a fund for the making of surveys and plans for fu- 
ture highway construction. He said the funds authorized had 
been apportioned, and had been allotted in substantial part 
to the preparation of detailed plans and specifications for 
sections of highways included in the system the committee 
recommended. 

The further application of these funds largely to the sys- 
tem, in his opinion a desirable requirement, would assure the 
availability of complete plans for the construction of impor- 
tant highways of an estimated cost of about $400,000,000, said 
he. More recently, he continued, Congress had authorized 
expenditure in each state of an amount of the unobligated 
balance of federal-aid highway funds not exceeding the state’s 
apportionment of a national total of $50,000,000, together with 
matching state funds, for additional surveys and plans for 
postwar highway construction. By these two measures, said 
he, a generous provision had been made for the preparatory 
work of surveying and planning necessary to assure the readi- 
ness of a large body of highway construction projects at the 
end of the war. 


Car Spotting Conference 


The National Industrial Traffic League will get no sup- 
port from the railroads in its effort to obtain legislation in- 
tended to require the making of freight rates covering the 
entire service of transportation from the point where the 
freight is loaded on cars at origin to the place where it is 
removed at destination. The league adopted a resolution favor- 
ing such a principle at its annual meeting in Chicago and en- 
dorsed the “substance” of two bills (H. 3554 and S. 1492) now 
in Congress intended to establish that principle. 


Members of the league’s special committee on Ex Parte 
104, part II, under the chairmanship of George A. Blair, gen- 
eral traffic manager, Wilson and Company, Chicago, met with 
representatives of the railroads, headed by A. F. Cleveland, 
traffic vice-president of the Association of American Railroads, 
at Chicago, January 7, to discuss the matter. In the discus- 
sions, the league’s committee did not hold out for endorsement 
of the pending bills as written, but sought suggestions from 
the railroad men as to modifications that might make those 
bills acceptable to the railroads. The railroad men took the 
position that, while the railroads agreed with the league com- 
mitteemen on the principle, there was still hope that it might 
be preserved through action by the Commission. They could 
not go along with the league in seeking any legislation on the 
subject, they said. 

Some of the shippers present expressed the opinion, after 
the conference, that the railroad position was dictated in large 
measure by a feeling that railroad opposition to pending rate 
bills might be weakened were they to adopt an aggressive atti- 
tude on other legislation intended to tell the Commission what 
it ought to do about the car spotting phase of rate-making. 


It was understood the league’s committee intended to hold 
a further meeting at which interested shippers would be asked 
to express their views on the car-spotting legislation. Mr. 
Blair was out of the city January 14, and it was said at his 
office that he would make arrangements for the meeting after 
his return. 


TRUCK TRAILER MAKERS MEET 


The Truck Trailer Manufacturers’ Association held a meet- 
ing January 12 at the Statler Hotel in Washington, D. C., at 
which officers and directors were elected. The 1944 truck 
trailer production program was discussed by J. E. Graham, 
assistant director of the automotive division of the War Produc- 
tion Board. Director Eastman, of the Office of Defense Trans- 
portation, spoke at dinner in the evening. 


Officers elected were: President, E. J. Lucas, of Kingham 
Trailer Co., Louisville, Ky.; vice president for the eastern states, 
J. L. Glick, president, Truck Engineering Corporation, Cleve- 
land, O.; vice president for the western states, A. R. Trombly, 
Trombly Truck Equipment Co., Portland, Ore.; and treasurer 
(reelected), H. N. Brown, president, Keystone Trailer Equip- 
ment Co., Kansas City, Mo. 


Members of the board of directors elected follow: N. A. 
Carter, Sr., president, Carter Manufacturing Co., Memphis, 
Tenn.; M. N. Terry, vice president, Trailer Co. of America, 
Cincinnati, O.; L. A. Myers, Jr., of Black Diamond Trailer 
Co., Inc., Bristol, Tenn.; Harvey C. Fruehauf, president, Frue- 
hauf Trailer Co., Detroit; Christopher Hammond, Jr., president, 
Steel Products Co., Savannah, Ga.; Bert P. Bates, Highway 
Trailer Co., Edgerton, Wis.; R. R. King, president, American 
Body & Trailer Co., Oklahoma City, Okla.; and P. M. Hein- 
miller, Utility Trailer Manufacturers’ Co., Los Angeles. 
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TRAFFIC WORLD 


Traffie Law and Procedure 


Thirty-Fourth of a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson—Carriers’ 
Liability and Limitation of Liability 


e The Cummins amendment to the interstate commerce act, 
1915, provided that common carriers subject to the act 
should issue bills of lading and should be liable to the lawful 
holder of such bills for any loss, damage, or injury, to the 
property covered by them. It provided that no contract, re- 
ceipt, rule, regulation, or other limitation of any character 
whatever should exempt the common carriers from the liability 
imposed by the act. The carriers were made liable for full 
actual loss, damage or injury, “notwithstanding any limitations 
of liability or any agreement as to value in any such rece'pt, 
bill of lading, rule, regulation, or in any tariff filed with the 
Interstate Commerce Commission.” Any such limitations were 
held to be void.” 

Prior to the passage of this amendment by Congress, the 
Commission, in cases before it, had upheld the clause in bills 
of lading providing that loss and damage was to be limited to 
the value at time and place of shipment, measured by ‘the in- 
voice price of the goods plus freight charges, or by agreed. or 
limited liability determined by the classification of the goods, 
as in no way limiting the carriers’ liability to less than the 
value of the goods but merely affording the most convenient 
way of finding the value.*? In another later decision in which 
the amendment was considered the Commission held that the 
clause of the bill of lading contract limiting the carrier’s liabil- 
ity was still valid and not forbidden by law.* 

The interstate commerce act, as amended by several sub- 
sequent amendments, now provides that: 


1. Common carrier railroads or transportation companies subject 
to the interstate commerce act must issue receipts or bills of lading to 
cover shipments transported in interstate commerce. 

2. The common carrier issuing the bill of lading or receipt is liable 
to the lawful holder of the bill of lading for any loss, damage or injury 
to the property covered by the bill of lading, caused by the carrier 
issuing the bill of lading or any other carrier or transportation company 
to which the goods may be delivered or over the lines of which the 
property may be transported on a through or joint bill of lading. 

3. No contract, receipt, rule, regulation or other limitation shall 
exempt the carrier or transportation company from liability imposed 
by the act. 

4. The carrier or transportation company delivering property 
transported upon a through joint bill of lading is liable to the lawful 
holder of the bill of lading in like manner as the carrier or trans- 
portation company which has issued the bill of lading. 

5. The liability of the carrier or transportation company is to the 
holder of the bill of lading or to any party entitled to recover on it. 

6. The liability ordinarily is for the full actual loss, damage or 
injury to the property caused by the carrier or by any carrier to which 
the property is delivered or over which it may pass in interstate com- 
merce on a through bill of lading. 

7. In general, any limitation of liability, limitation upon the amount 
of recovery, or representation or agreement with respect to the value 
of the property in any bill of lading or receipt, is unlawful and void 
without regard to the form in which it is made.4 


Released or Declared Valuation 


Several provisos in the act remove certain types of trans- 
portation from these general regulations. The lability of a 
carrier by water is determined by its bill of lading and by the 
laws and regulations applicable to transportation by water, and 
the liability of the initial and delivering carriers is the same 
as that of the carrier by water in cases where the loss, damage, 
or injury of the property occurs while it is in the custody of a 
carrier by water. 

The prohibition of the act making void any agreement 
providing for the limitation or release of carriers’ liability, 
does not apply to the transportation of baggage carried on 
passenger trains or boats or on trains or boats carrying pas- 
sengers. 

The prohibition against limited liability or released lability 
of carriers does not apply in connection with the transportation 
of property—ordinary live-stock excepted—received by the 
carriers or transportation companies for transportation con- 
cerning which the Commission authorizes or requires the estab- 
lishment of rates that are dependent or conditioned on valua- 
tion of the goods declared in writing as the “released value” 
of the property. Ordinary live stock includes all cattle, swine, 
sheep goats, horses and mules, except those chiefly valuable 


1Cummins Amendment, March 4, 1915, 38 Stat. L. 1196. 

2? Shaffer and Co. vs. C. R. I. & P. R. Co. (21 I. €. C. 8), 1911. 
3In re Cummins Amendment, Ex Parte No. 49 (33 I. C. C. 682), 1915. 
#Interstate Commerce Act, Part I, Section 20 (11). 


for special uses, such as breeding, racing, or show purposes. 
In such cases, the declaration or agreement as to the value of 
the goods has no effect but to limit the carrier’s liability and to 
restrict the recovery of the owners in the event of loss, damage, 
or injury to an amount not in excess. of the value declared or 
released. The declarations or agreements as to the value of 
the property transported at reduced or released rates are not 
to be held to be in violation of the section of the act prohibiting 
false billing of shipments by shippers or carriers.* 

The act requires that the carriers’ tariffs filed with the 
Commission authorizing or requiring rates based on agreed or 
released valuation of the goods, must contain specific refer- 
ences to the Commission’s order. The rates may be estalished 
so as to be dependent on or to vary with the declared or agreed 
value of the goods. The Commission is empowered to make 
orders governing such rates as, in its opinion, are just and 
reasonable under the circumstances and conditions surrounding 
the transportation of the goods. 

The interstate commerce act expressly provides that hold- 
ers of receipts or bills of lading are not deprived by the act of 
any legal remedy or right of action under common law.® In 
other words, the statutory remedies provided for in the inter- 
state commerce act supplement and augment rather than super- 
sede the common law remedies available to shippers. 


Carriers’ Right of Recourse 


Common carriers or transportation companies that have 
issued bills of lading or receipts, or delivering carriers or trans- 
portation companies that have been required to pay the owners 
of the property for any loss, damage or injury sustained, are 
entitled to recover from the carrier or transportation company 
on whose line the loss, damage, or injury actually occurred, 
the amounts paid to the owners of the goods. The pavments 
may be proved by the evidence of receipts, records of judgments 
of courts, or transcripts of such records.’ 


Atlantic Coast Line vs. Riverside Mills 


This case came to the U. S. Supreme Court on error from 
the Circuit Court of the United States for Southern Georgia.‘ 
The case originated as an action to recover the value of goods 
received by the Atlantic Coast Line Railroad at a point on its 
line in Georgia for transportation to a point outside the state. 
The goods were shipped on a joint through bill of lading. The 
shipment was subsequently lost while being transported by a 
connecting carrier, to which the goods were delivered by the 
Atlantic Coast Line. A clause in the bill of lading stated that 
the initial carrier should not be liable for loss or damage not 
occurring on its own portion of the route. The shipner brought 
suit in the U. S. District Court and got a judgment from which 
the railroad soucht relief. 

The Carmack amendment of 1906 to the interstate com- 
merce act provided that any common carrier, railroad. or trans- 
portation company receiving property in transportation in in- 
terstate commerce should issue a bill of lading and should be 
liable in any loss, damage, or injury to the pronerty “caused 
by it or by any common carrier, railroad. or transportation 
companv to whom the property may be delivered, or over 
whose line or lines such nronertv may pass, and no contract, 
receint, rule or regulation shall exempt” the carrier from 
liability imposed by the amendment.’ 

The railroad contended that the Carmack amendment 
abridged its freedom to contract. and that, in making it liable 
as the initial carrier for loss and damage suffered on the line 
of a connecting carrier, the amendment deprived the carrier 
of its property without due process of law. 

The Supreme Court, in an opinion delivered by Justice 
Lurton, held that the Carmack amendment was not unconst'tu- 
tional, and affirmed the decree of the district court. It held 
that the amendment remedied a burdensdme situation in inter- 
state commerce. If in order to bring suit for recovery the 
shipper had to seek the location of the damage and in that 
place bring suit he would be subject to long, involved, and often 


5 Interstate Commerce Act, Part I, Section 10; Part II, Section 222; 
Part III, Section 317; and Part IV, Section 421. 

* Interstate Commerce Act, Part I, Section 20 (11). 

7Ibid., Section 20 (12). 

8 (219 U. S. 186), 1910. 
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® 34 Stat. L. 584, amending Interstate Commerce Act, Section 20. | 
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unavailing labor. Records were far removed or not at his 
disposal, and often he might be obliged to make such settle- 
ment as was proposcd in order to obta’n any recovery at all. 

‘she Carmack amendment provided a remedy for this com- 
plaint and cased the burden of claim settlement for shippers. 
Settlements and adjustments on claims were far more easily 
effected between the initial carr’er and connccting carr ers than 
betwcen the sh pper and a connecting carrier at a distance from 
the cla’‘mant. 

The freedom to contract, said the court, was not an absolute 
one. Contracts in opposition to public policy were not valid. 
The regulation of the form, evidence, and validity of contracts 
in interstate commerce was a matter subject to Congressional 
purview. There was no question, therefore, of the power of 
Congress to regulate the power to contract in matters involving 
public policy. 

The contention that the statute violated the fifth amend- 
ment to the U. S. Constitution by taking the property of the 
initial carrier to pay the debts that may have been caused by 
the negligence of a connect'ng carrier, was held to be without 
merit. The Carmack amendment merely changed the status of 
connect'ng carriers from that held under American common law 
in which they were considered to be agents of the shipper. By 
changing their status by considering connecting carriers to be 
the agents of the initial carriers, the amendment remedied a 
situation in interstate commerce that was not in the public 
interest. The constitutionality of the power of Congress so to 
regulate interstate commerce was held to be beyond question. 
The initial carrier under the Carmack amendment thus became 
responsible as the principal for the negligence of its own agents, 
the connecting carriers. 

The judgment of the circuit court was affirmed. 


Adams Express Company vs. Croninger 


This case was on error to the Circuit Court of Kenton 
County, Kentucky, to review a judgment against a carrier for 
the full value of an undelivered interstate shipment, notwith- 
standing a st‘pulation limiting the carrier’s liability to the 
agreed value in the event of loss, damage, or injury of the 
shipment.”® The action in the Circuit Court of Kenton County, 
Kentucky, was against the Adams Express Company to recover 
the full market value of a small package, containing a diamond 
ring, which was delivered by Croninger to the express company 
at its office in Cincinnati, Ohio, consigned to a person, at 
Augusta, Georgia. The package was never delivered. The ex- 
press company made defense by answer. The plaintiff demurred 
to the answer as not containing a defense, and the demurrer 
was sustained. The company declined, to plead further, where- 
upon the Circuit Court gave judgment for $137.52, the full 
value of the ring, plus interest. A writ of error was sued out 
from this court to the Circuit Court of Kenton County, the 
highest court of the state in which a decision could be had. 

The express company was engaged in interstate commerce 
and was, therefore, subject to the provisions of the interstate 
commerce act. It had duly filed with the Commission a tariff 
schedule showing its rates and charges, which were graduated 
reasonably according to value when the value of the property 
to be transported exceeded $50.00. The lawful rate for a ship- 
ment of $50.00 or less from Cincinnati to Augusta, Georgia, was 
25 cents, but the rate was 55 cents if the value of the shipment 
was $125.00. It was averred that Croninger knew the trans- 
portation charges were based on valuation and, if he did not 
declare the valve or disclose it when he delivered the package 
for shipment, the rate charged would be based on a $50.00 
valuation. It was alleged that the package was sealed and that 
the express company did not know the value of the contents, 
and that, if it had known, the charge would have been 55 cents 
instead of 25 cents. The receipt or bill of lading issued showed 
no valuat’on, but contained a stipulation that: “in considera- 
tion of the rate charged for carrying said property, which is 
regulated by the value thereof, and is based upon a valuation 
not exceeding $50.00 unless a greater value is declared, the 
shipper agrees that the value of said property is not more 
than $50.00 unless a greater value is stated herein and that the 
company shall not be liable in any event for more than the 
— so stated nor for more than $50.00 if no value is stated 

ere'n.” 

The express company contended that, since the shipment 
was an interstate one, the only regulat‘on was the interstate 
commerce act. It averred that the limitation of value declared 
in its bill of lading was valid and obligatory under that act. 
This defense was overruled. Since this constituted a federal 
quest‘on, it gave the federal courts jurisdict‘on. The judgment 
of $137.52 was reversed. Under the Kentucky law the provision 
of the express contract limiting the recovery to an agreed or 
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declared value was invalid and the shipper was entitled to 
recover the actual value, unless sufficient facts were shown 
independently of the special contract to avoid the contract for 
fraud or to create an estoppel at common law. 

Justice Lurton, who delivered the opinion of the U. S. 
Supreme Court said: 


The question upon which this case must turn is whether the op- 
eration and effect of the contract for an interstate shipment, as shown 
by the receipt or bill of lading, is governed by the local law of the state 
or by the acts of Congress regulating interstate commerce. The consti- 
tutional power of Congress to regulate commerce comprehends power to 
regulate contracts between shipper and carrier of an interstate ship- 
ment by defining the liability of the carrier for loss, delay, injury, or 
damage to such property, needs neither argument or citation. But it 
is equally well settled that until Congress has legislated upon the sub- 
ject, the liability of such carrier exercising its calling within a par- 
ticular state, although engaged in the business of interstate commerce, 
for the loss or damage to such property, may be regulated by the law 
of the state, because it is the state’s power and duty to safeguard the 
general public against acts of misfeasance and nonfeasance committed 
within its limits, although interstate commerce may be indirectly 
affected. 


Section 20, of the interstate commerce act, as then amended 
by the Carmack amendment, provided for the affirmative re- 
quirement that the initial carrier issue a receipt or bill of lading 
therefor when it received property for interstate commerce. 
Such initial carrier was made liable to the lawful holder thereof 
for any loss, damage or injury to such property caused by it. 
The initial carrier was also made liable for any loss, damage or 
injury to such property caused by any common carrier, railroad, 
or transportation company to which such property was delivered 
or over whose line or lines it passed. It also affirmatively de- 
clared that no contract, receipt, rule, or regulation should 
exempt such common carrier, railroad, or transportation com- 
pany from the liability imposed. 

Prior to this amendment the rule of carriers’ liability for 
interstate commerce, as enforced by both federal and state 
courts, was either that of the general common law or that de- 
termined by the supposed public policy of a particular state. 
The court decided the provisions of the interstate commerce 
act as amended forbidding exemption from liability were not 
violated by a plain provision in a bill of lading contract or 
receipt basing the charges on the value of the shipment trans- 
ported and provid:ng for higher rates for increasing liability 
when higher value was declared. 

The judgment of the lower court was reversed. 


American Railway Express vs. Lindenberg 


This case was a writ of certiorari to the Supreme Court 
of the appeals of the State of West Virginia to review a judg- 
ment affirming a judgment of the Circuit Court of Kanawha 
County, West Virginia, in favor of the plaintiff in an action 
brought to recover the value of the goods lost and injured while 
in the defendant’s possession for transportation.” 

In July, 1918, the respondent, Lindenberg, delivered two 
trunks and one package to the petitioner, American Railway 
Express Company, in Indianapolis, Indiana, for transportation 
to Charleston, W. Va. The package weighed ten pounds and 
the trunks weighed 102 pounds and 200 pounds, respectively. 
A receipt was given by the express company for the property. 
It recited that its terms and conditions were agreed to by the 
shipper. It also stipulated that in no event should the express 
company be held liable or responsible nor should any demand 
be made on it beyond the sum of $50 for any shipment of 100 
pounds or less and for not exceeding 50 cents a pound on any 
shipment weighing more than 100 pounds. The liability of the 
express company was stated to be limited to the value above 
stated, unless the true and just value of the goods was declared 
at the time of shipping and the declared value in excess of the 
value above specified paid for under the express company’s 
schedule of charges for excess values.” 


One trunk was delivered at destination in bad order. The 
respondent claimed $1,500 in damages. The express company 
acknowledged liabil‘ty and offered to pay $110 based on the 
limited property valuation of 50 cents a pound. 


The trial court gave the respondent judgment of $916.15 
as damages. The state appellate court affirmed this judgment. 
It based its decision on the Cummins amendment of March 4, 
1915, and the amendment of August 9, 1916 to the interstate 
commerce act, known as the Cummins amendment as amended. 


The Commiss‘on had issued an order on April 2, 1917, 
author'zing express companies to maintain rates dependent upon 
value agreed or declared.” The U. S. Supreme Court, in an 
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opinion delivered by Justice Sutherland, reversed the decision 
of the lower courts and held the limited liability of the express 
company to 50 cents a pound valid under the interstate com- 
merce act as amended. The Supreme Court held that, in the ab- 
sence of a statute requiring it, the signature of a shipper was not 
necessary to bind him to the terms and conditions of a bill of 
lading or express receipt giving a rate based on value of goods 
to be transported under a statute providing that the rates shall 
depend on value declared in writing by shipper or agreed on 
in writing. A receipt was not void in toto because it contained 
some illegal conditions if they did not apply to the shipment 
in question and were separable from the valid provisions of the 
receipt. A carrier had the right, with the approval of the 
Commission, to limit the extent of its liability, if the limited 
liability was based on reduced rates and provisions so stating 
were contained in its bill of lading or receipt and tariffs naming 
the rates. 

The Supreme Court, quoting its prior decision in K. C. S. R. 
Co. vs. Carl, said: 


To permit such a declared valuation to be overthrown by evidence 
aliunde the contract, for the purpose of enabling the shipper to obtain 
a recovery in a suit for loss or damage in excess of the maximum 
valuation thus fixed, would both encourage and reward under-valuations 
and bring about preferences and discriminations forbidden by the law. 


Such a result would neither be just nor conducive to sound morals or 
wise policies.“ 


The judgment of the court below was reversed and the 
case was remanded. 


Western Transit Company vs. A. C. Leslie Co., Ltd. 


This case was error to the Supreme Court of the State of 
New York, which had affirmed judgment of the city court 
of Buffalo against the carrier for the full value of a consign- 
ment of 25 tons of copper ingots stolen from the carriers’ prem- 
ises at Buffalo, where it was held awaiting further orders from 
the shipper.” 

The A. C. Leslie Co., Ltd., forwarded a shipment of copper 
bars from Houghton, Michigan, via the Western Transit Company 
steamship service to Buffalo, there to await further instructions 
as to shipping. The Western Transit Company furnished free 
storage at the dock in Buffalo. The shipment was made on an 
agreed or released valuation of $100 a net ton. Some four 
months after the arrival of the shipment at Buffalo, it was 
discovered that approximately one ton of the original shipment 
of twenty-five tons of copper ingots was missing. 

The shipper sued the carrier for the value of the copper 
lost on the basis that, since the entire twenty-five tons was one 
shipment, the claimant was entitled to recover up to $2,500 at 
the released value rate of $100 a net ton. The shipment was 
made on an interstate through bill of lading which contained 
a released valuation clause of $100 a net ton based on a differ- 
ence in the carrier’s tariff of freight rates on file with the 
Commission. 


The Western Transit Company charged in its tariff 18 cents 
a hundred pounds when copper bars were released to $100 a 
net ton and 30 cents a hundred pounds when no agreed value 
was stated. 


The U. S. Supreme Court held, in its opinion delivered 
by Justice Brandeis, that a released value clause in a bill of 
lading contract was valid and controlling where based on a 
difference in the carrier’s tariff rates on file with the Com- 
mission. Every shipper was held to be charged with notice of 
the terms of the interstate tariffs governing his shipments and 
to be bound by them. The maximum liability of the carrier 
for the loss of part of a shipment declared by the shipper in 
his bill of lading contract covering a lot of goods at not to 
exceed $100 a ton and agreeing that this was a maximum 
should govern the computation of the liability of any loss or 
damage for which the carrier might become liable was held 
not to be the total valuation so fixed but the value of the 
part lost at the rate or maximum value of $100 a ton. 

The judgment of the court below, which had affirmed 
judgment of the trial court for full value, was reversed and 
the case remanded. 


Chesapeake and Ohio R. Co. vs. Martin et al. 


This case came to the U. S. Supreme Court on writ of cer- 
tiorari to the Supreme Court of Appeals of West Virginia.” 
The action was brought against the C. and O. Railway by the 
respondent, Martin and another, in a state court to recover 
damages for the misdelivery of a car load of potatoes trans- 
ported on a through bill of lading in interstate commerce. On 
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November 6, 1925, the shipment was initiated at Wyman, Mich., 
by another carrier and transferred to the carrier involved for 
final transportation and delivery at Richmond, Va. The re- 
spondents had arranged for the storage of the potatoes with 
the Bowman Transfer Company in Richmond, and the peti- 
tioner, the C. and O. Railway, had been notified that all potatoes 
billed to respondent were to be delivered at the warehouse of 
that company. The potatoes arrived at the petitioner’s yard in 
Richmond six days after shipment from Michigan. Four days 
later, on November 16, the potatoes were inspected by the re- 
spondent. He thereupon paid all freight and demurrage charges 
and became entitled to delivery. To make delivery to the 
Bowman warehouse it first was necessary to transfer the car 
of potatoes to the Southern Railway. The usual time required 
for this transfer movement was not more than 48 hours. The 
petitioner, on November 17, transferred the car to the Southern 
Railway but, by mistake, directed that delivery be made to the 
warehouse of D. S. Harwood, where the car was unloaded by 
Harwood and the potatoes were stored in the belief that they 
belonged to a customer of his. On the same day the Bowman 
Company mailed to the respondents a warehouse receipt ac- 
knowledging the receipt and storage of the potatoes in the 
warehouse of that company. A month later the Bowman Com- 
pany advised respondents that the receipt had been issued in 
error, and that the car had been taken to the warehouse of 
D. S. Harwood. 


Notwithstanding this letter, the respondents visited the 
Bowman warehouse and, on inquiry, concluded that the potatoes 
were there. They made no inquiry of the petitioner or at the 
Harwood warehouse. Harwood did not know the respondents or 
suspect that they were the owners of the potatoes until May 10, 
1926, at which time he informed them that he had the carload 
of potatoes. The respondents then identified the potatoes, found 
them to be in spoiled condition, sold them for a small sum, and 
brought action against the carrier. No notice of loss was given 
or claimed for damage made until May 26, 1926, six months 
and 20 days after the potatoes were shipped from the orig- 
inating point. The terms of the bill of lading contract stated 
that claims must be made six months after delivery or six 
months after a reasonable time for delivery. 


Petitioner’s freight agent in the lower court testified that 
a reasonable time after shipment for delivery of the potatoes 
to the consignee in Richmond was about eight days. Any longer 
time would be a delayed movement. There was no evidence 
to the contrary. 


Petitioner demurred on the ground that the claim was made 
too late. The lower court overruled the demurrer. The court 
disregarded the freight agent’s testimony on the ground that he 
was an interested party. The trial court overruled the de- 


murrer and judgment was entered for $1684.39, the value of 
the potatoes. 


The U. S. Supreme Court, in an opinion handed down by 
Justice Sutherland, held that a provision of the bill of lading 
contract that claim against the carrier for failure to deliver 
must be made within six months,—as it stood at that time,— 
after a reasonable time for delivery was valid under the pro- 
visions of the interstate commerce act. It held that whether 
the provisions of a bill of lading issued in connection with 
interstate commerce were complied with was a federal question 
determinable under federal law. A reasonable time for delivery 
within the provisions of the bill of lading contract requiring 
claims for loss to be filed within six months thereafter, was 
interpreted to mean the time necessary conveniently to trans- 
port and make delivery of the shipment in the ordinary course 
of business. Reasonable time for delivery, when considered in 
connection with the reasonable time to make claim for loss, 
was held to depend on the circumstances in particular cases. 

It held also that the misdelivery of a shipment by a carrier 
could not be set up as estoppel against a claim of failure to 
comply with the terms and conditions of the bill of lading 
contract requiring that claim for loss be filed within six months 
after reasonable time for delivery. 


The Commission had held that a reasonable time was the 
time sufficient to do the required work. There had been no 
proof that any more time was needed. The testimony of the 
freight agent should not have been disregarded entirely on 
the grounds that he was an interested party. There was no 
evidence given contrary to that given by him, nor was it shown 
in any way that his evidence was false. 

The court held that to allow this case to be decided as it 
was by the lower court “would be to alter the terms of the 
contract, violate the interstate commerce act and the statute 
of limitations, thus open the door for evasion of the spirit and 
purpose of the interstate commerce act to prevent preference 
and discrimination in reference to rates and service.” 

The judgment of the court below was reversed. 
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Questions and Answers 


In this column will be cnswered questions of both legal and 
® practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight.. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Liability of Carrier Shown in Bill of Lading as Terminal Carrier 


Virginia.—Question: Referring to your answer to ‘Minne- 
sota,” on page 1478 of the Traffic World of December 11, 1943, 
under the above caption, quoting from paragraph 11 of Section 
20 of the Interstate Commerce Act, concluding with the state- 
ment: 


Under the above provision of the act, it appears probable that 
your company could be held liable shoud an action at law be brought 
against your company, (referring to the delivering carrier which has 
never received the shipment). 


I think you have overlooked the specific language of the 
quoted paragraph, the first part of which imposes liability upon 
the carrier receiving the property and concluding with: 


Or any common carrier, delivering said property so received and 
transported. 


It seems to me that the words “carrier delivering said 
property,” are significant and indicate that the delivering car- 
rier can only be held if, and when, the property is traced into 
its possession; otherwise it cannot be said to be a carrier “de- 
livering said property.” ; 

Answer: The term “delivering said property so received 
and transported,” appearing in paragraph 11 of Section 20 of 
the act, if used in the literal sense, would bar a recovery against 
the delivering carrier named in the bill of lading. 

We doubt whether, in view of the purpose intended by the 
inclusion of this provision in the law—namely, to afford the 
shipper a remedy against either the initial or delivering carrier, 
without determination by the shipper of the responsible carrier 
—the effect you suggest would be given the provision. 


Routing and Misrouting—Duty of Initial Carrier Where Ship- 
per’s Instructions are Incomplete ; 

New York.—Question: We thank you for answering our 
query on page 1294 of the November 20th issue of The Traffic 
World, under the above caption. 

Would you please be good enough to let us know, also 

through the same channel, whether it is possible, on this ship- 
ment, for the railroad to bill us on the basis of the combined 
intermediate and local class rates, notwithstanding that WTL 
Tariff 134-K has a specific commodity rate, the latter being 
shorter ? 
__ Answer: As we stated in our answer to which you refer, 
it is our opinion that the joint through rate of 57 cents pub- 
lished in Item 1480-E of Agent Kipp’s Tariff I. C. C. A-3452, 
applies from Hawley, Minn., to Dresden, Ohio, under the provi- 
sions of the intermediate rule published in that tariff. 

If the joint through rate of 57c is applicable from and to 
the points named above, there is no legal obligation on your 
part to pay charges on the basis of the sum of the commodity 
rate to Coshocton and the local rate beyond that point. 


Tariff iInterpretation—Application of term “Junk” 


_ Missouri.—Question: We would appreciate your view and 
interpretation of the applicable rating to be applied on the 
following shipment. The shipment in question moved. from 
Pryor, Oklahoma, to Granite City, Illinois, described as 16 rolls 
of sheet lead, weight 17,003 pounds. We applied a rate of 68c, 
per National Motor Freight Classification No. 6, in connection 
with Mid-Western Motor Freight Tariff No. 32, MF-I. C. C. No. 
83, Supplement 132, Item 105-T, minimum weight required 
16,000 pounds. 

The consignee contends the correct rate should be 38c, per 


175 


Mid-Western Motor Freight Tariff No. 32, MF-I. C. C. No. 83, 
Item 3540, and the descriptive item 3050-A, stating this item 
names scrap lead plates, a definite form of scrap lead, which 
serves to give weight to the belief that all other scrap lead 
would come under scrap “metals.” 

It is my contention that since scrap lead and sheet lead 
are both under the generic heading LEAD in the classification 
it cannot be construed that scrap iron and metal or any other 
description contained in Item 3050-A would include scrap sheet 
lead. Furthermore I am unable to find where the descriptive 
item 3050-A, which the consignee speaks of, includes scrap lead 
plates, unless he has reference to the specific listing of battery 
plates, burnt out. You will note that in the descriptive item 
3050-A, the heading reads “ratings apply on the following junk 
articles only, provided in rating items giving reference hereto, 
Viz:”. The word “Viz” means namely, or as specifically de- 
scribed in the item bearing the word “Viz.” Also since Na- 
tional Motor Freight Classification No. 6 does not carry scrap 
lead or sheet lead under the heading of iron and metals but 
under the heading of lead, it is my contention that it cannot 
be assumed that scrap sheet lead is covered in Item 3050-A 
when the item very specifically states, ‘namely’ and goes ahead 
to list the item specifically which it does cover. 

Answer: That scrap lead is junk, is evident from the de- 
cisions in Western Hide & Fur Co. vs. Chicago & N. W. Ry. Co., 
203 I. C. C. 213; West End Scrap I. & M. Co. vs. Duluth, S. S. 
& A. Ry. Co., 179 I. C. C. 304, whether specifically named or 
when included in the term junk. Michigan Scrap Iron Co. vs. 
Chicago & N. W. Ry. Co., 186 I. C. C. 617. 

Whether sheet lead is junk has not been determined by 
the Commission, so far as we can find. 

If it is, the term “metal” will, in our opinion, include sheet 
lead, as lead is metal. 

The fact that sheet lead is carried in the classification 
under the heading of lead and not metals is not determinative, 
as the term metal is a term broad enough to include that com- 
modity. Norwich Wire Works, Inc., vs. Boston & Maine R. R. 
Co., 232 I. C. C. 593. 


Tariff Interpretation—Application of Rating on Machinery on 
Skids to Crated Shipments on Skids 


Pennsylvania.—Question: We have noted your answer to 
“New York” on page 1420 of the December 4 issue of the 
Traffic World and feel the conclusion you have reached is not 
“sound reasoning.” 

In the first place, the device which was affixed to the 
bottom of the crate was not “skids” and the shipper was in 
error in referring to it as such. The verb “skid” means to slide 
and the noun “skid” can only be interpreted as meaning a 
device of such type which will permit of the sliding or skidding 
of the merchandise to which it is affixed from place to place. 
The runners which are customarily affixed to the bottom of 
certain packages to facilitate handling by means of lift trucks 
do not meet this test since they are generally too high and of 
insufficient strength to permit of sliding or skidding the freight 
mounted on them. 

In the second place, when merchandise is properly packed 
in a container of a higher class and a number of such higher 
class containers are assembled into a larger container of a 
lower class for greater facility in handling and additional pro- 
tection in transit, the supplying of such additional protection 
should not be construed as requiring an assessment of a 
penalty charge. 

In shipping heavy machinery, set-up, in crates, the cus- 
tomary practice is to first affix to the base of the machine a 
set of true skids. The crate is then constructed around the 
machine in a manner which results in the skids becoming the 
base or bottom of the crate. The purpose of building the crate 
is of course to further protect the machine and the lower rat- 
ing accorded to the article in a crate is in recognition of this 
added measure of protection. The further addition of runners 
to enable handling of the crate by means of a lift truck neither 
adds to nor detracts from the measure of protection given by 
the grate and has no bearing on the proper rating of the 
article. In fact no intelligent shipper would describe the ship- 
ment as being other than in a crate. 

The several classification committees seem to have made 
little effort to distinguish between true skids and the lift-truck- 
elevations which are erroneously referred to as skids. In Rule 
5, Section 1 (c), the Consolidated Freight Committee have 
made a “faint-hearted” effort to distinguish between true skids 
and those of the “lift-truck variety’ where they provide the 
“elevating truck platforms or lift truck skids” shall be treated 
as “bundles or packages.” A similar provision is carried in 
Rule 5, Section 12, of National Motor Freight Classification. 
See also the specific provision for “Platforms or Skids, Elevat- 
ing, for Lift Trucks,” of which Item 28 on page 277 of National 
Motor Freight Classification No. 7 is typical, and which could 
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be construed as including either crates or boxes which have 
been fitted with runners to permit of handling on lift trucks. 
On the other hand, the same lift truck platform (without sides 
or ends) is called a sheet metal shipping skid in Item 32 on 
page 58 and a solidified carbon dioxide (dry ice) shipping skid 
in Item 18 on page 60. 

The affixing of runners to the bottom of a box or crate 
converts it into a package of the same type as an elevating 
lift truck platform with fixed body or enclosure. On the other 
hand, it does not in any sense change the character of the 
package and the protection given to the contents from that 
afforded by the same crate or box not equipped with said 
runners. In the fact of Rule 5, Section 12, of the National 
Motor Freight Classification the word “package” as used 
therein should be interpreted as meaning a package of the 
type to which the runners have been attached. We believe the 
question which your correspondent has propounded can best 
be answered by the several classification committees adopting 
a rule which will specifically permit the attachment of lift 
truck runners to any standard package without altering the 
standard designation of the package used, or, in other words, 
permitting a “crate” to remain a “crate” regardless of the 
attachment. 

Your correspondent’s difficulty is due to the error of the 
shipper in using the erroneous and wholly unnecessary express- 
ing ‘fon skids” in connection with the described shipment and 
— be corrected through the issuance of a corrected bill of 
ading. 

Answer: If the so-called “skids” in question were of the 
nature you describe and not lift-truck skids we agree with you 
that the lower rating is applicable to the shipment. 

That, however, this lower rating would apply to a ship- 
ment on skids of the lift-truck variety considering the ratings 
on the article shipped seems to us to be doubtful, even though 
it is not reasonable that a higher rating should be applied on 
an article in a crate on skids than on that article when not 
crated. 

That the application of a rating to a given shipment results 
in an unreasonable charge is not determinative of whether the 
rating is applicable. If the rating fits the article, it must be 
applied, regardless of the reasonableness thereof, so far as 
the provisions of Section 6 of the act are concerned. 


Tariff Interpretation 


Louisiana.—Question: Please give your opinion together 
with any legal decisions known, in connection with the fol- 
lowing: 

Item 910 of W. P. Emerson’s I. C. C. No. 336 provides a 
basis for making a through rate from certain origins to various 
destinations, including Kenova, W. Va. (C. & O.). Item 100 
of the same tariff, referring to R. H. Hoke’s I. C. C. No. 200, 
provides a basis for rates to points not specifically named in 
Emerson’s I. C. C. 336. 

My opinion is that the mere fact that Kenova, W. Va., on 
the C. & O. being specifically named as a destination under 
Item 910 does not preclude tne operation of Item 100 in con- 
nection with rates to other stations on the C. & O. taking 
Kenova, W. Va., basis in Hoke’s I. C. C. No. 200. In other 
words, a shipment as described under Item 910 of Emerson’s 
I. C. C. 336, when moving to Huntington, W. Va., on the C. & O. 
would necessarily take the same rate as shown to Kenova in 
same tariff. 

The above may appear a useless question, however a com- 
mon carrier has declined an overcharge claim on the basis that 
the same rates are not applicable to other points taking Ke- 
nova, W. Va., basis but apply to Kenova proper only. 

Answer: Item No. 100 of Agent Emerson’s I. C. C. No. 336 
reads in part as follows: 

Basis for Rates from or to Points for Which Rate Basis Numbers 
Are Not Provided—Except as provided in Item 700, for basis for rates 
from or to points not specifically published in this tariff, see R. H. 
Hoke I. C. C. 200, Tariff 700-A (Southern Group Basis). 

For our illustration in connection with this problem all 
that is needed of this item is the words, “for basis for rates 
from or to points not specifically published in this tariff.” 

Item 910 on page 28 of Emerson’s I. C. C. 336 provides a 
basis for rates on vegetables from certain origin points to 
Kenova, W. Va., etc. It is our opinion that the bas's provided 
in Item 910 will apply to points taking Kenova, W. Va., rates 
as named in Agent Hoke’s I. C. C. 200 (Southern Group Basis 
No. 700-A) by authority of Item 100, provited such po‘nts that 
take Kenova, W. Va., ‘basis are not specifically named in Emer- 
son’s I. C. C. No. 336. If the point is named in the tariff the 
basis provided for Kenova will not-apply. If the point is not 
named elsewhere in the tariff the Kenova basis will apply. 
Tariff Interpretation—Application of Ex Parte 148 Increases 


to Rate Made by Use of Arbitrary 


District of Columbia.—Question: Please furnish an inter- 
pretation of the proper application of Rules 1 and 5 of Tariff 
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of Increased Rates and Charges No. X-148, in connection with 
rates published in Southwestern Lines Tariff 254-A from origins 
in the Southwestern Territory to Carol.na points on so-called 
short or weak lines. 

For example, the rate from Newark, Tex., to Havelock, 
N. C., is published as being constructed by adding 10c cwt. to 
the first class rate for rate basis 454, which provides a first 
class rate of 356c cwt., resulting in a first class raie of 366c 
ewt. prior to March 18, 1942. Should the rate effective March 
18, 1942; be made by increasing the sum of the base rate plus 
the arbitrary, or should it be arrived at by increasing the base 
rate and the arbitrary separately? 

If Rule 1 is properly applicable, the rate effective March 
18, 1942, would be 388c cwt., while if Rule 5 of Tariff No. X-148 
is proper for application in connection with the above men- 
tioned rate, the rate effective March 18, 1942, would be 387%c 
cwt. 

The writer is of the opinion that this question was settled 
in connection with similar items involved in connection with 
the General Increase in Ex Parte 123, but is not able to find 
any authoritative decision which will settle the diiterences of 
opinion which have arisen in connection therewith. Can you 
give us the “lowdown” ? 

Answer: Our interpretation of the matter of assessirg the 
Ex Parte 148 increase in connection with a rate made by the 
use of an arbitrary, is that the base rate and the arbitrary are 
increased separately. This statement is based on the wording 
of Rule 5 of Tariff of Increased Rates and Charges, No. X-148, 
reading as follows: 


Where rates are stated in the form of arbitraries or differentials 
to be added to or deducted from base rates, the base rate and the 
arbitraries or differentials are separately increased in accordance with 
Rules 1 to 4, inclusive, etc. 

Item 5 appears to us to have been published for just such 
a case as here described. Item 1 is to be appled, as stated, 
but only for the purpose of showing the method of finding the 
increase. 


Tariff Interpretation—Differing Minimums for Factors of Rate 
Based on Arbitrary 


Illinois—Question: We would appreciate your opinion on 
proper rating to assess on a 16,000-pound carload of mineral 
wool dest.ned to Bayard, N. Mex. 

Item 9300 of Southwestern Lines Exceptions 173-Q, Agent 
Peel’s I. C. C. 3586 carries two ratings, the one result:ng in 
the lowest charges being the applicable one. Item 390 of South- 
western Lines ‘lariff 251, Agent Peel’s I. C. C. 3527, says in 
part, “through rates to stations named below on the A. T. & 
S. F. will be made by adding to the rates to or from El Paso, 
Tex.,” etc. (Please note that the arbitrariers are governed by 
the Western Classification and no mention is made of the 
except.ons.) 

Would it be proper to assess charges on a “through rate” 
based on 24,000 pounds at Class 27% to El Paso plus Western 
Classification No. 70 basis 24,000 pounds at 5th Class beyond 
when the proper rate to El Paso on 16,000 pounds is based.on 
Class 37%? 

Can a “through rate” be assessed on different minimum 
weights? Thus: 

16,000 lbs. at Class 37% to El Paso 
24,000 lbs. at 5th Class to Bayard = Through rate. 

If the last above cannot be dore, is not Item 390 of South- 
western Lines Tariff 251 ambiguous in that the proper rate to 
El Paso cannot be used in conjunction with the arbitrary? 

Answer: If, under Item 17, the rate at the rating subject 
to the min.mum weight of 16,000 pounds makes a lower charge 
to El Paso, that charge, in our opinion, may be used in con- 
nection with an arbitrary beyond, using a minimum weight 
of 24,000 pounds. 

The applicable charge to El Paso, under Item 17, is arrived 
at by using the rating and the minimum weight which governs 
it that produces the cheapest carload charge. 

The fact that under Item 17, the charge to El Paso is based 
on a rating in connection with which a different minimum 
applies than that which applies in connection with an arbitrary 
beyond El Paso, is of no consequence for the reason that the 
total charge per car is the sum of the charges to and beyond 
El Paso using two separate factors and not a charge based on 
a single factor. 


Tariff interpretation—Heavy and Lengthy Freight 

Washington.—Question: Item 830 of Pacific Freight Tar ff 
Bureau Tariff 1-S, J. P. Haynes, Agent, I. C. C. 1352, provides 
penalty charges for heavy weights and heavy Lfts applicable 
on iron and steel art’cles movirg on port to port rates between 
California and Washington. 

It is alleged that the port to port rates are published to 
meet boat competition under authority of 4th Sect’on Order, 
Interstate Commerce Commission, and that Item 830 is pub- 
lished to meet similar penalties assessed by the boat lines. 
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The question is this: 

Are carriers under the Interstate Commerce Act justified, 
even with the permission of the Commission, in publishing 
service charges under conditions where no service is rendered. 
For instance: We move king posts from Los Angeles to our 
yard, Lake Washington Shipyards, on the port to port rate 
of 46c per cwt. The shipper loads the cars and, in all cases, 
shipments are within the size and weight as to permit the use 
of standard gondolas of 40 feet. We, of course, perform our 
own unloading service and the carrier, therefore, does not 
handle the merchandise and incurs no additional expense due 
to size and weight. In fact, if and when they do unload or load 
a car of these king posts, as occasionally happens, they not 
only assess the penalty charges, but they also assess us for 
the costs of crane service, etc., that are necessary. Personally, 
I think there are just grounds for protesting the application 
of this item and would like your opinion. 

Answer: We are of the opinion that the charge published 
in Agent Haynes’ I. C. C. 1352, Item 830, is not a service 
charge in the sense that it can be waived even if the service 
for which the charge is made is not performed. It is in effect 
a part of the rate for transportation of king posts from and to 
the points named. The charge in Item 830 is to be added to 
all rates on articles of the weights specified in this item. 

Under Section 6 of the Interstate Commerce Act the pub- 
lished charge must be assessed by the carriers and paid by the 
shippers even though the charge may be unreasonable under 
Section 1 of the act. 


Tariff Interpretation 
Alabama.—Question: On page 79, Item 12965 of Hoke’s 


| Freight Tariff 243-I, I. C. C. No. 842, there is a rate on 


scrap iron and steel applying from Fairfield, Ala., to Pitts- 
burgh, Pa., subject to Items 50 and 51 by all lines (except 
those west of the Mississippi River), but restricted to routes 
shown in Items 26175 through 27270. 

Will this rate apply from Fairfield, Ala., to Vandergrift, 
Pa., considering the fact that Vandergrift is shown in Item 210, 
same tariff, as taking Pittsburgh rates? 

Answer: We are of the opinion that the rate published in 
Item No. 12965 from: Fairfield, Ala., to Pittsburgh, Pa., will 
not apply to Vandergrift, Pa. 

Item 210 which provides a list of points taking Pittsburgh, 
Pa., rates reads in part as follows: 

Except as otherwise specifically provided, where reference is made 


to this item, rates published in this tariff, to Pittsburgh, Pa., are also 
applicable to the following points. 


In order for the above provision to be applicable reference 
has to be made thereto, unless it is otherwise specifically pro- 
vided. Inasmuch as it is not specifically provided in Item No. 


| 12965 the terms of Item 210 are not applicable. 


Item No. 12965 is unlike Item 13025, same page, which 
provides a reference mark in connection with the rate from 
Columbus, Ga., to Pittsburgh reading in part: 

“Also applicable to points named in Item 210.” 


Tariff Interpretation—Mixed Carloads of Cooling Boxes and 
Cooling Machines 


Illinois—Question: Referring to Item 520-A, Supplement 
ov, to Agent B. T. Jones’ Tariff 130-B, I. C. C. 3684, providing 
an exception to Rule 10 of the Official Classification on mixed 
carloads of cooling boxes and cooling machines, the item 
authorizing the basis of their respective carload rates when 
in carloads. 

In offering shipments of the commodities in question, it is 
our opinion that the ratings authorized under the tariff author- 
ity cited above could be applied even though shipped in even 
quantities of cooling boxes and cooling machines in carload 
lots. This, because the particular type shipped by us are elec- 
trically operated and, due to interchangeable features, it is 
never known when a number of cooling boxes and cooling 
machines are shipped that any particular cooling machine in- 
cluded in the shipment is definitely designed for any particular 
cooling box included in the shipment and, further, that it is 
only known which cooling machine and cooling box will be used 
together when purchase of a refrigerator is made by the 
customer. 

Under the circumstances stated, we shall appreciate your 
comments with relation to proper ratings applicable. 

Answer: If a cooling box is an article distinct from a 
refrigerator, and the article you ship is a cooling box, there 
sno provision in the item for the mixture of cooling boxes and 
cooling machines (cooling apparatus) as separate units. The 
item provides a rating for cooling boxes and cooling machines 
(cooling apparatus) combined. 

If, however, in referring to cooling boxes, you have refer- 
ence to refrigerators, there is provision in the item for the 
mixture of refrigerators, N. O. I. B. N. in Official Classification 
and refrigerator cooling machines. 
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Traffic Club Doings 


Items for this column are sobicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—EHditor TH TRaFFIc WokrLp. 





The Associated Traffic Clubs of America will hold a “stream- 
lined” meeting at the Hotel Cleveland, Cleveland, O., Febru- 
ary 24. Attendance will be limited to one or two representa- 
tives from each of the association’s 107 member units. The 
meeting will be dedicated to the Office of Defense Transporta- 
tion, with the special object of honoring Joseph B. Eastman, 
director of the O. D. T., who will complete 25 years’ service 
on the Interstate Commerce Commission, February 17. 
Speakers will outline the war activities of rail, motor and 
water transportation in connection with the O. D. T. 

The speakers will be W. M. Jeffers, president, Union 
Pacific Railroad, former rubber director; Chester G. Moore, 
managing director, Central Motor Freight Association, and 
secretary of the American Trucking Associations, and Lachlan 
Macleay, president, Mississippi River System Carriers’ Associa- 
tion. 

There will be reports from F. A. Doebber, president of the 
association; J. M. Fitzgerald, chairman of its board of directors, 
and A. S. Beery, its secretary-treasurer. G. Lloyd Wilson, vice- 
president, will report as chairman of the committee on educa- 
tion and research. There will also be reports from chairmen 
of the committees on club publications, finance, membership, 
procedure, public affairs, sustaining membership, and the spe- 
cial committee to cooperate with the Commission, the O. D. T. 
and other government bodies. 

Subjects to be considered: will include the establishment 
of an institute for traffic management and methods for convinc- 
ing industry of the value of industrial traffic management. 

The board of directors, the committee on education and 
research and the council of club presidents will meet Febru- 
ary 23, the day before the general meeting. The council of 
club presidents, an advisory group organized by President 
Doebber, will be guests of the association at luncheon on 
that day. 





The Traffic Club of Hamilton, Ontario, has elected the 
following officers: President, J. B. Dolphin, traffic manager, 
Dominion Foundries and Steel, Ltd.; vice-president, T. J. 
Parker, Toronto, Hamilton and Buffalo Railway; secretary, 
A. J. Johns, Canadian Pacific; treasurer, A. McVittie, Canada 
Steamship Lines; members, executive committee, R. W. Munro, 
International Harvester Company; Clary Burt, Martin Trans- 
port; H. H. Leather, Leather Transport Company; E. James, 
Canadian Drawn Steel; C. E. Little, Canadian National Rail- 
ways; R. W. Williamson, Erie Railroad. 





The Winston-Salem, N. C., Traffic Club has elected the 
following officers: President, M. P. Adams, general agent, 
Minneapolis and St. Louis Railroad; first vice-president, C. F. 
Bauserman, traffic manager, P. H. Hanes Knitting Company; 
second vice-president, C. S. Mayne, general agent, St. Louis 
Southwestern; members, board of directors, F. W. Perry, traf- 
fic department, R. J. Reynolds Tobacco Company, chairman; 
L. F. Owen, traffic manager, R. J. Renolds Tobacco Company, 
vice-chairman; N. B. Correll, traffic department, R. J. Renolds 
Company; C. B. Fordham, division freight agent, Southern 
Railway; C. W. Hancock, commercial agent, Chicago and North 
Western; L. C. Lamb, general agent, Rock Island Lines; G. R. 
Lawrence, agent, Great Southern Trucking Company; M. P. 
McLean, president, McLean Trucking Company; J. G. Quick, 
general agent, Soo Line; F. L. Sale, general agent, New York 
Central. They will be installed at the annual dinner January 
18. Dr. Howard E. Rondthaler, president of Salem College, 
will be guest speaker, and James G. Hanes, Hanes Hosiery 
Mills, to be toastmaster. 





George C. Smith, president, St. Louis Chamber of Com- 
merce, spoke on “Post-War Planning” at the annual dinner of 
the Traffic Club of St. Louis January 11. 





The Traffic Club of New England has elected the following 
officers: President, Thomas F. Williams, general agent, Lehigh 
Valley Railroad; vice-presidents, W. L. Fillingim, general 
traffic agent, New Haven Railroad; A. F. Lane, general man- 
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ager, Boston Port Authority; F. P. Mutrie, treasurer, P. B. 
Mutrie Motor Transport, Inc., and C. A. Schmidt, general traf- 
fic manager, United Drug Company; secretary-treasurer, P. L. 
Stuart, traffic manager, Sprague Steamship Company; mem- 
bers, board of directors, for two years, M. J. Connelly, New 
England freight agent, Nickel Plate Road; E. N. Hatch, traffic 
manager, M and M Transportation Company; G. F. LeDuc, 
general agent, Boston and Maine; E. A. McAuliffe, division 
traffic manager, Great Atlantic and Pacific Tea Company; W. 
H. Monteith, traffic manager, Kendall mills division, Kendall 
Company; C. A. Riley, traffic manager, Ford Motor Company; 
A. F. Ruby, general manager, Columbia Storage Warehouse 
Company. A dinner meeting will be held January 18, at the 
Copley-Plaza Hotel, Boston, at which James H. Nicholson, 
Federal Bureau of Investigation, will speak on “The F. B. I. 
Front.” Edmund J. Brandon, federal district attorney, and 
Thomas F. Sullivan, Boston police commissioner, will be guests. 
There will be a program of entertainment. A regular monthly 
dinner meeting will be held February 17 in lieu of the annual 
dinner, which has been canceled for the third successive year. 
New chairmen of the standing committees include: Public 
affairs, H. M. Waybright, traffic manager, Eastern Gas and 
Fuel Associates; membership, Mr. Monteith; entertainment, 
Mr. Ruby; finance, Mr. Lane; auditing, Mr. LeDuc; visiting, 
Mr. Connelly. 





R. S. Holland, commercial agent, Anderson Motor Service 
Company, will be installed as president of the Traffic Club of 
; Kansas City at a dinner at the Hotel 
Continental, January 15. He was born 
at Altoona, Pa., and educated at Lake 
Geneva, Wis. His first transportation 
work was in the office of the electrical 
engineer of the Atchison, Topeka and 
Santa Fe at Topeka, Kan. After serv- 
ice in the U. S. Army in the first world 
war, he returned to that job for a 
short period, resigning to go to work 
in the Texas oil fields. Following a 
brief period there, he tried promoting 
concerts in Topeka, and then returned 
to transportation in the office of the 
local agent of the Chicago, Rock Is- 
land and Pacific, in Topeka. Later he 
took a position in the traffic depart- 
ment of the Missouri Pacific, and from 
there went with the Nashville, Chat- 
tanooga and St. Louis at Kansas City. 
In 1932 he joined the Anderson Motor Service Company in the 
position he now holds. He is the first motor carrier representa- 
tive to be elected to the presidency of the club. Other new 
officers to be installed with him are: First vice-president, 
S. L. Burbridge, traffic manager, Colgate-Palmolive-Peet Com- 
pany; second vice-president, S. O. Belcher, general agent, Kan- 
sas, Oklahoma and Gulf Railroad; secretary-treasurer, Mere- 
dith A. Collier, freight traffic agent, Union Pacific; members of 
the board of directors, C. W. Saint, freight agent, Toedebusch 
Transfer Company; D. D. Schuppener, general agent, Chicago 
and North Western Railway; J. B. Cassidy. traffic manager, 
Chase Bag Company; H. W. Courtney, traffic manager, Cook 
Paint and Varnish Company. 








The Metropolitan Traffic Association of New York held a 
ladies’ night meeting January 13. There was a program of 
entertainment. J. J. Lenahan is chairman of the entertainment 
committee. At a railroad night meeting January 27 the color 
films “Loaded for War” and “Tank Destroyer” will be shown 
by arrangement with the Santa Fe System. The annual dinner 
dance will be held February 11. There will be a program of 
entertainment. 





The Bridgeport, Conn., Traffic Association will hold an 
airlines night meeting, January 17. The following will speak: 
J. B. Adamson, traffic representative, American Airlines, “Air 
Transport Developments”; James P. Dean, district manager, 
United Air Lines, “Post-War Aviation,’ and S. E. Russ, re- 
gional air express manager, Transcontinental and Western Air, 
Inc., “Air Express.” The films “Flying Fisherman” and “Flight 
Plan” will be shown by arrangements with the Eastern Air 
Lines and Northwestern Air Lines, respectively. Raymond 
Thorpe, T. W. A., is in charge of arrangements for the meeting. 





The Traffic Club of Jacksonville, Fla., has elected the fol- 
lowing officers: President, George H. West, district freight 
agent, Pennsylvania Railroad; vice-president, Paul R. Dupree, 
traffic manager, American Lumber and Treating Company; 
secretary-treasurer, L. F. Sebeck; members, board of governors, 
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for two years, H. L. Sitterson, city ticket agent, Atlantic Coast 
Line; G. Swift Williams, commercial agent, Seaboard Air 
Line, and Russell S. Wood, commercial agent, Atlanta, Bir- 
mingham and Coast. They were inducted at a luncheon meet- 
ing January 10. 

The Traffic Club of Ft. Worth, Tex., will hold a luncheon 
meeting, January 18, at which Col. John S. Chambers, U. S. 
Army (retired), will speak. There will be a program of enter- 
tainment. C. S. Edmonds will be chairman for the day. 





M. P. Hamby, traffic manager, Dallas Cotton Exchange, 
has been elected president of the Transportation Club of Dallas 
to take the place of Cecil L. Leonard, 


joined the armed forces. Mr. Hamby 
was reared and educated in Sikeston, 
Mo., and began work in the shipping 


the International Shoe Company. In 
1925, he moved to Waco, Texas, and 
went to work for the Missouri-Kansas- 
Texas Railroad as a stenographer in 
the freight traffic department. He re- 
mained with that railroad, at Waco, 
Austin, San Antonio, Houston and Dal- 


Dallas. A year later, he became rate 
clerk in the traffic department of the 
Dallas Cotton Exchange. In 1938 he 
was promoted to the position of assis- 
; tant traffic manager, and in 1943 was 
appointed to the position he now holds. S. E. Johnson, traffic 
manager, Texas Power and Light Company, was elected sec- 
ond vice-president of the club to replace Mr. Hamby, and John 
B. Creen, traffic manager, Oil Well Supply Company, to re- 
place Mr. Johnson as a member of the board of governors. 
The club bade farewell to Mr. Leonard at a luncheon meeting 
January 10. A motion picture, “War Department Reports,” 
was shown. 





C. W. Mangum, general agent for the Western Pacific Rail- 
road at Oakland, Cal., will be installed as president of the 
Oakland Traffic Club at a dinner meet- 
ing at the Athens Athletic Club, Janu- 
ary 18. He was born at Eureka, Utah, 
and educated in the grade and high 
schools of Salt Lake City. His first 


the superintendent of the Denver and 
Rio Grande Railroad at Salt Lake City. 
He was promoted successively to time- 
keeper, clerk to the assistant superin- 
tendent, car distributor and traveling 
car agent, before his change to the 
Western Pacific, where he went to 
work as traveling freight and passen- 
ger agent in 1925. He was transferred 
to a similar position at Pocatello, Ida., 
in 1929. In 1933 he was made general 
agent at San Jose, Cal., and in 1939 
was promoted to the position he now 
holds. In addition to his activity in the 
Oakland Traffic Club, he is an active member of the Oakland 
Foreign Trade and Harbor Club, the San Francisco Transpor- 
tation Club, the Athens Athletic Club, and the Emeryville In- 
dustries Association. The speaker at the installation dinner 
will be Harry W. Jones, superintendent of schools, Piedmont, 
Cal., on “The Post-War Air Age.” President-elect Mangum has 
announced the following appointments of committee chairmen: 
Auditing, Horace Hunter; constitution, Sumner Graham; edu- 
cation, Malcolm Meyer; house, Gene Read; picnic, A. E. 
Rhoades; publicity, H. R. Davis; public relations, Lou H. Wol- 
ters; reception and membership, Robert McDonald; sergeant 
at arms, Jack Morris; welfare, Cliff Buell; Christmas party, 
— Commander Lloyd Hughes, U. S. N., and William 
uneo. 








The Grand Rapids, Mich., Transportation Club will hold a 
dinner meeting January 20. Nina Babcock and Grace Hamilton, 
Cedar Springs, Mich., newspaper women, will speak. 





More than 800 members and guests attended the “Forward 
America” dinner of the Traffic Club of Chicago, January 13. 
The speaker was Phil Hanna, business editor, Chicago Sun. 
He devoted his talk to current national problems and the pos- 
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sibilities for post-war national expansion through the develop- 
ment of hitherto unused resources, which he called the “second 
frontier.” Just as the pioneers had to fight the Indians, he 
said, the pioneers of the second frontier would have to combat 
the “Indians” of high taxation and accusations of monopoly, 
he said, but, if they showed the endurance and courage of their 
forefathers, they would win through. Discussing the President’s 
proposed national service act, he said he did not believe such a 
measure would be necessary if “stand-by” labor resources were 
tapped. Strikes were reprehensible in industry, he said, but 
they were not nearly so harmful to the war effort as the con- 
tinuation of the 40 hour work-week and the maintenance of 
“featherbed” and make-work labor practices. There was too 
much emphasis in various groups these days on rights and too 
little on duty, he said, adding that the government, with its 
3,000,000 civil employes, ought to give the first example of 
abolishing unneeded jobs. E. B. Finegan, chief traffic officer, 
Milwaukee Road, president of the club, presided. He explained 
that the net proceeds of the event were to go into the club’s 
war fund out of which expenses for maintaining sleeping quar- 
ters for service men at the Chicago Central Y. M. C. A. were 
paid. More than 12,000 service men had used those facilities 
since cots were installed by the club in July, 1942, he said. 





The Calumet Transportation Association, East Chicago, 
Ind., will hold a meeting, January 19, at which Lt. Col. Edward 
Hines, sixth transportation zone, U. S. Army will be guest 
speaker. The club’s service flag for 26 members in the armed 


| services will be dedicated. 





The Traffic Club of Syracuse, N. Y., will hold its annual 
dinner at the Onondaga Hotel, January 20. There will be a 
program of music and entertainment. Indoor sports games will 
be played. J. T. McGuire is chairman of the entertainment 
committee. 





The Traffic Club of Newark, N. J., will hold its thirty- 
fourth annual dinner January 20. J. S. McTyer, United Sea- 
men’s Service, and Dr. William H. Ward, United Service Organ- 
izations, will speak. Profits from the dinner will be turned over 
to the two service organizations. There will be a floor show. 
Richard M. Regan is chairman of the annual dinner committee. 





The Eastern Indiana Transportation Club will hold its 
annual dinner meeting at the Roberts Hotel, Muncie, Ind., 
January 26. Mack Sauer, humorist, will speak. New officers will 
be installed. 

At a luncheon meeting of the Traffic Club of Minneapolis, 
January 13, Dr. B. M. Stanfield, Minnesota and Ontario Paper 


| Company, who formerly lived in Russia, spoke on “Russia— 


Past and Present.” H. L. Bateman was chairman for the day. 
George H. Shafer, general traffic manager, Weyerhaeuser Sales 
Company, spoke on “The Duties of an Industrial Traffic Man- 
ager and His Functions in Handling Traffic” at a traffic talks 
meeting January 14. The meeting was arranged by the educa- 
tional committee, O. W. Galloway, chairman. 





Eric A. Cleugh, British consul general at Los Angeles, and 
secretary of the Anglo-Mexican Special Claims Commission, 
spoke on “Britain’s War Effort’ at a luncheon meeting of the 
Los Angeles Transportation Club, January 10. Major Phil W. 
Bowman, officer in charge, district petroleum office, U: S. Army 
Air Force, was chairman. 





Joseph R. Tascik, commerce assistant, New York Central, 
Chicago, spoke on “Tariff Interpretations” at a monthly meet- 


ing of the Waukegan-North Chicago Traffic Club, January 13.. 





The Women’s Traffic Club of Los Angeles will hold a 
freight forwarder night meeting January 19, rather than a 
trade and warehouse night meeting as originally announced 
and reported in this column last week. Dr. Frederic Woellner, 
department of education, University of California, will speak. 





The High Point, N. C., Traffic and Transportation Club 
will hold its annual dinner and meeting January 26. New 
officers will be installed. M. M. Emmert, traffic manager, 
Coca Cola Company, Atlanta, Ga., will be guest speaker. 
There will be a program of entertainment. 





The Traffic Club of Washington, D. C., will hold a buffet 
jinner and meeting at the Mayflower Hotel January 19. 
Charles Bates, Louis Curry and Odell Smith will receive hon- 
orary life membership cards in appropriate ceremonies. 





At a meeting of the Harbor Transportation Club at the 
Hilton Hotel, Long Beach, Cal., January 14, a number of 


Waves were guests. They were introduced by Lt. Jack Spears, 
U. S. Navy Supply Depot, San Pedro, Cal., an honorary mem- 
ber of the club. An inter-club golf tournament with the Los 
Angeles Transportation Club was played at the Western Ave- 


nue Golf Links January 14. Ray Prebish is chairman of the 
golf committee. 





G. B. Buck, vice-president and commercial manager, Pub- 
lic Service Company of Colorado, spoke on “The Job, the 
Doer, the Pay” at a luncheon meeting of the Traffic Club of 
Denver January 10. 





At a monthly dinner meeting of the Women’s Traffic and 
Transportation Club of Baltimore January 12, Count Alef de 
Ghize, linguist and writer, and an exile from Russia since 
1923, spoke on Russia. There was a program of Russian mu- 
sic. A readings and knitting party will be held at the Long- 
fellow Hotel January 20. The educational committee, Edith 
M. Bell, chairman, has made arrangements for the meeting. 





The Transportation Club of St. Paul, Minn., will hold its 
annual election January 18. The nominating committee, John 
O. Lofgren, chairman, has nominated the following for elec- 
tion to office: For president, L. F. Rapp, traffic manager, Far- 
well, Ozmun, Kirk and Company, and J. E. Wallner, purchas- 
ing agent, Drake Marble Company; first vice-president, W. M. 
Kidder, vice-president, Glendenning Motorways, and M. B. 
Wedge, terminal manager, Inter-State Motor Freight System; 
second vice-president, H. E. Bostrom, traffic manager, St. 
Paul Terminal Warehouse Company, and E. P. Leininger, 
traffic manager, American Radiator and Standard Sanitary 
Corporation; treasurer, G. E. Dailey, vice-president, American 
National Bank, and C. R. Petry, general agent, Erie Railroad; 
secretary, C. A. Liggett, assistant traffic director, St. Paul 
Association of Commerce, and Roy A. Burns, general agent, 
Milwaukee Road; members, board of directors, E. V. Burke, 
traffic manager, Superior Packing Company; C. O. Ellsworth, 
public relations supervisor, Northwestern Bell Telephone 
Company; G. A. Erickson, traffic manager, J. Schmidt Brew- 
ing Company; R. J. Johanson, traffic manager, North Western- 
Hanna Fuel Company; ‘L. S.. Kase, traffic manager, Paper 
Calmensen and Company; G. L. Swenson, traffic manager, 
Farmers Union Central Exchange; C. C. Holm, general man- 
ager, E. L. Murphy Trucking Company; Earl Mead, sales 
manager, Buckingham Transportation Company; H. C. Thorn- 
ton, traffic manager, Witte Transportation Company. 


NEW PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 

John Henry Durney, Philadelphia, Pa.; Walter Ragen 
Frizzell, Detroit, Mich.; Hubert V. Fuller, La Crosse, Wis.; 
Paul B. Kelly, Cortland, N. Y.; Samuel E. Levine, North 
Adams, Mass.; Victor L. Lewis, Chicago, Ill.; O. R. McGuire, 
Washington, D. C.; Redick O’Bryan, St. Louis, Mo.; Harold 
M. Olsen, Springfield, Ill.; Milton A. Smith, Washington, D. C.; 
— ~— Thompson, Monroe, La.; and Frank M. Wilson, 

aco, Tex. 


V-BOXES AND SLEEVES 


All canners of fruits and vegetables, who fulfilled army 
contracts in the past canning season, should place orders im- 
mediately for their 1944 requirements for V-boxes and sleeves, 
says the paperboard division of the War Production Board. 

“The Quartermaster General has authroized each canner 
to order as many V-shipping boxes with sleeves as were used 
in the 1943 canning season, and has guaranteed that canners 
who place their orders before January 15, 1944, will be pro- 
tected from losses on any cases ordered but unused,” said the 
board, adding: 

To avoid delays in deliveries during the peak of the packing seasons, 
it is necessary that a substantial number of these V-boxes and sleeves 
be manufactured during the next three months. V-boxes are solid or 
corrugated fibre export boxes, made of especially strong fibre. They 
have been important in the army’s program for keeping forces over- 
seas supplied with food. Fibre sleeves, or envelopes, cover the top, 
bottom and two sides of the box and give the container additional 


strength and protection, especially against rough handling and un- 
favorable weather conditions. 

When orders are received from packers, boxmakers should imme- 
diately notify the paperboard division of W. P. B. in order that con- 
tainerboard may be allocated to them and production started as soon 
as possible on these essential shipping containers. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if vou are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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. 29045, Ann Arbor Railroad Co. et al. vs. Chicago & North Weste 


. 29063. Southern California Minerals Co., 


Digest of New Complaints 


29041, Sub. 1, E. I. du Pont de Nemours & Co., Wilmington, Del. 
vs. Indiana Harbor Belt Railroad Co. et al. 

Rate on sawdust, in carloads, from Laona, Wis., to Mine 
Springs, Ala., in violation of section 1. The complaint covers shi 
ments in the two years prior to its filing. (Kenneth J. McAuliff 
10th & Market Sts., Wilmington, Del.) 


Railway Co., and Charles M. Thomson, trustee. 

Alleges defendant’s failure to publish, maintain and apply ju 
and reasonable switching rates or charges, for the movement o 
freight traffic between its freight house and team tracks and indus 
tries served by it, on the one hand, and its point of connection 
with complainants on decks of their car ferries when docked at 
defendant’s slips at Manitowoc, on the other hand; for the move- 
ment of freight traffic between its freight house and team tracks 
and industries served by it, on. the one hand, and its interchange 
with the Soo Line, on the other, when such traffic is transported 
in line-haul service from or to Manitowoc via complainants’ car 
ferries; for the switching service between defendant’s freight 
house and team tracks and point of connection on decks of com- 
plainants’ car ferries, substantially the same charges as for switch- 
ing service between industries served by defendant and its inter- 
change with the Soo Line accorded by defendant on traffic trans- 
ported in line-haul service from and to Manitowoc via the Soo Line, 
in violation of sections 1, 3 and 6. Alleges also that compensation 
for services performed by defendant which it has demanded and 
now demands and receives in the form of divisions of the joint 
rates in which it participates; and defendants’ attempted termina- 
tion of contracts of May 1, 1912, and Sept. 30, 1911, and ultimate 
termination of defendant’s offer for tentative continuance of the 
substance of said contracts, are in violation of sections 1 and 15. 
(Louis H. Strasser, general attorney, Ann Arbor Railroad Co., 
Railway Exchange Bldg., St. Louis 1, Mo.; Lawrence Chaffee, gen- 
eral attorney, Pere Marquette Railway Co., 1500 First National 
Bank Bldg., Richmond 10, Va.) 


. 29059, E. N. Holmes, doing business as Tulsa Monument Co., Tulsa, 


Okla., vs. Chicago, Burlington & Quincy Railroad Co. et al. 

Rates .on polished granite, in carloads, shipped from Cold Spring, 
Minn., to Tulsa, Okla., Dec. 6, 1941, March 10, 1942, and April 4, 
1942, in violation of sections 4 and 6. Asks determination of correct 
rate and refund of overcharge or reparation. (James L. Sandusky, 
Room E, New York Life Bldg., Kansas City, Mo.) 

29060, Standard Alcohol Co., New York, N. Y., et al. vs. Atchison, 
Topeka & Santa Fe Railway Co. et al. 

Rates on tank car shipments of petroleum xylol, in the period 
Dec. 23, 1941, to March 13, 1942, inclusive, from Baytown, Tex., 
to various destinations in Illinois, Indiana, Michigan, Missouri, 
New Jersey, Pennsylvania and Wisconsin, in violation of section 1. 
Ask cease and desist order, rates, and reparation. (Harry Graham, 
26 Broadway, New York, N. Y.) 

29061, Abe Temerson, Jake Temerson and Moses Temerson, dba 
Chas. Temerson & Sons, Tuscaloosa, Ala., vs. Atlanta & West Point 
Railroad Co. et al. 

Rates on eleven cars of scrap iron, shipped between May 23, 1942, 
and Aug. 12, 1942, from Montgomery, Ala., to Cleveland, Warren 
and Youngstown, O., in violation of sections 1, 3 and 6. Asks that 
defendants be required to pay reparation, plus interest, or over- 
charge, plus interest, and that the case be set for hearing at Birm- 
ingham, Ala. (C. Eugene Fowler, 844 Martin Bldg., Birmingham 3, 
Ala.) 
29062, Capital Grain & Feed Co., Montgomery, Ala., vs. Louisville 
& Nashville Railroad Co. et al. 

Alleges unlawful enforcement of sections 3 and 4 of rule 7 to 
Consolidated Freight Classification No. 15, as amended and pub- 
lished in supplement 31 to said classification, in violation of sections 
1 and 3, and that three of defendant railroads have cancelled deliv- 
ery bonds on the ground that they do not now conform to amended 
rule 7, sections 3 and 4. Asks show cause order, and hearing at 
Montgomery, Ala. James E. Burkett, 230 City Hall Bldg., Mont- 
gomery 1, Ala.) 

Los Angeles, Calif. vs. 
Union Pacific Railroad Co. 

Alleges demurrage charges on carloads of soapstone and/or talc 
in violation of sections 1 and 6. The complaint said the cars were 
held by defendants on their own right-of-way during a strike at its 
plant lasting from March 11, 1941 to April 23, 1941. Asks reparation 
or direct refund. 

29064, Cadwallader-Gibson Co., Inc., Los Angeles, Calif., 
Alabama Great Southern Railroad Co. et al. 

Rates on Philippine hardwood lumber, from California and Wash- 

ington points to various points in Florida and North Carolina, in 


et al. vs. 


violation of section 1. Ask cease and desist order, rates, and 
reparation. (E. W. Cox, 406 S. Main St., Los Angeles, Calif.) 
29065, Whittaker, Clark & Daniels, Inc., New York, N. Y., vs. 


Tonopah & Goldfield Railroad Co. et al. 

Rates on soapstone or talc, in carloads, from Los Angeles, Calif., 
and Ogden, Utah, to points in Western Trunk Line, Eastern Trunk 
Line, and Southern territories in Illinois, Massachusetts, New York, 
New Jersey, and Florida, in violation of section 1. Asks cease and 
desist order, rates, and reparation. 


. 29066, Rocky Mountain Association of Distributors, Denver, Colo., 


vs. Union Pacific Railroad Co. et al. 
Rates on iron and steel articles, from all points on and east of the 
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Missouri River and north of the Ohio and Potomac Rivers, to 
Colorado common points, in violation of section 1. Asks cease and 
desist order, and rates. (Walter, Burchmore & Belnap, 2106 Field 
Chicago, Ill.) _ eee 

. 29067, Frank-Knox, TE of the Navy, v vs. Abilene & Southern 

Railway Co. et al. 

Rates on armor plate or shapes, (1) heavy steel plates or shapes 
three inches or more in thickness, heat-treated, face-hardened or 
ot face-hardened; (2) light steel plates or shapes, under three 
inches in thickness, heat-treated, face-hardened or not face-hard- 
ened; and steel plates or sheets, less than three inches in thickness, 
speciaily heat-treated, not face-hardened and used both for struc- 
tural and protective purposes, from various points in the United 
States, principally in Pennsylvania, Ohio, West Virginia, Michigan, 
Indiana, Illinois, Alabama, and California, to various points of 
; destination in the United States, but excluding shipments between 
~y points in Southern Classification territory, and shipments between 
‘\ points in that territory and Official Classification territory, in viola- 

tion of sections 1 and 6. Asks cease and desist order, rates on 
armor plate or shapes; rates on steel sheets and plates less than 
three inches in thickness, as published and maintained for applica- 
tion to shipments of steel plates, structural, or, in the alternative, 

reasonable rates; and reparation. (Lieutenant Commander J. G. 
Cooper, Commerce Section, Transportation Division, Bureau of 
_Supplies—and Accounts, Navy Department, Washington, D. C.) 

29068, Timber Engineering Co. Southwest;—Houston, Tex.-—vs. 
Atchison, Topeka & Santa Fe Railway Co. et al. 

Rates on 37 carload shipments of iron and steel articles, from 
Wagon Works, O., to Houston, Port Arthur, Laredo, Heaton, 
McGregor and Johnstone, Tex., Diaz, Ark., Marion and Norman, 
Okla., and other stations in Texas, Oklahoma and Arkansas, be- 
tween Jan. 9, 1942, and June 4, 1943, in violation of section 1. 
Asks cease and desist order, rates, and reparation of $7,902.16, 
plus interest. (E. C. Nicar, 517 Fannin Bldg., Houston, Tex.; 
William H. Watts, 3020 Gulf Bldg., Houston 2, Tex.) 
29069, Swift & Co. vs. Alton Railroad Co. et al. 

Rates on numerous shipments of fresh meats, in straight and/or 
mixed carloads, made within the statutory limitations, from 
Kansas City, Kan., South St. Joseph, Mo., and South Omaha, Neb., 
to various “destinations in Pennsylvania, Maryland, Delaware, New 
Jersey, New York, Connecticut, Rhode Island, Massachusetts, Ver- 
mont, New Hampshire, Maine, Virginia, and the District of Co- 
lumbia, collected on basis of combination of rates to and from 
Mississippi River crossings, in violation of section 6. Asks cease 
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and desist order and reparation of $35,000, with interest. (Ross 
Dean Rynder, 4115 Packers Ave., Chicago, IIl.) 
No. 29070, International-Stacey Corporation, Columbus, O., vs. Chesa- 


peake & Ohio Railway Co. et al. 

Alleges domestic rates collected on two carloads of steel sheets 
shipped Jan. 10, 1943, from Columbus, O., to Davisville, R. I., to 
agents of the United States Navy, and forwarded to destinations 
outside the limits of the United States, in violation of sections 
1 and 2. Asks cease and desist order, rates, and reparation of 


$326.50, with interest. (Mendel A. Keith, 875 Michigan Ave., Co- 
lumbus 8, O.) 


ALTON SEEKS EQUIPMENT TRUST 


The federal district court at Chicago has authorized Henry 
A. Gardner, trustee, Alton Railroad, to seek Commission ap- 
proval of the issuance of an Alton Equipment Trust of, 1944, 
in the amount of $3,675,000, covering 75 per cent of the cost 
of purchasing 1,500 freight cars and 10 diesel locomotives. 
Mr. Gardner said the company could pay 25 per cent of the 
cost in cash. The court previously authorized the company to 


~. orders for the equipment (see Traffic World, Oct. 2, 
p. - 


W. P. B. HAULAGE ORDER 

Changes in Portland cement shipping zones designed to 
permit freer flow of this material in territories now deficient 
in supply, and to adjust some discrepancies brought to light 
since the present plan became effective on September 25, 1943, 
have been announced by the War Production Board. 

“Revision of schedule 1 of general haulage conservation 
order T-1 reduces from 93 to 73 the number of zones outside 
of which cement may be shipped only with W. P. B. authoriza- 
tion,” the W. P. B. said. 

Those changes followed three months’ experience with 
controlled cement deliveries, put into effect to conserve trans- 
portation by curtailing excess and cross hauling, it said. Sug- 
gestions of the cement industry with regard to the original 
restrictions were taken into account in revision of schedule 1, 
insofar as they were compatible with the purposes of the order, 
it added. Continuing, it said: 

Another change in T-1 eliminates the provision calling for advance 
reporting to W. P. B. of any deliveries of corn syrup to destinations 
200 miles or more distant from the point of origin. This is accom- 
plished by deletion of List 2 of the order, on which corn syrup was 
the only remaining commodity. 

Further amendment of the haulage order brings within its restric- 
tions all commodity deliveries controlled by T-1 designed for export, 
except when such deliveries originate within a zone established by T-1 
which includes the port of export within its boundaries. 


The amendment to T-1, announced January 12, will be- 
come effective February 1. 
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STARTING JANUARY I8TH 


IT’S UP TO YOU! 


TARTING January 18th, it’s up to you to lead the 
men and women working in your plant to do them- 
selves proud by helping to put over the 4th War Loan. 
Your Government picks you for this job because you 
are better fitted than anyone else to know what your 
employees can and should do—and you're their natural 
leader. This time, your Government asks your plant to 
meet a definite quota—and to break it, plenty! | 
If your plant quota has not yet been set, get in touch now 
with your State Chairman of the War Finance Committee. 
To meet your plant quota, will mean that you will have 
to hold your present Pay-Roll Deduction Plan payments 
at their peak figure—and then get at least an average of one 
EXTRA $100 bond from every worker! 


That’s where your leadership comes in—and the lead- 


ership of every one of your associates, from plant super- 
intendent to foreman! It’s your job to see that your fellow 
workers are sold the finest investment in the world. To 
see that they buy their share of tomorrow—of Victory! 
That won’t prove difficult, if you organize for it. Set 
up your own campaign right now—and don’t aim for any- 
thing less than a 100% record in those extra $100 bonds! 
And here’s one last thought. Forget you ever heard of 
“10%” as a measure of a reasonable investment in War 
Bonds under the Pay-Roll Deduction Plan. Today, thou- 
sands of families that formerly depended upon a single 
wage earner now enjoy the earnings of several. In such 
cases, 10% or 15% represents but a paltry fraction of an 
investment which should reach 25%, 50%, or more! 
Now then—Up and At Them! 


Keep Backing the Attack!—-WITH WAR BONDS 


This space contributed to Victory by TRAFFIC WORLD 


This advertisement prepared under. the auspices of the United States Treasury Department and the War Advertising Council 
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Books on Freight Traffic 


Industrial Traffic Management, by G. Lloyd Wilson 


335 pages covering scope of traffic management, training, ship- 
ping and receiving, management of equipment, rates, rate 
adjustments, tariffs, routing, tracing, expediting, claims, ex- 
press, parcel post, foreign trade, procedure before I. C. C. and 
state commissions, federal re tion. Two volumes—Cloth 
bound, $1.50 each—Two volumes $3.00. 


Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen chapters covering railroad freight traffic departments, 
rules of freight classification, principles of rate making, tariff 
construction and interpretation, — of rate structures, 
analysis of rate structures in freight rate territories, and the 
_ of export and import rates. 160 pages, cloth bound, 


Selling Highway Freight Transportation, by Charles E. Parks 


Tells of the effect of regulation on truck line merchandising 
methods, shipping motives, sales resistance and how to meet 
it, suggested techniques for personal solicitation, and the 
most profitable fields for selling highway freight transporta- 
tion. 70 pages, cloth bound, $1.00. 


The Principles of Water Transportation, by G. Lloyd Wilson 


Twelve chapters covering the development and organization 
of water transportation, ports and port charges, freight for- 
warding and brokerage, documents and procedure, freight 
classification and rates, passenger, mail, and express services, 
government aid to and regulation of shipping, and summaries 
of marine policies of leading maritime nations. 107 pages, 
paper cover, 50 cents. 


Selling Rallroad Transportation, by Charles E. Parks 


An analysis of-selling methods, qualifications of railroad sales- 
man, and what he should know, four groups of prospects, 
buying motives, analysis of buying process. 71 pages, paper 
cover, 50 cents. 


Raliroad Organization, Operation and Traffic, by G. Lloyd Wilson 


Nineteen chapters covering railroad development corporate 
organization, organization and personnel of traffic depart- 
ments, operating departments, roadway and structures, rolling 
stock and equipment, yard and terminal operation, accounting, 
solicitation and traffic development, — and terminal serv- 
ices, ogee services and rates, ight rate making and 
changing, public relations. 144 pages, paper cover, 50 cents. 


Motor Freight Transportation and Regulation, by G. Lloyd Wilson 


Seventeen chapters covering development of motor transporta- 
tion and highways, types of motor freight carriers, local and 
intercity services, principles of freight classifications and rate 

making, regulations governing tariffs and schedules, bills of 
pwn Wy shipping documents, lability and insurance, ac- 
— oo analysis of regulation. 168 pages, cloth 
oun r) . ° 


Air Transportation and Regulation, by G. Lloyd Wilson 


A ene ue cover booklet covering air mail services, the 
place of air express in present day distribution, passenger 
services, the regulation of air transportation by local, state, 
federal and international agencies. 50 cents. 

Traffic Law, by G. Lloyd Wilson 


Ten chapters covering duties and liability of carriers, special 
rates and rebates, claims, embargoes, freight pooling, payment 
of = charges, as governed by the interstate commerce 
act and common law, and as applied by the federal courts. 
70 pages, paper cover, 50 cents. 

Traffic Law and Procedure—Part 1, Services, by G. Lloyd Wilson 


This volume covers the transportation-act and all amendments; 
the status, duties and obligations of carriers; the rights and 
rivileges of shippers; car service; distribution of cars; pool- 
ng; epee | connections; transit services and privileges; 
terminal tacilities and services; embargoes; demurrage; the 
commodities clause; penalties and damages; etc. Cloth bound 
208 pages, $2.00. (Part 2—Rates, and Part 3—Procedure, will 
be published in 1944.) 


52 TRAFFIC LESSONS 
on Fundamentals of Freight Traffic, by G. Lloyd Wilson 
In 4 Parts—$1.50 Each—Set of 4, $5.00 


Part 1—Freight Classification and Rate Making 
Carrier traffic management—functions and organization, traffic 
eography, territorial subdivisions, principles and rules of 
— classification and rate ing, rate structure, 
making machinery, tariff construction and 
Cloth bound, 160 pages, $1.50. 


Part 2—Rallroad Freight Rate Structure 


The freight rate structure of each territorial subdivision, 
interterritorial rate structure, rail-water rates, and import and 
export railroad rates. Cloth bound, 208 pages, $1.50. 

Part 3—Miscellaneous Transportation and Rates 


Covers freight rates and services of all types of transportation 
other than railroads—Motor Carriers—Water Carriers—Freight 
Forwarders—Air Lines—Express Companies—Pipe Lines—Pri- 
vate Freight Cars. Cloth bound, 151 pages, $1.50. 


Part 4—Freight Shipping Documents, Routing and Claims 


rate 
interpretation. 


Includes chapters on Shipping Documents—Routing, Tracing 
and Expediting—Loss, a Delay Claims and Gvercharss 
Claims—Concealed Loss and Dama 


Re Claims—Reparation— 
ure before Committees and gulatory Commissions. 


Cloth bound, 166 pages, $1.50. 


All books shipped postpaid. ff ten or more books are ordered at on 
time, deduct 10% from list price. Send remittance with order te 


TRAFFIC WORLD 418 South Market St. 


CHICAGO 7, ILL. 
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Personal Notes 





C. B. Sipes, general traffic manager, Firestone Tire and} 
Rubber Company, Akron, O., died December 31. ae 

eet Wac in has been appointed trafie*manager for 
P. Lorillard Company, New York, succeeding Philip Croxton, 
who retired after serving with the company 32 years. He 
served as acting traffic manager recently while Mr. Croxton 
was on leave-of-absence. 

C. H. Wheeler, traffic manager for Vickers Incorporated, 
Detroit, died recently. 

The board of directors of the Delaware and Hudson has 
elected J. E. Roberts vice-president in charge of traffic at 
Albany, N. Y. M. V. Beckstedt has been avvointed general 
traffic manager, and F. W. Nyland, assistant general traffic 
manager, at Albany. 

Francis McD. Quinn, general passenger agent at Phila- 





‘ delphia since 1932 for the Pennsylvania Railroad, died Janu- 


ary 8. He served with the company more than 47 years. 

Thane Orchard, city ticket agent for the Northern Pa- 
cific at San Francisco, died January 2. The company has an- 
nounced the following appointments: G. L. Ernstrom, super- 
intendent of motive power, St. Paul, Minn., succeeding J. B. 
Neish, who died; A. H. Fiedler, assistant superintendent of 
motive power, lines west, Seattle, Wash.; F. W. Taylor, assis- 
tant superintendent of motive power, lines east, St. Paul; 
Norman.V. Hendy, master mechanic, Glendive, Mont. 

Anton E. Peterson, foreign freight agent at Chicago for 
the Erie Railroad, completed a half century of service with 
the company January 2. He is continuing in service. 

Roger Williamson, former secretary to the Senate inter- 
state commerce committee, has been appointed assistant to 
O. M. Mosier, vice-president, American Airlines, at Washing- 
ton, D. C. Morris Shipley, formerly supervisor of reservations 
and ticket offices for the company at Philadelphia, has been 
assigned to the Washington office under Mr. Mosier. 


The alumni association of the College of Advanced Traf- 
fic will hold an aeronautical night meeting at the Hamilton 
Hotel January 18. Airline members will present a program 
including talks and films on airline activities. A past presi- 
dents’ night meeting will be held February 15. New chairmen 
of the standing committees include: Aeronautical, Arthur 
Manning; army and navy, Carl Forsander; auditing, David 
Stanley; budget, Hugo Zierfuss; educational, E. A. Richards; 
employment, Matt Hilton; entertainment, Ralph Acerra; 
membership, Robert Seely; program, J. Ray Haggerty; pub- 
licity, ‘Fred Senkpiel; reception, Charles Andersen; relief, 
Henry Richter; roster, E. H. Tracy. 

A. C. Ziegan has been appointed general passenger agent, 
eastern district, at New Orleans, for the Southern Pacific 
lines in Texas and Louisiana, succeeding E. A. Turner, who 
died recently. Other appointments for the lines at New Or- 
leans include: F. V. Schaub, district passenger agent; H. D. 
Shannon, city ticket agent; L. B. Leach, traveling passenger 
agent; J. T. Leathers, passenger agent. 


Dallas T. Daily has been appointed general industrial 
agent for the Seaboard Air Line Railway at Norfolk, Va. 

The directors of the Ashley, Drew and Northern have 
elected the following officers: President, A. Trieschmann, 
Crossett, Ark.; vice-president and treasurer, W. B. Anderson, 
Crossett; secretary, Lamar Williamson, Monticello, Ark.; 
assistant secretary and assistant treasurer, H. M. Braswell, 
Crossett. 

Robert A. Wogan, general agent for the Chicago and 
Eastern Illinois, has been elected president of the Association 
of Railroad and Steamboat Agents of Boston. Others elected 
include: Vice-president, W. L. Kohn, city passenger agent, 
Chicago and North Western; secretary-treasurer, T. J. Glancy, 
district passenger agent, Rock Island Lines; members, execu- 
tive committee, C. M. Brown, traveling freight and passenger 
agent, Union Pacific; K. V. Henderson, district passenger 
agent, Santa Fe System; S. C. Vaughan, acting general pas- 
senger agent, Canadian National Railways. 

Loretz E. Summerrow has been appointed division freight 
agent at.Valdosta, Ga., for the Southern Railway. Walter M. 
Crehore has been appointed commercial agent at Spartanburg, 
S. C., and Gail L. Barnard, Jr., district freight and passenger 
agent, at Tampa, Fla. 

The directors of the Southwestern Freight Lines, motor 
carriers meeting January 5, elected Gus Somlyo vice-president, 
at Phoenix, Ariz. P 

The Railway Business Woman’s Association of Chicago 
will hold a mid-season luncheon meeting January 29 at the 
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Bismarck Hotel. Emily Kimbrough, co-author with Cornelia 
Otis Skinner of the books “Our Hearts Were Young and Gay” 
and “We Followed Our Hearts to Hollywood,” will speak on 
“The Confessions of a Scapegoat.” Anne Koch, Burlington 
Route, is chairman of the program committee. Members will 
make a tour of the Chicago Historical Society museum Feb- 
ruary 6. Evelyn Grover will give the reading, “The Loves of 
Lincoln.” 

Robert Adler has been appointed terminal manager at 
Newark, N. J., for the East Coast Freight Lines. 

The Union Pacific has announced the appointments of W. G. 
Murphy at Omaha, R. B. Denton at Los Angeles, and J. L. 
Priest, Jr., at Salt Lake City, Utah, as directors of public 
relations. 

C. E. Bahl has been appointed assistant to the chairman 
of the board, and W. M. Duncan, Jr., secretary, for the Wheeling 
and Lake Erie, at Cleveland. 

B. M. Richardson, Cedar Rapids, Ia., has been elected chair- 
man of the Iowa State Commerce Commission, succeeding Carl 
W. Reed, Cresco, Ia. 

The Baltimore and Ohio has announced the following ap- 
pointments: Adlai S. Hunt, superintendent of telegraph, Balti- 
more, succeeding C. A. Plumly, who has retired after serving 
with the company 56 years; Fred A. Baldinger, superintendent 
of motive power, Baltimore, succeeding Edmund J. McSweeney, 
who resigned recently to join the Vulcan Iron Works of Wilkes- 
Barre, Pa., as president; Alfred H. Keys, assistant superin- 
tendent, car department, Baltimore; Ralph F. Fisher, master 
car builder, Pittsburgh; Alford F. Pugh, assistant regional 
master car builder, Pittsburgh. William W. Calder, supervisor 
of car maintenance at Baltimore, and an employe of the com- 
pany since 1896, has retired. 


George Hammond, formerly general western freight agent, 
Lone Star Package Car Company, St. Louis, has been appointed 
general freight agent for the Texas Shippers Association at 
Chicago, with jurisdiction in midwest and eastern territory. 

Eugene F. Scudder has been appointed general manager for 
the Gordy Freight Lines, Chicago. He formerly was traffic 
manager at Chicago for the American Transportation Company, 
Standard Freight Lines, and Bates Motor Transport Lines. 

Fred A. Bennett, vice-president, M. J. Corbett and Com- 
pany, has been elected president of the New York Foreign 
Freight Forwarders and Brokers’ Association. Others elected 


——_——; 
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include: Vice-president, Harold St. John, president, H. W. 
St. John and Company; treasurer, Joseph E. Lewis, Thomas 
Cook and Son, Ltd., members, board of governors, Alder Ellis, 
Karr, Ellis and Company; Milton Snedeker, Milton Snedeker 
Corporation, and Hugh Coyle, member, Marx and Coyle. The 
annual dinner meeting was held at the Hotel Roosevelt, Janu- 
ary 11. More than 700 persons attended. There was a program 
of entertainment, arrangements for which were made by the 
entertainment committee, headed by Mr. Lewis. 

Andre Mouton, general western agent for the Port of New 
Orleans, will speak on post-war opportunities for foreign trade 
in Latin America and elsewhere at the annual meeting of the 
manufacturers’ and wholesalers’ bureau of the Dubuque, Iowa, 
Chamber of Commerce, January 19. 


RAIL FINANCIAL DATA 


At the end of October, 1943, Class I railroads, exclusive 
of switching and terminal companies, had total current assets 
of $4,497,880,457, including $1,213,174,598 in cash as compared 
with $2,942,203,323, including $1,066,958,777 in cash at the end 
of October, 1942, according to a statement No. M-125, selected 
income and balance sheet items of those roads, prepared by 
the Commission’s Bureau of Transport Economics and Statis- 
tics. 

The statement showed that $80,409,344 of funded debt 
would mature within six months from October 31, 1943. This 
compared with funded debt of $162,056,422 matured in the 
comparable period of 1942. 

Total current liabilities stood at $2,674,077,342 at the end 
of October, 1943, as compared with $1,695,533,877 at the end 
of October, 1942. Included in the current liabilities was accrued 
tax liability of $1,735,283,902 at the end of October, 1943, as 
against $932,168,336 at the end of October, 1942. U. S. govern- 
ment taxes accounted for $1,578,714,265 of the accrued tax 
liability at the end of October, 1943, as against $788,901,369 
at the end of October, 1942. 


MEDIATION BOARD NOMINATION 


Harry H. Schwartz, formerly United States senator from 
Wyoming, was nominated by President Roosevelt, January 12, 
for reappointment as a member of the National Mediation 
Board. 


a s_Follow _€ —__Cargo_Follows _Service ____ 


Gateway of the Southwest to 





"i 


the Trade Routes of the World 


Extensive Municipal wharves and transit sheds available for 
all types of cargo ... shipside tracks . . . truck loading platforms 
... heavy lift cranes ... oil bunkering barges .. . Belt Line Rail- 


way serving all facilities. 


The phenomenal growth of the Port of Los Angeles is evidence 
of the Harbor’s unsurpassed Service. 


Route your next shipment via Los Angeles Harbor and be- 
come convinced as to the Service it affords. 


BACK THE ATTACK WITH WAR BONDS 


BOARD OF HARBOR COMMISSIONERS 


189 City Hall 


M. G. Rouse, Secretary 
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| Private Edward is overseas, while George is in the Com- 


| The Finleys are typical of all other 


| ly Circle in that they are fighting for a 
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:| GEGRGE S, FINLEY 
and tis Stars 


This alert and genial ‘““North Western” conductor is proud 
| of his stars, as well he might be. The four displayed qp the 
lapel of his coat are for his sons in service—Henry, Edward, 
George and Bob; the two on his sleeve identify him as a 
“North Western” 50-year service man— 50 years with less 
than 50 days lost! 

































While Finley, in his ““North Western” uniform of blue, is 
busy on his run between Sioux City and Omaha, his sons, 
wearing the uniform of Uncle Sam, are busy in the armed 
forces. Henry is a first lieutenant, detailed to special service. 


mando Division at Camp Hale, Colorado. Sergeant Bob is 
in the Air Corps at Reading, Pa. 


But Mr. Finley’s sons are not the only members of the family 
in service. His son-in-law, Captain F.'T. Lynde, is in the Rail- 
road Division in faraway Iran, while a daughter-in-law, 
Edward’s wife, is an airplane inspec- 
tor in California. 


members of ‘“‘SNorthWestern’s’’ Fami- 


principle, the essence of which is free- 
dom. They are firm in their resolve to 
help deliver a knock-@ut blow to the 
forces of evil—on the Transportation 
Front as well as on the Fighting Front. 


Thanks to such efforts as theirs 
America and her railroads continue 
| to do an outstanding war-time job. 


fol Efe elerery.| 


NORTH 
WESTERN 


LINE 





SERVING AMERICA IN 

WAR AND PEACE FOR 

ALMOST A CENTURY 
* 
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Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THe Trarric WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


January 17—Las Vegas, Nev.—Fed. Bldg.—Jt. Bd. 168: 
MC 565, Sub. 5—Nevada Consolidated Fast Freight, Los Angeles, 
Calif., certificate to extend operations. 


January 17—Omaha, Neb.—Hotel Fontenelle—Examiner Mason@: 
MC 104414—C. Huntington, Liberty, Neb.. certificate. 
1. & S. M-2310—Rate restrictions over Watson Bros. Transportation 
Co. 
January 17—Portland, Me.—Federal Ct. Bldg.—Jt. Bd. 70 and 115: 
MC 61685 Sub. 4—Maliar Brothers, Lewiston, Me., certificate to ex- 
tend operations. 
January 17—Tulsa, Okla.—Mayo Hotel—Examiner Borroughs: 
MC 30188 Sub. 10—Parkhil) Truck Co., Tulsa, Okla., certificate to 
extend operations. 
January 17—Washington, D. C.—Argument: 
Finance 14038—Livestock Terminal Service .Co., 
operation. 


January 17—Washington, D. C.—Examiner Brinkley: 

Finance 10028—C. R. I. & P. reorganization. Hearing on petition of 
protective committee for debtor’s first and refunding bonds and 
secured 4% per cent bonds for allowance of expenses. 

January 18—Bainbridge, Ga.—Federal Bldg.—Examiner Lyle: 

Finance 14365—Application of A. C. L. for abandonment of branch 

line of railroad extending from Otisca to Amsterdam, Ga. 


January 18—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 93 and Examiner 
Masoner: 
MC 58948 Sub. 30—Union Freightways, Omaha, Neb., certificate to 
extend operations. 
MC 88411 Sub. 1—W. Weddum, Elk Horn, Ia. 
January 18—Portland, Me.—Federal Ct. Bldg.—Jt. Bd. 69: 
MC 104778—H. S. Knudson, Jr., Kittery Point, Me., certificate. 
January 18—Salisbury, Md.—Ct. House—Jt. Bd. 112: 
MC 75665 Subs. 10 and 11—Red Star Motor Coaches, Inc., Salis- 
bury, Md., certificate to extend operations. 


abandonment of 
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January 18—Tulsa, Okla.—Mayo Hotel—Jt. Bd. 88: 
MC 52318 Sub. 17—Luper Transportation Co. of Oklahoma, Shawnee, 
Okla., certificate to extend operations. 
January 18—Washington, D. C.—Argument: 
W-887—Application of Pere Marquette. 
January 19—Kansas City, Mo.—Hotel Pickwick—Examiner Masoner: 
1. & S. M-2281—Bakery goods Kansas City to Denver and Pueblo. 
January 19—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 52: 
MC 30605 Sub. 41—Santa Fe Trail Transportation Co., Wichita, Kan.. 
certificate to extend operations. 
January 19—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bds. 39 and 217: 
MC 40085 Sub. 12—Cain’s Truck Lines, Oklahoma City, Okla., cer- 
tificate to extend operations. 
January 19—Salisbury, Md.—County Ct. House—Examiner Conlon: 
* MC 73587 Sub. 8—Elliott Brothers Trucking Co., Inc., Easton, Md., 
certificate to extend operations. 


January 19—Springfield, Mass.—Federal Bldg.—Jt. Bd. 20 and Examiner 


Myers: 

MC 17650 Sub. 1—Robert’s Express, Inc., Manchester, N. Hamp.. 
certificate. 

MC 1351 Sub. 3—M. Haskell, Palmer, Mass., permit to extend oper- 
ations. 


January 19—Washington, D. C.—Examiner Rice: 
17801—Rules for car-hire settlement. 


January 19—Washington, D. C.—Examiner Naefe: 
MC C-383—United Parcel Service of Pennsylvania, Inc., petition for 
relief under sections 218(a) and 220(a) of interstate commerce act 
MC C-388—United Parcel Service of New York, Inc., et al., exemption 
from regulations. 


January 20—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 42326 Sub. 1—L. Pettijohn, Abilene, Kan., certificate to extend 
operations. 
MC 757 Sub. 1—Whitworth Fruit Co., 
extend operations. 

January 20—Kansas City, Mo.—Hotel Pickwick—Examiner Masoner: 
|. & S. M-2325—Flavoring syrup over Campbell Sixty-six Express 
January 20—Oklahoma City, Okla.—Skirvin Hotel—Examiner Borroughs 

MC 53869 Sub. 14—H. J. Jeffries Truck Line, Oklahoma City. Okla. 
certificate to extend operations. 
January 20—Philadelphia, Pa.—Gimbel Bldg.—Jt. Bd. 67: 
MC 1781 Sub 3—A. R. Litzenberger, Wescoesville, Pa., 
to extend operations. 
January 20—Springfield, Mass.—Fed. Bldg.—Jt. Bd. 22: 
MC 90941 Sub. 1—L. A. Giovanelli, Chester, Mass., permit to extend 
operations. 


Abilene, Kan., certificate to 


certificate 






















@ Thousands of miles and weeks 
of travel from the production lines, 
supplies must be delivered safely 
before a battle can begin. That’s 
why Army and Navy contracts fre- 
quently specify packing methods 
and materials—~including steel 
strapping—for the extra margin of 
shipping safety. 


No matter what your product or 
your shipping problem may be, 





have for so many others. 


Signode package and carloading engineers stand quali- 
fied to give you practical shipping suggestions, as they 


Remember, a nearby Signode representative is ready to 
help assure safe delivery of your vital war materials. 


STEEL STRAPPING COMPANY 
2613 N. Western Avenue, Chicago 47, Illinois 
Brooklyn, N. Y.: 364 Furman St. San Francisco, Calif.: 451 Bryant St. 
Signode Steel Strapping Meets All Federal 
Strapping Specifications 


Bowdoors of an LST swing wide to deliver supplies 

for Rendova Island in the Central Solomons. 

The Rendova action preceded the capture of 
nearby Munda. 
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[attleship Wagons ar a 


The freight cars that stream in 









PEORIA-GATEWAY and out of such gateways as Peoria 
are really war-time battleship 
wagons. They carry food, equipment, supplies, 


and the like to fighting destinations. 


As our nation’s offensives increase in 1944, the 
job of getting these battleship wagons on their 
way will be more important than ever. 


That is why, when tribute is paid to the mirac- 
ulous job done by all American Railroads united 
together for victory, the tribute goes likewise to 
the interchange function in railroading—the sort- 
ing and reassembling of cars—the function that 
the P. & P. U. Railway has been performing for 
over 60 years. 


PEORIA & PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager—Union Station, Peoria, Ill. 





SWITCHING SERVICE BETWEEN 


Peoria & Pekin Unien Ry.; Chicage, Rock Island & Pasifie Ry.; Chieage & North Western 
Ry.; Chicago & Ullinols Midland Ry.; Illinois Terminal Raliread Co.; Inland Waterways 
Corp.: Minneapolis St. Louis Ry-: Alton Railroad: Atchison, Topeka & Santa Fe Ry.; 
Hilnois Central R. R.; Pennsylvania Raliroad; Peorla Terminal R. R.; Chieage, Burlington 
& Quin Railroad; New York, Chi & St. Louls Rallread; Cleveland, Cineinnati, 
Chicago & St. Louis Ry. (Peoria Eastern); Tolede, Peorla & Western R. R. 





“One of America's Railroads—All United for Victory” 
Don't Forget to Buy Those War Bonds 
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The railroad business is much more than tariffs and . 
classifications. Read the story of America’s rail trans- 
portation in TRAINS, the monthly magazine about 
railroads and railroad travel. Read about the history 
and the romance of the great railroads, about the 
intricacies of railroad operation. See the finest photos 
of railroads in action and learn the hical 
baekground of the railroads from the excellent maps 
created especially for "4 

Send your subscription now for the next year of 
TRAINS, the magazine that makes railroads inter- 


esting to everyone. 
TRAINS 
$2.50 per year, 25¢ a copy 
1027-WN 7th Street Milwaukee 3, Wis. 


TRAINS 25¢-'250 












It Only Costs 53c 
Per Week to Provide 
You with Correct 

Freight Rates 


Shippers and Railroads, who 
have all the tariffs they 
need, want it and use it 
because 


it is accurate 

it is fast 

it is easy 

it saves time looking through supplements 

it provides comparisons of rates taken from hundreds of tariffs 


it is always first with rate changes and in most cases before 
they become effective 


it paces the highest possible standard for all freight rate book 
accuracy and efficiency 


it saves using a traffic file and employing a full-time man to keep 
it up as well as helpers to read and interpret the tariffs 


Parcel post and express rates at less than 10c per week extra. 


The National Freight Rate Service book is and does all these things— 
and more—yet it only costs 53c per week. Write for a copy on ten days’ 
approval. There is no obligation to buy if it doesn’t help. 


NATIONAL FREIGHT RATE SERVICE 


Dowagiac, Michigan 
Publishing Rates Successfully Since 1914 
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January 20—Washington, D. C.—Examiner Grey: 
W-19—Fall River Navigation Co., permit. 
January 21—Kansas City, Mo.—Hotel Pickwick—Jt. Bds. 52 and 36: 
MC 44609 Sub. 25—Mo. Pac. R. R., St. Louis, to extend operations. 
MC 104758—C. W. Maxwell, Tonganoxie, Kan., certificate. 
January 21—Oklahoma City, Oklia.—Skirvin Hotel—Examiner Borroughs 
MC 70380—Warren G. Shayler, Oklahoma City, Okla. 
January 21—Rome, Ga.—Fed. Bldg.—Examiner Lyle: 
Finance 14257—Application of Southern Ry. for abandonment of line 
of raliroad extending from Rome, Ga., to Gadsden, Ala. 
January 21—Scranton, Pa.—Casey Hotel—Jt. Bd. 67: 
MC 104670—S. Graziano, Old Forge, Pa., certificate. 
January 21—Scranton, Pa.—Casey Hotel—Examiner Conlon: 
MC 7585 Sub. 1—N. Sparacino, Scranton, Pa., certificate. 
January 21—Springfield, Mass.—Federal Bldg.—Examiner Myers: 
MC 34418 Sub. 2—H. F. Bushway, Winchester, N. H., certificate to 
extend operations. 
January 21—Washington, D. C.—Examiner Berry: 
1. & S. 5274—Super-phosphate to St. Louis district. 
January 21—Washington, D. C.—Argument: 
Finance 14100—Pa.-Reading Seashore Lines abandonment. 
Finance 14161—C. B. & Q. abandonment. 
January 21—Washington, D. C.—Jt. Bd. 261: 
MC 12285—All-States Moving Service, Washington, D. C., license. 
January 22—Kansas City, Mo.—Hotel Pickwick—Examiner Masoner: 
1. & S. M-2321—Advertising matter, etc., between Chicago and Mis 
souri points. 
January 22—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36 
MC 36452 Sub. 2—H. Bishop, Ottawa, Kan., to extend operations. 
January 22—Oklahoma City, Okia.—Skirvin Hotel—Examiner Borroughs 
MC 37922 Sub. 1—E. L. Miller Truck Line, Oklahoma City, Okla. 
certificate to extend operations. 
1. & S. M-2338—Jordan Bus Co., increased rates. 
January 22—Springfield, Mass.—Federal Bldg.—Examiner Myers: 
MC 1546 Sub. 2—George F. Pease, Inc., Springfield. Mass., certificate 
to extend operations. 
January 24—Buffalo, N. Y.—Hotel Buffalo—Examiner Myers: 
MC 59355—Martin Transports, Ltd., Toronto, Canada, certificate. 
January 24—Chicago, !!1.—Hotel Sherman—Examiner Tyers: 
MC 15735 and Sub, 1—Allied Van Lines, Inc., Chicago, Ill. 


Classified Adver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 

. ime, 13 time, 26 time.Classified dis discount rates - 











RATE CLERK, experienced with rail truck tariffs, industrial chemi- 
cal company, New York City. Post-war future. Write stating educa- 
tional background, experience, salary desired, draft status. Box 191, 
Traffic World, Chicago address. 


AIR TRANSPORT COURSE. 13 weeks using actual tariffs, codes, 


routes, maps, schedules. Passenger, express, cargo. New, authentic. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, II. 





FREIGHT CARS for INDUSTRIAL SERVICE 


25—Ballast, Composite; 50-Ton 

150—Box, 36-Ft.; 40-Ton; Steel Ends 

10—Dump, Koppel, Side-Discharge, 24-Yd., 30-Ton 
6—Dump, Magor, Automatic, 25-Yd., 50-Ton 
25—Dump, Magor, Automatic, 30-Yd.; 50-Ton 
2—Dump, Western, Automatic, 20-Yd.; 40-Ton 
2—Dump, Western, Automatic, 27-Yd., 50-Ton 
8—Dump, Western, Automatic, 27-Yd., 40-Ton 
25—Flat, 40-Ft., 40-Ton 


55—Gondola, Composite, 36-Ft. and 40-Ft.; 40-Ton 


150—Hopper, Double; 50-Ton 
r, Side-Discharge; 50-Ton 
16—Refrigerator, 36-Ft.; 30-Ton 
100—Refrigerator, 40-Ft.; 40-Ton 
150—Tank, on; 40 and 50-Ton 
Locomotives and Passenger Cars too! 
IRON & STEEL PRODUCTS, INC. 
39 years' experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"ANYTHING containing IRON or STEEL" 










TRAFFIC WORLD 


January 24—Cheyenne, Wyo.—State Com.—Jt. Bd. 198: 
MC 7951 Sub. 3—C. Pierce, Albin, Wyo., certificate to extend oper- 

ations 

January 24—Dallas, Tex.—Baker Hotel—Jt. Bds. 16 and 210: 

MC 66730 Sub. 2—J. D. Akridge, Sherman, Tex., to extend operations. 
MC 101315 Sub. 1—W. W. Jarmon, Electra, Tex., to extend operations. 

January 24—Elberton, Ga.—Fed. Bldg.—Examiner Lyle: 

Finance 14396—Application of Hartwell Ry. for abandonment of line 
railroad extending from Bowersville to Hartwell, Ga. 

January 24—Kansas City, Mo.—Hotel Pickwick—Jt. Bds. 137 and 36: 
MC 84677 Sub. 1—L. A. Davey, Shenandoah, Ia., to extend operations. 
MC 104717—F. Beisner, Natoma, Kan., certificate, 

January 24—Pittsburg, Pa.—Roosevelt Hotel—Examiner Conlon: 

MC 104472 Sub. 1—Bram Motor Express, Inc., Toronto, O., permit 
to extend operations. 

January 24—San. Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: 


MC 68629 Sub 2—Thompson Eros., Inc., San Francisco, Calif., permit 
to extend operations. 


MC 94391 Sub 1—R. C. Gregory, Santa Cruz, Calif., permit to extend 
operations. 
January 24—Washington, D. C.—Division 2: 
No number—Waiver of undercharges on crude oil from Norris City, III. 
January 24—Yonkers, N. Y.—City Hall—Examiner Shutrumpf: 
* Finance 13914—N. Y. C. abandonment. 
January 25—Albany, N. Y¥Y.—Ten Eyck Hotel—Jt. Bd. 318: 
MC 1703 Sub. 1—Taconic Valley Bus Lines, Inc., Troy, N. Y., cer 
tificate to extend operations. 
January 25—Dallas, Tex.—Baker Hotel—Examiner Borroughs: 
MC 103528 Sub. 6—T. R. Nowlin Transportation Co., Sherman, Tex., 
permit to extend operations. 


PHILADELPHIA-WASHINGTON AIR SERVICE 


The Civil Aeronautics Board has authorized All American 
Aviation, Inc., to inaugurate temporary service between Phila- 
delphia, Pa., and Washington, D. C., via Chester, Pa., and Wil- 
mington, Del., to restore service to Philadelphia that was sus- 
pended December 22 because of hazards resulting from inten- 
sified military activities in the vicinity of the Philadelphia 
municipal airport. All American, said the C. A. B., operated a 
pick-up and delivery service for mail and express but did not 
carry passengers 


MEDIATION BOARD REPORT 


“Although the number of labor disputes on the rail and 
air lines increased during the year, we are pleased to report 
that, with the exception of a few work-stoppages by small 
groups of men which were not authorized by the labor organ- 
izations, the disputes were settled peacefully in accordance 
with the procedures provided by the railway labor act, and 
there were no serious strike or lock-out to interrupt transpor- 
tation,” said the National Mediation Board in its annual report 
for the fiscal year ended June 30, 1943, submitted to Congress, 
January 10. 

The report, being for the year ended June 30, 1943, does 
not include anything about the railroad strike called for De- 
cember 30 that year, and the taking over of the railroads by 
the government because the Brotherhood of Locomotive Fire- 
men and Enginemen, the Order of Railway Conductors, and 
the Switchmen’s Union of North America had not, up to 7 
P. M., December 27, when the government took control, called 
off their strike. Their strike was “postponed” after the gov- 
ernment was in possession of the railroads. The members of 
the three brotherhoods were instructed not to strike if the 
government took such possession. 

The report says that the “national organizations made a 
no-strike pledge to the United States.” 

The board said its services were invoked in 455 cases, an 
increase of 10 per cent over 419 cases in the preceding year. 
At the end of the year the board had disposed of 425 cases as 
against 370 in the preceding year. 

The 425 cases disposed of was composed of 190 disputes 
among employes over representation, 234 disputes between car- 
riers and their employes requiring mediation, and 1 case in 
which the board made an interpretation of the meaning or 
application of a mediation agreement. 

The four divisions of the National Railroad Adjustment 
Board, the report said, disposed of 2,900 disputes. 


5,000 Miles of Frisco Service 


IN MISSOURI ¢ ARKANSAS « OKLAHOMA e« TEXAS 


ST.LOUIS-SAN FRANCISCO RY. 


KANSAS ¢ TENNESSEE ¢ MISSISSIPPI e ALABAMA ¢ FLORIDA 










Januar 





| 










LD January 15, 1944 189 


















" @ St.Louis 

World's Largest 
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_ NEW @ Z@ MOBILE 
? ALLIED 
rmit | VAN LINES 
tend INC. 
en GULF ‘MOBILE & OHIO R. R. 
aaa 7 a 

FOR “BAXTER DICK” | *OUTF “4 GALVESTON 
Tex., 


DREDGE BOAT: 
™, ALE For Sand or Gravel AND BE ASSURED OF 


Hopper Capacity: 

rican Steam Engine Driven: Approximately 500 c.y. 

hila- Cylinders 12”, 18”, 30” by 18” Dimensions: 

Pump: Length 160 Quick a 
SuUS- 22” Morris Sand and Gravel Breadth 28’ 


nten- Pump Depth 10-12 


— Location: Halifax Harbour, Nova Scotia GALVESTON WHARVES 


1 not 
Owners: > ¢ . Est. 1884 
NATIONAL SAND & MATERIAL COMPANY, LIMITED 


402 Harbour Building Toronto, Canada | Gee. Sealy, Chairman F. W. Parker, General Maneger 
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WHAT COUNTS NOW 
8 the Proper Care of Your Trucks 
z INTERNATIONAL HARVESTER COMPANY 


180 North Michigan Avenue Chicago 1, Illinois 


: Fast, easy-to-use shippers’ service 
“down Mexico way” 
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For shipping details phone Railway Express Agency, Air Express Division. For passenger 


Je RA ail 
information consult any Air Ticket Office or any office of Pan American Airways System. iZ I I — 
pte PUAN AVL RICAN GRACE AMRWINS " 


CHRYSLER BUILDING, NEW YORK 


* Connecting with Pan American wa rways a! Balboa, C. Z.; Cali, Colombia; Corumba, Brazil; and Buenos Aires, Argentina 


SERVING PANAMA + COLOMBIA - ECUADOR - PERU « BOLIVIA . Cae * ARGENTINA 












TRAFFIC WORLD 


MOTOR TRANSPORT SECTION 


PUBLISHED IN THE THIRD WEEK'S ISSUE EACH MO TH: 


Maps oud Aled ps we Unique Key fo Maps in Nis Sadlion 


The maps in this section are different from maps qemmmmmme Deily INTER- ond INTRAstets serwce. 
published in any other medium. They are special ey ry reese ene. 
maps designed by TRAFFIC WORLD’S map depart- i ipioagrs eaggaeam 
ment and keyed in accordance with the specifications 
of shippers. Hence, these maps and the allied data 
are unique in that the material is presented in a way 
shippers all over the country told TRAFFIC WORLD 
it would be most helpful to them in selecting highway 
carriers and routing freight. 



















eum Service 2 or 3 times weekly. 
Irregular or special service routes 





eeesenen: Connecting lines. 
ceeeeeee Ferries 


® O Principal pamts served =| Terminal cities 
Unless otherwise noted on maps, motor lines offer- 
ing an intrastate service are also interstate oper- 
ators when their routes extend into other states. 







CENTRAL STATES 





Established 1927 §T. LOUIS LOUISVILLE CINCINNATI 
LAWRENCEBURG CENTRALIA ALTON 
GENERAL OFFICES: 1717 N. Broadway, ST. LOUIS 


USiMmaAN ERper W. H. Husmann, Pres. i — Traffic Mgr. 
oe Lewes -: eo Le 
FREIGHT Lines, Inc. a 
(oe % \ 


vinstony 
en 


oo it. Mitchell A 
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Clemans Truck Line, Inc. 
Established 1929 Incorporated 1934 
815 E. Pennsylvania Ave., South Bend, Ind. 

A. C. Clemans, Pres., A. C. Scheetz, T. M. 
C. L. Jones, Secy.-Treas. Tel. 4-2116 


COMMON CARRIER: I.C.C. Certificate No. M-2136 

—P. S. C. I. Nos. 692-A-2-3-4 Intrastate-Indiana— 

P. S. C. I. Nos. 693-A-2-3-4 Interstate-Indiana—M. P. U. C. 
No. C-548 Interstate-Michigan. 































Vincennes 


Aas oe INDIANA © 
“Kidkwood 3° Louind : 


SERVICE: toy Fe service between Elkhart, Indianapolis. 


Kokomo, LaPorte. ansport, Peru, Plymouth and Roches- 
ter, Indiana; Battle reek, Grand Rapids, Kalamazoo and 
Three Rivers, Michigan. All intermediate points served be- 
tween Indianapolis, Indiana and Grand Rapids, Michigan. 















Common Carrier 


LC.C.M.C.44290-5612 _ 2 THUseiaBsia 


FREWGHT ri 






NUMBER UNITS: Tractors 49; Trailers 56, Vans 34, Open 

20, Flat 2; Trucks 22, Vans 12, Open 10. All Co. owned 

INSURANCE: Cargo 50,000 and 100,009 (Marine Office of 

America); Public Liability, 25.000 and 100,000; Pro 

Damage, 10,000; Workingmen’s Compensation, (Michigan 
Beech Mutual! Liability Co.) 


Tariff Agency 


Central States Motor . OG ST j 

nsurance: Cargo a 8 

Freight Tariff Bureau 000. P.L. $25,000 and $50,000; 
P.D. $5,000. 






















Equipment: 47 tractor-trailer units 
(company owned); 16 refr. unts 


ANDERSON MOTOR SERVICE CO. 


MAIN OFFICE — 1516 NORTH 14TH STREET, ST. LOUIS, 


| sianee {A “LAKE — 
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COLORADO KANSAS 28 years in business. 


50} ONES | Nest Se Louis f Serving the Indus- 
onuflsonca ARKANSAS LOUISIANA pA trial Middle West 
and TEXAS OKLAHOMA and TEXAS / TRAFFIC WORLD — CHICAGO 
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Merchants Motor Freight, Inc. 


Established 1928 - - I. C.C. Permit No. MC 76266 
STANLEY L. WASIE, President *¢ WALTER J. HEROLD, 7rf. Mgr. 
Merchants criss-crosses the Middlewest with 5,369 miles of daily service 























OFFICES 
St. Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, 123 North (2th; 
Phone Nestor 2601; Teltp. St. P. 9. Phone Harney 5441; Teltp. Omaha 188. 
Des Moines, lowa, 321 S.W. 6th; Denver, Colorado, 1320 tith; 
Phone 3-4185; Teltp. D. M. SO. i x weg hag 
Chicago, Ilinois, 2424 West Cermak Road; aterlce, fowa, 300 Duryea; 
Phone Haymarket 3930; Teltp. Chicago 1794. Phone 5758; Teltp. W'les 42. 
s # Rock Island, Wlinois, 2618 Fourth Ave.; 
St. Louis, Missouri, 4th and Spruce; Phone Rock Island 584, Davenport 2-4942; 
Phone Garfield 5234; Teltp. St. L. 440. Teltp. R. 1. 184. 
Kansas City, Missouri, 2560 Warwick Trafficeway Cedar Rapids, lowa, 215 Ninth Ave., S.E.; Watch for display advertisments 
Phone Harrison 6282; Teltp. K. C. 594 Phone 3-0253; Teltp. C. R. 18. in other issues of Traffic World. 
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TARIFFS: Western Trunk Line Motor Common Carriers Bureau, Inc.; North- 
west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- 
ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn. ; 
Central and Southern Motor Freight Assn., Inc. 


INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lia- EQUIPMENT: 


ae . ? Includes 70 tractors, 70 trailers, 
bility—$25,000 per person—$100,000 per accident. Property Damage—$5,000. 54 city trucks. 


Workmen’s Compensation. 











































Minneapolis 
a INTER-STATE SYSTEM 
Do )\\\| CENTRAL MICHIGAN TRUCKING INC. 
) ana | EASTERN MICHIGAN FREIGHT LINES 
fy tia SifZZ INTER-STATE MOTOR FREIGHT SYSTEM 
FREIGHT SYSTEM, INC., OF INDIANA 
°e 4 ZZ Ze : ee 
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Syracuse 


NEW YORK 
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iii 
Brawn Sproul, Vice President—Traffic 
MISSOURI ZX 1234 St. Aubin Detroit 7, Michigan 
St. Loui Common Carrier Cian bes a ag 
. tates Motor ight Bureau 
Established 1924, a Michigan corporation. sae ee lietes Gledien an 
I.C.C. Docket Nos. MC35628 and MC48645. Indiana Motor Rate & Tariff Bureau, Inc. 
uthern Motor Carriers Rate Conference. 
oasis a rere sje sili Mid-Western Motor Freight Tariff Bureau. 
Own tractors, trailers, Schedul d Service 
Unexeelled Transportation over fast, direct, soheduled 200 pick-up trucks; Total. 2125. All equip- Following ley Aieege tte made 
Eaves through 19 industrial states. Terminals and ment modern and efficient. on we nen — a 360-mile radius of 
| 1 princi terminal points. 
| arehouses in prinoipal olties. Cheok these advantages: Insurance All schedules based c 2234 m.p.h. All 
istering stations (electric time Wire reports on trucks in transit. All forms of insurance carried in companies j; Bn - — 
jocks) every 100 miles or less. C.O.D. deliveries accepted. —* do business in each state as F cmayytbiang Seg established connecting 
Free pick-up. Free delivery. Experienced personnel. Pee, Z lines serve more than 25,000 points im the 







mel 






Tel . Cargo: $120,000 (Primary), $155,000 (Ex- United States. 

etype — bald Courteous operators. ); Public Liability, ¥1'08,000/200,000; Association Memberships 
nsurance inspectors at terminals. Fully insured cargoes. Property Damage, $25,000; Workmen’s A.T.A.; Mich. T.A.; Ohio T.A.; Chambers 
Highway Patrol System. Modern equipment. Compensation. of Commerce in principal cities served. 
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Tidewater Express Lines, Inc. 


Warner & West Streets, BALTIMORE, MD. 
J. T. Bennett, Traffic Manager Call—SOuth 1551 


TRUCK LINES, INC. 
Est. and Inc. 1929 
: COM. CARRIER ICC-MC 26560 
HARRISBURG && 
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Xe", “ Hes Reha APe <2 
wy) - Sf 
Z Pigg 


BRANCH OFFICES 
Aberdeen, Md. — 
(Call 111) 


Frederick, Md. 
300 East St. (Call 557) 
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York, Pa. 
Charlies & Howard Sts. 
(Call 6122) 


iA 2 
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fae stice 4 Richmond, Va. )) Ww 
ae i 8 S. 18th St.:(Dial 7-4366) LE. Beloit 


GINIACS Westminster, Md. Nex Yeo 

os S 77 John St. (Call 288) rearrec wor 2 NK. WALKEG 

RICHMOND REPRESENTATIVE: Pennoyer | QW 9 ® 
nts Transfer Company, /42 


Elkton, Md. 
e —— 
TARIFF AGENCIES West Polk St., Monroe 5020, Chicago. Rockford 


(Call 144) 
TARIFF AGENCIES: Central States 
Individual Southern Motor Carrier Rate Conference Motor Freight Bureau, Inc., Northwest 
Middle Atlantic States Motor Carriers Conference Eastern-Central Motor Carrier Association Tariff Bureau, Inc., Rocky Mountain 
Rocky Mountain Tariff Bureau Tariff Bureau, Inc., Eastern Central 








EQUIPMENT 
15 tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open 
and flat bodies available. All company owned. 

INSURANCE 


*Cargo, $10,000 (Northern Assur. Co. of London)... . Public 
Liability, $10,000 & $50,000; Property Damage, $50,000-$50 
deductible (Fidelity and Casualty Co. of N. Y.). Workingmen’s 
Compensation (Lumberman’s Mutual Casualty). 


Norwalk Truck Line 


“*Satisfy your Customers with 
Norwalk Service’’ 


J. F. Ernsthausen 
President 


C. W. Hoke 
Vice-President 


COMMON CARRIER 
I1.C.C Certificate No. 71096 


-4 Grand Rapids 
Established 1921 


Incorporated (Ohio) 


36 Woodlawn Ave. 


Telephone—266 


NORWALK, OHIO 


rie \ 
4 \\ Lake Michigan 
5 \ 
SOnehs Fehicase yy 
‘ \ SM icrsgec Pont 
/ yes Oe Mich 0 
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INDIANA 


INSURANCE Co.). *Blanket Employees Bond 


Cargo, $25/75,000 (The Connecticut 
ire Ins. Co.). *Public Liability, 
* Property a Workmen’s 
Compensation, and Liability Insur- 
ance on All Terminals (The Travelers 
Insurance Co. & The Travelers Liability 


by new A. T. A. bond. 
TARIFF AGENCIES 


Ohio Motor Frt. Tariff Bureau 


Motor Carriers Association, Central & 
Southern Motor Freight Tariff Associa- 
tion and Mid-Western Motor Freight 


INSURANCE: 

Cargo, $10,000-$50,- 

000 (Northern Assurance 
Company, Ltd. of London 


(Fidelity & Casualty Co.). Also bonded ‘ @ 


Central Motor Freight Assn., Inc. 


Tariff Bureau, Inc. pany, Lt di 

Public Liability, $50,000-$100,000 (Fidel- 
EQUIPMENT: 41 Tractors (33 owned), ity and Casualty Company of New York); 
30 semi-trailers (28 owned), 18 trucks— Property Damage, $9,000 (Fidelity and 
van bodies (16 owned), 1 truck—open, Casualty Company of New York’ : Work. 
18 refrigerator trucks and trailers. ing Men’s Comp. {Fidelity and Casualty 
CONNECTING LINES: All responsible Company of New York). 
lines at Chicago, Illinois; Milwaukee and LOCAL SERVICES: Pool car distribu- 
Fond du Lac, Wisconsin; and Dubuque, tion and cartage service at Madison, 
lowa. Wisconsin. 


OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195); Bellevue 
(Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350): Clyde, 402 
Spring St. (Phone 2561): Defiance (Phone 556); Elyria, 124 Maple St. 
(Phone 3484) ; Fremont, 109 E. State St. (Main 2825); Lorain, 202 11th 
St. (Phone 4135); Mansfield, 399 N. Main St. (Phone 21606); Medina, 
254 Smith Rd. (Phone 22181); Napoleon (Phone 28741); Norwalk, 
36 Woodlawn Ave. (Phone 266); Sandusky, 30 W. Perkins St. (Phone 
2276); Toledo, 145 S. St. Clair St. (Adams 4291); Vermilion (Phone 
3363); Warren (United Terminals) (Phone 4886). 

MICHIGAN TERMINALS—Adrian, 405 S. Center St. (Phone 105); Battle 
Creek, 220 S. Calmy St. (Phone 2-5107); Bay City, foot of First St. 
(Phone 6228); Detroit, 175 S. Campbell St. (Vinewd 2-1435); Flint. 
1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 
8-6427) ; Jackson, 336 S. Otsego Ave. (Phone 7483) ; Kalamazoo, 115 West 
Bush St. (Phone 22423); Lansing, 904 E. Hazel St. (Phone 49401); 
Monroe, 715 8. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass Ave. 
(Phone 29201) : Saginaw, 142 Davenport St. (Phone 6228). 

INDIANA TERMINALS—Auburn, 334 W. 9th St. (Phone 618-J); Elk- 
hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 
St. (Anthony 4363)- Goshen. 1201 S. 10th St. (Phone 111); Hammond, 
1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 S. Main St. 
(Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 
City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 
PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver St. (Phone 
745); Pittsburgh, 202 Penn Ave. (Phone At-5887). 
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Found—a New Source of Rubber 
Right in Your Own Garage 


This is a valve cap. 

Engineers who devoted years to the 
study of tire maintenance designed 
this important little gadget to keep 
dirt out of tires and air pressure in. 


Yet in a comprehensive analysis of 
over 300 fleets made by B. F. Goodrich 
engineers recently, only one fleet had 
valve caps on all tires! 


It is safe to say that if this one rule of 
tire health were observed by every truck 
operator in the country and proper 
inflation maintained, enough ae 
would be saved to ease the tire shortage. 


Recognizing that improper tire care 
wastes thousands of tons of rubber, 
The B. F. Goodrich Company organ- 
ized a Tire Conservation Department 
long before Pearl Harbor just to help 
fleet owners conserve rubber. 


This department, staffed by factory- 
trained men, has since that time taken 
over the complete supervision of all 
tire maintenance problems for hun- 


dreds of truck fleets with from 10 to 
3500 vehicles each. 

Under this low-cost comprehensive 
point-by-point program job-experienc- 
ed consultants apply to your tires the 
rubber-saving “know how’’ they have 
acquired through solving literally 
thousands of other maintenance prob- 
lems. They check all factors which 
cause undue tire wear; show you how 
to eliminate most prema- 
ture failures; and make 
mileage-stretching rec- 
ommendations which 
cut your costs — some- 
times overnight. 


Many fleet owners have 
written to say howamazed 
they were at the results 
obtained. Typical of their 
comments are: “We be- 
lieve we will show a 25% 
saving,” or “It saves 
far more than it costs,” 


and ‘“‘The number of failures has been 
reduced 60%.” 


Only a few trained men are available 
to take over a limited number of addi- 
tional fleets in certain areas. If you 
would like to know how this tire con- 
servation plan can be applied to your 
equipment, write the Tire Conserva- 
tion Department, The B. F. Goodrich 
Company, Akron, Ohio. 












































The erection of your new home can be 
almost as fast as Presto! . . . thanks to 
National Homes Corporation’s assembly- 
line production and its use of Truck-Trail- 
ers* for delivery from factory direct to homesite. 


The construction time for a 5-room house is about 
four hours . . . one for the floor, three for the upper 
structure. Then, a few days for plumbing, wiring, 
painting and heating installation ...and you move in. 


Or, if you move to another location, your National 
Home can be demounted and re-erected in seven 
hours, plus the transportation time by Trailer. And 
these are just normal operations with a small crew... 
not stunts with an army of workmen. 


*National Homes house sections are transported by Bud Marks 
Truck Service. 


BASH THE BARRIERS! 


A motor transport operator has a regular run between Los 
Angeles and Denver, requiring six truck-and-trailer units. The 
route traverses six States. Although each vehicle goes through 
each State only one day in four, each must carry the license 
plates of all six, at almost prohibitive cost. This type of trade 
barrier, duplicatea throughout the country—the taxing of inter- 
state vehicles the same amount as intrastate vehicles, regardless 
of their use of the highways—is a burden to the public. The 
solution? Reciprocity between States! 


TRUCK-TRAILER TRANSPORT 















NEED A THOUSAND HOUSES? 
One or a thousand, the process is the 
same for National Homes. In fact, 4,000 
are now being erected on one order in 
the Detroit area. Other large groups 
have been erected in Indiana, Illinois, Nebraska and Wisconsin. 


Thanks to our network of roads and the efficiency of Trailer hauling, 
these homes are practical throughout most of the United States. They 
have been erected as far as 700 miles from the factory. Truck-Trailer hauling 
is economical, too. National’s Fruehauf Trailers, carrying 10-ton loads, are 
pulled by 1*%-ton trucks. 


Mass production and fast, synchronized 
transportation are, of course, the answers. 
And, as so many other companies have 
learned, Truck-Trailers do a transpor- 
tation job that wouldn’t be practical any other way. 


In this case, the house sections are loaded at the 
National Homes factory in Lafayette, Indiana . . . go 
direct to the new homesite . . . are unloaded as the 
building goes up. 


War workers are now getting the homes that Na- 
tional’s fleet of Fruehauf Trailers are transporting. 
After the, war, a host of other American families will 
likely chogse these attractive homes that they can take 
with them wherever they go. 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO. 


Service in All Principal Cities 


FRUEHAUF 7iacocs 


“Engineered Transportation” 


DETROIT 


IS DOING AN ESSENTIAL JOB FOR ALL AMERICA 
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